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HAILHUAD oYaTEN 


THE HEAVY DUTY RAILROAD 





ALABAMAN 
ALASKAN 
AMERICAN 
ARIZONAN 
ARKANSAN 
CALIFORNIAN 
CANADIAN 
CAROLINIAN 
COLORADAN 
COLUMBIAN 
DAKOTAN 
DELAWAREAN 
FLORIDIAN 


GEORGIAN 
HAWAIIAN 
HONOLULAN 
INDIANAN 
I oO W A N 
ISTHMIAN 
K ANS AN 
KENTUCKIAN 
LOUISIANAN 
MEXICAN 
MINNESOTAN 
MISSOURIAN 
MONTANAN 


Recently augmented by 6 additional freighters, American-Hawaiian’s 
frequent and extensive schedule now lists these carriers: 


NEBRASKAN 
NEVADAN 
OHIOAN 
OKLAHOMAN 
OREGONIAN 
PANAMAN 
PENNSYLVANIAN 
PUERTO RICAN 
TENNESSEAN 
ss se & @ 
UTA HAN 
VIRGINIAN 
WASHINGTONIAN 


... which means, of course, that you can ship when you are ready, to 
or from a range of 27 intercoastal ports. 


AMERICAN-HAWAIIAN STEAMSHIP COMPANY 
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He knows that the sales of many 
products have been multiplied by 
the simple expedient of enclosing 
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rush orders speed is essential. 
The Soo Line follows thru. 
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RECENTLY ADOPTED NEW RULES GOV- 
ERNING COMPILATION OF EXPORT DECLARATIONS. 
SHIPMENTS WILL BE REJECTED AT BORDER ENTRY 
PORTS UNLESS DECLARATIONS ARE PROPERLY 
MADE UP. FOR COMPLETE INFORMATION WRITE 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers. 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





ROOSEVELT AND TRANSPORTATION 


HE mountain labored and brought forth a mouse. 

President Roosevelt, after grabbing consideration 
of the railroad situation from those who had it more 
or less in hand and giving it hasty consideration, 
sent to Congress this week the result of his labors, ad- 
vocating only immediate legislation to take care of the 
emergency and dumping in the lap of Congress all the 
material that had been given to him as recommenda- 
tions for permanent measures. 

Why he thus “passed the buck” is not entirely 
clear. Maybe it was because he felt unable to cope 
with the situation; maybe he was too busy to desire 
to do so; or maybe the defeats he has recently suffered 





in Congress made him wary of “sticking his neck out’ 
with another definite program. He did, however, de- 
clare against government ownership and subsidies for 
the railroads, in which respects we agree with him. 
He suggested that some of the powers that have been 
delegated by Congress to the Interstate Commerce 
Commission have been unconstitutionally conferred. 
Since he did not make much of that, neither do we 
—except to say that it is silly and that President Roose- 
velt, in the role of a defender of the Constitution, is in- 
triguing. 

Our criticism of the entire mass of material sent 
to Congress by the President is that it smells too much 
of more machinery. It seems to us that it puts the cart 
before the horse. Why is more machinery necessary? 
What is it that it is expected to accomplish that can- 
not be done with present implements? We had hoped 
for some sort of simple, definite plan that might not, 
to be sure, be perfect, but that would have specific aims. 
Mr. Pelley’s recommendations, perhaps, come nearer 
to that standard than any of the others, but, naturally, 
he deals largely with things that ought to be done for 
the railroads rather than with things that ought to be 
or could be done by them, though he says some things 
about consolidations. 

It is our firm belief that, if a group of men, wise 
in transportation and entirely without selfish interest, 
could be gathered together, they could work out the 
railroad problem in a day, without setting up any new 
machinery, pointing out what government should do 
and what the railroads themselves should do. But we 
suppose such a thing is impossible. We shall have to 
muddle along as best we can, getting all that is possible 
of good out of what this, that, or the other interest or 
school is willing to concede. 

What will come of it all? We suppose there is little 
doubt but that something will be done immediately to 
relieve the emergency situation. As to a permanent 
program, much will depend on Senator Wheeler, chair- 
man of the Senate interstate commerce committee. 
What will be his attitude? He has been conducting a 
railroad investigation in which his sole purpose has 
seemed to be to “get something on” the railroads. He 
has been unfriendly. We would like to make a deal 
with him. Gather together all you have learned that is 
bad about the railroads, Senator; spank them for it; 
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make it impossible for them ever to do it again; and 
then forget it and turn constructive; do something for 
them and for the country. Granting all the implica- 
tions that have been thrown out by you and your com- 
mittee, what do they amount to? One may punish a 
bad child but, if one is a good parent, one also does 
something to help him. 

Senator Wheeler has the opportunity to take the 
lead in a railroad policy that will bring order out of 
chaos; he does not need to become the friend or the 
champion of the railroads—just the friend and the 
champion of sound transportation policies. Some of 
such a program might not be entirely pleasing to the 
railroads, but their objections would have little force 
if opposed to sane policies. The solution is compara- 
tively easy—and it would not take “months,” as some 
members of Congress, in a hurry to get through, seem 
to fear. 

We suggest a direct approach to the railroad prob- 
lem instead of the airing of so many new ideas. What 
is that problem? It is created by the fact that the 
railroads are not earning sufficient net revenue. How 
may they be enabled to earn it? In one or more of 
several ways, or all of them. 

First, a great increase in business would cure the 
situation. But a great increase in business cannot be 
created. Second, higher rates on the traffic the rail- 
roads carry or might expect to carry under higher rates 
would be effective. But that has been denied. There 
could be reconsideration. Third, governmental policies 
ought to be revised so that the railroads would get a 
square deal. That could be done. It is necessary to 
define the unfair policies and frame measures for their 
correction. Last, the railroads should, by means of 
wage reductions and consolidations and unifications, 
economize in their operations. 

Until these factors receive consideration and are 
dealt with fairly and specifically, what is the use of 
talking about reorganizing commissions and setting up 
new authorities? 

And, it may be remarked, the railroad problem is 
not to be solved on any basis that has as its first con- 
sideration or one of its important factors the idea that 
railroad labor must be protected. It is always unfor- 
tunate if men are thrown out of work, but it is foolish 
to talk about reviving a languishing industry if it must 
be done without cutting the pay roll. If the railroads 
are to be operated as a charitable institution for the 
purpose of keeping men at work, then government 
subsidy in some form is not only necessary but logical. 


PAYMENT FOR NOTHING 


SOMEWHAT startling but, nevertheless, more or 

less typical illustration of the results of railroad 
labor working rules and their interpretation, under 
which employes are paid for doing nothing, is to be 
found in the recent decision of the National Railroad 
Adjustment Board, acting under powers conferred by 
the railway labor act, in the Lehigh Valley case. 
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Some fifty-odd employes of the Lehigh Valley 
Railroad Company were the beneficiaries. Against the 
railroad was enforced the rule of Santa Claus. And 
the gifts? Roughly $272,000, or an average of $5,000 
a man. 

But it wasn’t Christmas. It was only another one 
of those days in the life of this famous so-called adjust- 
ment system, devoted to keeping the railroads and their 
employes one big happy family, no matter what the 
cost. 

There was a difference of opinion over what con- 
stituted a day’s work. The Lehigh Valley, having no 
yards of its own in New York City, uses the Pennsyl- 
vania yards at Sunnyside, Long Island. Accordingly, 
the company’s trainmen are required to take their 
empty passenger trains to and from the Pennsylvania 
Station in New York and the yards—a distance of 4.2 
miles. These trainmen had performed this task daily 
for several years and it was, consequently, an accepted 
part of their work. Suddenly came a brotherhood rep- 
resentative saying, in effect: ‘““You are engineers, train- 
men, not hostlers. Why shouldn’t you get double pay, 
once as trainmen, and again as hostlers?” So they took 
their case to the board, and the board, in turn, ap- 
pointed a referee. After listening to the testimony, the 
referee decided that, under the agreement controlling 
the situation, these employes should receive a full day’s 
pay in addition to the regular daily pay—two days’ pay 
for one day’s work. Moreover, every train service em- 
ploye who had moved such empty trains since March 13, 
1933, should receive an additional day’s pay for every 
day worked, or a total retroactive outlay of $272,000. 

No one can review a case like this without wonder- 
ing if equity is an obsolete word. Here we have a sys- 
tem that both in set up and effect is clearly one-sided. 
It is designed to prefer railroad labor. In operation it 
does just that. 

Labor can take an appeal to the courts but of 
course it does not do so. Management can take no 
appeal. 

The following from the Chicago Journal of Com- 
merce may seem a bit overdrawn, but it describes the 
situation pretty well: 

Of interest to railroad men, who know how “working 
rules,” laid down by the railway unions, operate to pay men 
for services not rendered, is a story told by a young fellow who 
decided to go to work on a railroad as a brakeman. He was so 
puzzled about the peculiar way his compensation was arrived 
at that he found it necessary, when writing back home to 
one of his farmer boy friends, to use the figure of plowing 
in order to make himself clear. His letter was as follows: 

“You would be paid four dollars a day for plowing or two 
dollars an acre whichever way would give you the most money, 
and if you plowed your two acres by noon you would get a 
day’s pay anyway and you would not have to work in the 
afternoon, or if you worked and plowed another two acres 
you would get two days’ pay for the day’s work. You would 
get a half hour extra for harnessing the mules in the morning 
and if you have to go uphill and down you get some extra pay 
more than if the land was level. Also, if you have to turn around 
more than three stumps in a day, you get extra pay and if it 
takes you more than five minutes to turn a corner over and 
above what it would with the team you used to have, you would 


get extra pay for that. If you plowed part of the day and 
harrowed the rest of the day, you would get extra pay because 


(Continued on page 874) 
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Current Topics in 
Washington 





And now President Roosevelt is 
planning to resort to “pump prim- 
ing” again to get the country out of 
the recession. Low-browed politi- 
cians of the old Pennsylvania Republican brand might think of 
that operation as akin to their pay roll operations in campaign 
years. They are, in the eyes of some, given to impugning mo- 
tives in a hair-trigger way. 

After father primed the pump, if he was worth his salt, 
he did something to make a further operation of that sort 
unnecessary. Gathering up an old boot top he cut a new washer, 
gasket, or whatever its proper name is, and stopped the leak 
that forced the priming. 

As some see the fact, the President did nothing after the 
Supreme court upset the N. R. A. to make priming unneces- 
sary. Instead of asking Congress to enact the N. R. A. laws 
it had, in violation of the Constitution, delegated authority to 
him to enact, he talked about the “horse and buggy days.” As 
some then saw and still see the matter, Congress lawfully 
could have enacted into statutes practically all that had been 
hatched by the blue eagle. And that would have removed the 
curse of having had the President exercise the legislative power 
the court said Congress unconstitutionally had delegated to him. 

A constitutionally created N. R. A. might have made it 
unnecessary to think of again using billions for priming the 
old pump that the N. R. A. would have started into operation 
again—if the President had emulated “father” and cut a washer 
out of an old boot top—that is, the unconstitutionally-fash- 
ioned N. R. A. 


What Father Did After 
He Primed the Pump 





It may be that President Roosevelt 
would have been defeated in his reorgani- 
zation bill fight no matter in what form the 
measure had been drafted. But there are 
plenty of men who believe that, if he had 
not started out with a plan giving him con- 
trol over the Interstate Commerce Commission and the Federal 
Trade Commission, he would not have gone down to his most 
signal defeat on the very day that the “new deal” crashed in 
France. There is, of course, no connection between them, but 
a coincidence of that sort attracts attention. 

It is to be remembered that every time a President has 
suggested anything looking toward even an appearance of 
control of the Commission by the executive branch of the gov- 
ernment every friend of that body has bristled with evidence 
of anger and alarm. And who are its friends? All the ship- 
pers and all the railroads. No matter how bitterly the shippers 
may feel about a decision, they rise up to defend the regu- 
lating body. The same is true of the railroads. 

That politician who thinks that, because one side or the 
other denounces something that has been done, he can obtain 
its support to bring the Commission under the control of the 
President is less than a moron. Such support as a President 
may appear to obtain from a commissioner or commissioners 
for such control is open to the suspicion of being given with 
crossed fingers. 


The Federal Trade Commission, because it is not as open 
in its proceedings as the older transportation regulating body 
has been, has never appeared to have such universal support 
as the Commission has received from those interested in its 
doings. However, it has had the support of many and the 
Supreme Court has upheld the contention that it is an arm of 
Congress and not a branch of the executive power. 

It is easy to recall that opposition to having the Commis- 
sion brought under even a semblance of control by the White 
House appeared as early as the proposal was made a little 
more than a year ago. In a way of speaking, that seemed the 
core of a snow ball of opposition that smashed even the appeal 
made by the President’s leaders in the House of Representa- 
tives for a vote of confidence in him. 

In passing, it might be observed that that appeal could not 
set well with ardent, if not idolatrous, believers in the Ameri- 
can system. Votes of confidence are all right in parliamentary 
forms of government. But that is not the American form. The 
men who framed this government knew about it. It was the 


He Who Assails 
the Commission 
Courts Pain 
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form under which they lived until they severed political rela- 
tions with the mother country. They had the opportunity to 
set it up here except that they did not want a king. And with- 
out a king there could not be the fiction that loss of confidence 
by the Congress or Parliament meant that there must be new 
executive servants. The American theory is that the President 
and his aides are merely executives to enforce the statutes 
Congress enacts, regardless of whether, as voters, they like what 
Congress places before them. 

So great are the questions with which the Commission 
deals that no President can be blamed much if he yearns for 
power to decide them. His own power, within the Constitution, 
is limited to making recommendations for legislation. The 
Commission, within its sphere, also has that power. In addi- 
tion, it has the power to determine the facts that bring into 
operation the rule of the interstate commerce act that rates 
shall be reasonable and nondiscriminatory. It also issues 
orders that must be obeyed and that affect, generally speaking, 
many more millions of dollars, than any order the President 
may issue—except, possibly, in the pump-priming operations. 

If Congress again places $1,250,000,000 in the President’s 
hands, to allot as he pleases, he will again become right pow- 
erful without any further truck with Congress. A thought on 
that point is that the House members of his own party who 
voted against the reorganization bill (by recommitting it to 
committee) will give him a knife with which to cut their 
political throats, unless they bow down before him. With that 
much money in any President’s hands to disburse as he pleases, 
the chief executive could bring many members of Congress, 
both senators and representatives, to him on their knees. A 
congressman, without pork, pap or patronage in a campaign 
year, would be at his mercy. Low as that may suggest con- 
stituencies to be, practical politicians believe that many voters 
measure the value of a senator or representative by what he 
can get for his constituents from the public treasury. 





Now that wise men of the Commis- 
sion, cabinet officers, bankers, and others 
have made suggestions for the salvation 
of the railroads, a shipper, dressed as 
the common man who always pays the 
bills, might rise up to suggest that more 
than once he had come to the rescue of the carriers, leaving 
the inference that he thought someone else might now give a 
hand. With modesty, he might say that he had, less than a 
month ago, begun making his latest contribution. 

Mr. Shipper now dips into his till for contributions while 
men who receive wages and interest on debts, as a rule, are 
not contributing anything. Some creditors, owners of bonds 
in railroads undergoing reorganization, probably will contribute 
something, through a scaling down of their bonds. But not 
one of the wise men whose names are to be found in the 
material sent to Congress had the nerve, Mr. Shipper might 
say, to suggest that the workers on the railroads should be 
asked to contribute a penny or two toward the saving of the 
machine that had been providing a living for many of them 
for many years. 

Instead of contributing, the shipper might suggest (unless 
he happened to be pining for public office) that the earners of 
railroad wages, by implied threats, had taken money from the 
impoverished carriers, making their rates of return the high- 
est ever known—higher than in 1929, the year of fantastic 
prices—so that the annual burden, on the basis of 1936 traffic, 
is equal to about $130,000,000. They began getting some of 
the dollars of that added burden before the Commission told 
the shippers that, as usual, they would have to contribute more 
dollars for keeping the breath of life in the machine from 
which the workers now take more money than ever before. 

It is all very sad that some persons are so selfish. But, 
another way to look at the matter is that, if those who are 
forced always to contribute, under implied threats of strikes 
with violence, spent half as much in building up political 
organizations as they have to spend in paying higher rates or 
buying trucks to do their own hauling, they might neutralize, 
to a considerable extent, the work of pressure groups. 

It might be suggested that, if supposed public servants pre- 
served the peace around strike-besieged factories, as they are 
sworn and paid to do, there would be a noticeable reduction 
in Hitleristic tactics in so-called labor disputes. 


Shipper Always 
Comes to the Help 
of the Railroads 





Radio announcers or commentators 
are entitled frequently to marks of merit 
as producers of smiles, even sometimes 
when they are trying for tears. As, for 
instance, the one who was commiserating 
Austria because someone had suggested 
that she be called Oestmarck. It was awful, he suggested, that 


Tears About Aus- 
tria’s Danger of 
Losing Her Name 
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so cruel a thing should be done to so ancient a land as Austria. 

It is to smile, for the simple reason that Austria never 
was the name her sons used in speaking of her. Oestreich has 
been her name among her sons and daughters for hundreds 
of years. That might be translated as Eastern Empire. The 
word “reich,” however, is related to the English word “riches” 
in the sense of possession. “Eastern Land” would give a 
better idea. 2 

Oestmarck would mean the “eastern boundary.” That is 
what Austria was—the eastern boundary of the Holy Roman 
Empire (German nation). Memory says it was also the east- 
ern boundary of the Frankish or western empire, the prede- 
cessor of the thing that was not holy, Roman, nor an empire. 
At any rate, the name for the Germans, even up to the time 
of the world war, in the Balkan Peninsula was Franks, spoken 
with venom, probably as it was when Charlemagne brought 
fire and sword to that part of the world. 

Going back to about 976, when the Babenberg family men 
kept the east mark (three hundred years before the Hapsburgs 
began building an empire around that modest piece of terri- 
tory) would be, it might be admitted, going back pretty far. 
But Austria, as an empire, disappeared in 1919, even if “reich” 
be translated as empire. Bringing that territory back into 
the German reich as the eastern boundary, Oestmarck prob- 
ably would not shock the Austrians one-tenth so much as the 
radio men have surmised it would.—A.E.H. 


PAYMENT FOR NOTHING 
(Continued from page 872) 


it was a different class of service and if a plow broke down 
or a mule got sick with the flu, you would get paid for your 
acres or hours whichever was the most up to the place of the 
accident to the mule or the plow whichever it was, and then you 
would get paid for the time you were waiting for the mule 
or plow to get well or changed for another one at the rate 
per hour, and then when you started plowing again you would 
get paid by the acre or hour whichever was the most, bearing in 
mind going uphill, downhill, turning corners, dodging stumps 
and such like as I have mentioned. Sometimes you don’t do a 
good job and have to double back and plow a furrow over 
again. You would get a minimum of ten minutes for this. 
Then when you quit at night and some other fellow was ahead 
of you at the water trough and you have to wait for five minutes 
to water the mules you get extra pay for that, which is called 


detention.” 

The point to all this is not that the board neces- 
sarily rendered an unjust decision; perhaps no other 
was possible under the agreement—though that is hard 
to believe; it is that any rules capable of such interpre- 
tation are asinine and that the railroads ought to do 
something about them. If they think of doing so they 
are deterred from action by fear of “strike.” But a 
strike in such a cause would have no public support. 
The railroads, whatever they may do about wage scales, 
should move at once for the abrogation of make-work 
rules. A good “press agent” could make the task easy, 
to the extent that success depended on public opinion. 
Even the administration in Washington, sobbing its 
political heart out for the poor workingman, could find 
no justification for this state of affairs—but the ad- 
ministration at Washington, like most others, knows 
nothing about it because railroad management keeps 
religiously quiet. 

A surprising paragraph, by the way, appeared in 
a Railway Age editorial of April 9—surprising, not 
because even a railroad publication might not disagree 
with what was said by railroad executives or make a 
mistake, but because this particular magazine is edited 
by a man who is on the payroll of the railroads in con- 
nection with their public relations in the west and is in 
their secret councils. 

When railroad wages were increased last summer 
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and fall there was a report that there was a secret 
understanding that, as consideration for the increases, 


railroad labor had agreed to hold its hand with respect. 


to “make work” legislation. This was specifically and 
publicly denied, for instance, by M. J. Gormley and 
J. M. Fitzgerald. Even those who had believed it did 
not think the agreement would amount to anything. 
We certainly did not—and it has not been effective, if 
it existed. 

Now comes the Railway Age and says: 


When advances in wages were granted last summer and 
fall it was understood labor leaders would declare a “holiday” 
regarding “make-work” legislation, join in revising rules caus- 
ing large payments for work not done and follow other policies 
helpful to the railroad industry. Labor leaders have not since 
shown the spirit of cooperation anticipated in some quarters 
and recently have joined in a public statement broadcasting the 
old libel, more untrue now than ever, that the troubles of the 
railways are due to overcapitalization and financial mal- 
practices. 


Was there a deal or was there not? Is Mr. Dunn 
telling the truth or were Mr. Gormley and Mr. Fitz- 
gerald telling it? If either is saying something that is 
not true, why? Certainly, if there was a deal, the 
railroads lost all their blue chips, as usual. 


A. F. OF L. RAIL ACTION 


The railway employes’ department of the American Fed- 
eration of Labor, in convention at Chicago, April 8 (see Traffic 
World, April 9, p. 845), rejected a forthright recommendation 
for government ownership of the railroads and adopted instead 
a resolution asking the President to “investigate the advis- 
ability of government ownership as a solution of the railroads’ 
problems.” 

The resolution cited present railroad unemployment as an 
example of the futility of present railroad management and 
said that the adoption of consolidation proposals under con- 
sideration by management and the President would add from 
200,000 to 400,000 men to the unemployment rolls. The resolu- 
tion as’ originally presented would have put the department 
“on record in favor of government ownership and operation 
of the railroads,” and would have “urged the introduction of 
legislation in Congress for that purpose.” After some discus- 
sion it was agreed that the declaration was a bit too drastic 
and the resolution as amended was adopted. 

There was also considerable discussion of proposals to 
reduce the wages of railroad workers, all of the expressed 
sentiment being against such reductions. It was pointed out, 
however, that the department’s board of governors now had 
the matter in hand in conferences with railroad managers and 
that its hands ought not be tied with formal action. There- 
fore, no such action was taken. 


Another resolution discussed the importance of an efficient 
railroad system in national defense. The present state of 
the railroads was such, it continued, that its adequacy in that 
respect was inadequate for such duty. Therefore, it con- 
cluded, the department recommended that, in allocating funds 
for national defense to the army, navy, and air corps, a part 
should be set aside to put the railroads in shape for their 
share in national defense. 

The department also adopted a resolution recommending 
the construction of all new equipment in railroad shops and 
condemning the practice of arranging for repair work with 
outside contractors. 

It recommended legislation providing unemployment pay 
for furloughed railroad workers, the adoption of minimum 
wage and maximum hours legislation without specifying the 
number of hours or the amount of the wages, and urging the 
adoption of the train length limitation bill. 


SIX-HOUR DAY FOR DISPATCHERS 


Chairman Lea, of the House committee on interstate and 
foreign commerce, has referred to a subcommittee headed by 
Representative Maloney, of Louisiana, a bill providing for a 
six-hour day for railroad train dispatchers. Representatives of 
the train dispatchers are seeking action on the measure. 


(vy ie _ avn 


aE Ss ee 


April 16, 1938 





The Traffic World 


PAGE 875 





Decisions of Interstate Commerce Commission 








MEAT CASE REVERSED 


ITH Chairman Splawn and Commissioners Mahaffie, 

Miller, Lee and Rogers dissenting, the Commission has 
reversed its former report in No. 27161, Swift & Co. et al. vs. 
Akron, Canton & Youngstown et al., 220 I. C. C. 778. This 
reoprt also embraces two sub-numbers, Cudahy Packing Co. vs. 
Same, and Armour & Co. vs. Same. 

In this report, made on reargument, the Commission de- 
termined applicable rates on fresh meat and fresh meats, 
salted, in straight or mixed carloads, or in mixed carloads with 
packing house products, between December 3, 1931, and April 
15, 1935, inclusive, from Iowa, Nebraska, Missouri, Kansas, 
South Dakota, Colorado and Texas origin points to central 
territory, western termini of trunk lines and related points. 

In the original report, division 3 found that the applicable 
combination rates on fresh meats and fresh meats, salted, in 
straight or mixed carloads, or in mixed carloads with pack- 
ing-house products, from Iowa and other states west of the 
Mississippi to central territory, western termini, and related 
points were those based on rates to and from the east Missis- 
sippi River crossing, or Chicago, which ever resulted in the 
lowest charge, and that no overcharge existed. On petition of 
complainants the proceeding was reopened for reargument and 
reconsideration. 

The issue, this report said, was wholly one of tariff in- 
terpretation. For many years prior to December 31, 1931, 
the applicable rates had been combinations of proportional com- 
modity rates to and beyond the Mississippi River gateways or 
Chicago, Ill., dependent on the gateway used. However, when 
joint class rates from the origins to the final destinations be- 
came effective on December 3, 1931, as prescribed in the West- 
ern Class Rate Case, the third class joint rates which would 
normally have applied on these commodities was higher than 
the long-maintained combination commodity basis. 

By specific authorization in that case, this report said, the 
carriers were directed to continue the combination basis if 
lower than the joint rate. The joint class rates thereupon were 
published accordingly, restricted by a tariff clause, under which 
it became necessary to ascertain the lowest combination which, 
when found, must be applied over all routes over which the 
overhead joint class rates applied, to the exclusion of any 
higher joint or combination rate. 

Complainants contended that the lowest basis made on 
Godfrey, Ill. The railroads maintained that the Godfrey basis 
was improper and the lowest basis properly made on Missis- 
sippi River crossings or Chicago. 


The Commission in disposing of the matter, said that in 
view of tariff facts indicated in the report, it found that the 
basis of 84.5 cents was the lowest basis from Missouri River 
origins to western termini and, as such, applied on complain- 
ants’ shipments to the exclusion of a higher basis, either joint 
or proportional. Similarly, it said, the Peoria, Ill., rate, as 
applied from Springfield and Godfrey, Ill., on shipments to cen- 
tral territory points, made the lowest available rate under 
the rule in the overhead tariff. 


Informal complaints covering many of the shipments, the 
Commission said, had tolled the statute, but certain of the 
claims were barred. The Commission said that no order would 
be entered at this time pending an agreement to adjust the 
charges to accord with the expressed conclusions. 


Chairman Splawn, dissenting, said that where question 
was raised concerning the proper interpretation of conflicting 
provisions in the tariffs of carriers the rule of fair and reason- 
able construction applied. He said that Godfrey, Ill., to and 
from which a combination of rates was sought to be computed 
was neither a junction point with another carrier nor a base 
point, but only a local station on the Alton Railroad. Com- 
missioner Mahaffie concurred in his expression. 

Commissioner Miller said he disagreed with the conclusion 
reached by the majority and believed that the finding by divi- 
sion 3 in the prior report was correct and should be affirmed. 
Commissioner Lee concurred in that expression and Commis- 
sioner Rogers noted a dissent. 


FARE INCREASE DENIED 


With its members dividing six to five, the Commission, in 
the eastern passenger fares in coaches part of Ex Parte 123, 
increases in rates, fares and charges, has denied the application 


of railroads in that district for authority to increase the coach 
basic fare from two to two and one-half cents a mile. Com- 
missioners Eastman, McManamy and Mahaffie wrote dissents. 
Commissioners Miller and Rogers contented themselves with 
noting dissents. The report and dissents, to a considerable 
extent, were an argument about interference with managerial 
discretion. 

Applicants estimated a maximum increase in revenue from 
the proposed coach fare at $29,961,000 a year. That, said the 
Commission, was merely a mathematical calculation made by 
multiplying the number of coach passenger-miles in eastern 
territory for 1936 by the proposed increase of one-half cent a 
mile. It was freely admitted by applicants, said the Commis- 
sion, that the proposed increase would divert passengers from 
the coach to other forms of transportation. In the opinion of 
most of the applicants, however, the report said, the net result 
would be an increase in passenger revenue although not as 
great as the maximum amount hereinbefore indicated. The 
report said the president of one of the principal applicants 
expressed doubt that the proposed increase would result in 
much if any increased net revenue for his road, but said that 
he joined with the other eastern roads in this application 
because of the recent increased costs of operation. Applicants, 
it said, proposed the higher fare as “experimental.” 

The Commission said it was convinced that in the present 
fare of two cents in coaches rested the best solution thus far 
devised for the passenger difficulties of the eastern railroads 
as far as their coach service was concerned; that the chief 
passenger car difficulties of the applicants now resided in the 
Pullman service, for which a solution remained to be found; 
and that an increase to 2.5 cents would probably reduce rev- 
enue results to the applicants, which, especially over an ex- 
tended period would be less favorable than it had been and 
was likely to be the case under the present fare basis. 

Commissioners Eastman, McManamy and Mahaffie, in their 
dissents, treated the decision as an interference with mana- 
gerial discretion. Commissioner Eastman said that he was not 
prepared to say that there was enough evidence before the 
Commission to remove this matter from the realm of managerial 
judgment to the realm of fact. This being so, said he, while 
his own judgment differed sharply from that of the rail man- 
agements, he felt that they were entitled to take the risk if 
that was what they wanted to do. 

Commissioner McManamy quoted from the fifty-first an- 
nual report of the Commission in which it said “public regula- 
tion is necessarily an interference with management, but it is 
not management, and it is no part of our duty to interfere with 
the management in the fixing of rates when the question is only 
one of what is wise or unwise in the exercise of sound business 
judgment.” 

“There is no other question here,” said Commissioner 
McManamy. 


He pointed out that in Western Passenger Fares, 37 I. C. 
C. 1, the Commission had said it was not its function “to pre- 
scribe either public policy or the managerial policy of carriers.” 

“Many, many decisions which support the principles above 
referred to might be quoted,” said Commissioner McManamy, 
“put they have been directed to the attention of the majority 
and have been disregarded.” 

Commissioner McManamy regarded the decision as so com- 
pletely disregarding the weight of the evidence that it was 
arbitrary and therefore void. 


Commissioner Mahaffie said the majority placed considera- 
ble reliance on the report in Passenger Fares and Surcharges, 
214 I. C. C. 174. By that decision, he said, coach fares were 
required to be reduced to two cents a mile although it was 
found that passenger service was then being furnished at less 
than the cost to the carriers of performing the service. 

“Tt is still furnished at less than cost,” said he. “The offi- 
cials of the carriers, who know the situation better than we 
possibly can, say their revenue will be increased if the coach 
fare is raised to 2.5 cents. The majority find that a 2.5-cent 
coach fare will ‘most likely result’ in a loss of revenue. 

“The managers of the railroads are responsible for the suc- 
cessful operation of their properties. The record shows that 
the carriers greatly need the increased revenue sought. They 
are entitled to it if they can get it at reasonable rates. Rates 
on a large volume of business that does not produce revenues 
sufficient to cover the cost of handling it surely can not be 
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considered unreasonably high. The record in the case above 
cited closed in 1935. Since that time facilities for coach travel 
have been greatly improved. Large sums have been expended 
in adding improvements and conveniences intended to make 
such travel more attractive to the passenger. The value of the 
service has thus been increased. Notwithstanding these facts, 
the increases proposed are disallowed by the majority on the 
ground, in substance, that we understand the business better 
than do those now conducting it. And that it is ‘likely’ that the 
carriers are wrong in their judgment as to which rates will 
produce the greater revenue.” 

The majority took cognizance of the dissenting views and 
made answer thereto in bringing its own discussion of the mat- 
ter to a conclusion. It said that section 15a (2) provided that 
in passing on the justness and reasonableness of rates the Com- 
mission should “give due consideration among other factors to 
the effect of rates on the movement of traffic, to the need, in 
the public interest, of adequate and efficient railway transporta- 
tion service at the lowest cost consistent with the furnishing of 
such service; and to the need of revenues sufficient to enable 
the carriers, under honest, economical, and efficient manage- 
ment, to provide such service.” It pointed out that it had 
already found that the proposed fare would most likely result 
in a substantial loss of rail passengers and, especially over an 
extended period, of passenger revenue. It said it further found 
that in the circumstances as they now existed, “the need in 
the public interest, of adequate and efficient railway transporta- 
tion service at the lowest cost consistent with the furnishing 
of such service,” required the continuance of the present 2-cent 
basic fare in coaches. 

“What can be done to make the passenger service of the 
railroads profitable as a whole is, of course,” said the majority, 
“a matter primarily for the applicants. It seems trite to say 
that each particular service, coach, sleeper, parlor-car and 
head-end (meaning baggage, mail and express) should as 
nearly as may be pay its own way and return a profit. As 
stated, under the 2-cent basic fare the coach service seems to 
have about reached that point and therefore that basis must 
not now be disturbed, especially during a period of business 
recession, except on a persuasive showing that a basis different 
from the present would result in a substantial increase in net 
revenue.” 


Such a showing, the report said, had not been made. Ap- 
plicants, it added, should at once give consideration to such 
further steps as might be necessary to reduce or eliminate the 
deficits from head-end and Pullman services. In bringing its 
report to an end the Commission said: 


It will be said that our action here is interference with managerial 
discretion. Following more than half a century of unrestricted man- 
agerial discretion of the railroads of this country, the Congress enacted 
the act to regulate commerce and created the Commission for the 
specific purpose of interfering with managerial discretion in so far 
as might be necessary to insure compliance with that law. The pur- 
pose of all governmental regu'ation of business is to interfere with 
managerial discretion where that discretion is inconsistent with the 
discretion of the lawmakers, as expressed in the law of the land, and 
those who interpret and administer the law. 

We have facing us here a Congressional mandate, first, that this 
proposed increased fare must be reasonable to the public, and second, 
that in determining the reasonableness of such fare we must give 
due consideration, among other factors, (a) to the effect of the pro- 
posed fare on the movement of traffic, (b) to the need, in the public 
interest, of adequate and efficient railway transportation service at 
the lowest cost consistent with the furnishing of such service, and 
(c) to the need of revenues sufficient to enable the carriers, under 
honest, economical, and efficient management, to provide such service. 

Having conscientiously found upon this record, in the light of the 
favorable results under the reduced fares required by us on the eastern 
carriers and of the unfavorable results under the recently increased 
coach fare on the southern carriers, that to increase the present 2-cent 
eoach fare to 2.5 cents would in all probability have such an unfavor- 
able effect on the volume of passenger traffic as to result in less net 
revenue to the railroads than at present. the conclusion is irresistible 
that the proposed fare would be hurtful both to the railroads and to the 
public, and therefore would be in clear violation of section 1 and in 
contravention of section 15a (2) of the act. Plainly, it would be un- 
reasonable to expect the public to pay the higher fare so long as 
such fare would result in less net revenue to the railroads than the 
lower fare. 


We are told that because only two witnesses representing any 
portions of the traveling public appeared and offered testimony, where- 
as a number of railroad witnesses appeared in support of the applicants’ 
proposal, our conclusion here completely disregards the weight of the 
evidence and is arbitrary. We have not been in the habit of deciding 
cases on the basis of the number of witnesses appearing before us, but 
upon the entire record. The situation in this respect is no different 
here than in passenger fares and surcharges, wherein only a small 
portion of the traveling public was represented. Necessarily this is 
so, for the traveling public is not organized like the railroads. It 
is not necessary for large numbers of the public to appear and tell 
us that they would prefer to pay the lower instead of the higher fare. 
‘“‘The general public may be considered in rate making. This includes 
the welfare and advantage of the great body of citizens of the United 
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States.’’ Interstate Commerce Commission vs. Chicago G. W. Ry. Co., 
141 Fed. 1003, affirmed, 209 U. S. 108. ‘‘The decisions of the Commis- 
sion must be based upon broad principles of justice, and keep in view 
the welfare of the public as well as the interests of carriers and ship- 
pers.’’ Chicago Lbr. & Coal Co. vs. Tioga S. E. Ry. Co., 16 I. C. C. 
323; see also Jewelers’ Protective Union vs. Pennsylvania R. Co., 
we kt. U1. 

The statement is made that much passenger transportation is 
furnished without charge, and that if all service furnished were paid 
for losses would be much reduced. The record is silent on the matter 
of free transportation, and that subject has therefore had no con- 
sideration by us in arriving at our conclusion herein. Moreover, if 
the carriers keep within the law, their actions are immune from con- 
demnation by us. 

Our conclusions herein with respect to an increase in the 2-cent 
basic coach fare should be understood not to refer to de luxe coach 
service, such as is afforded, for example, on the ‘‘Mercury’’ of the 
New York Central, which was placed in service between Cleveland, 
Ohio, and Detroit, Mich., in July, 1936. That train consists of a com- 
bination passenger and baggage car, two coaches, kitchen-pantry car, 
diner, and lounge, and covers the distance of 163 miles in 165 minutes. 
The coach seats are of the double rotating type, with movable head- 
rest covers. In the center of each coach are four built-in chairs facing 
each other, with table and reading lamps between and individually 
controlled reading lamps in each seat. The combination smoking room 
is equipped with semicircular settees, loose chair, and tables. The 
Mercury’s steel car are considerably lighter than standard equipment, 
and the average space per passenger is substantially greater than in 
standard coaches. In passenger fares and surcharges we approved, 
with certain provisos, extra fares for de luxe pullman service. We 
see no reason why passengers receiving coach service such as is 


afforded on the Mercury should not pay a higher fare than is charged 
for standard coach service. 


We conclude that the fare of 2.5 cents per mile in coaches pro- 
posed for application in eastern territory has not been justified. An 
appropriate order will be entered discontinuing this proceeding in 
so far as it deals with passenger fares. 


Supplementing data shown in an appendix to Passenger 
Fares and Surcharges, 214 I. C. C. 174, the Commission, in this 
report said that in the seven months of operation under the 
reduced fare basis, the revenue passengers carried by the east- 
ern roads increased 27.6 per cent over 1934, and the passenger 
revenue to $203,507,946, or 16.2 per cent, over 1934. In the 
first eight months of 1937, it said, the increase over the same 
period in 1936 was 15.3 per cent in revenue passengers carried, 
20.6 per cent in revenue passenger-miles and 7.2 per cent in 
passenger revenue. 


In an appendix to this report, the Commission said, were 
set forth for the three major districts of the country, the num- 
ber of passengers carried, passenger-miles, passenger revenue, 
and revenue a passenger-mile for quarterly periods from Jan- 
uary, 1933, to and including September, 1937, together with the 
freight tonnage carried, ton-miles, the revenue therefrom. and 
the revenue by the ton-mile for the same period. It said that it 
would be noted that, while in the eastern district the first quar- 
ter of 1936 showed an increase over the corresponding period of 
1935 of 13.9 per cent in passenger-miles and 10.6 per cent in 
passenger revenue, in the third quarter of 1936, the first full 
auarter of the fare reduction in that district, those percentages 
increased to 42.3 per cent in passenger-miles and 20.5 per cent 
in revenue: also, that when the business recession commenced 
early in 1937 the effect on ton-miles and freight revenue was 
much greater than on passenger-miles and passenger revenue, 
so that in the third quarter of 1937 there was a deficit in 
freight revenue under the same period in 1936 of 0.5 per cent 
whereas the passenger revenue continued to increase by 7.7 per 
cent. The relative situation was about the same in the southern 
district, but in the western district, the report said, the decline 
in freight revenue had not been quite so marked, the third quar- 
ter of 1937 still showing an increase over the same period in 
the preceding year of 5.5 per cent as compared with an increase 
in passenger revenue of 8.1 per cent. 


For the first nine months of 1937 the eastern district, the 
report continued, showed an increase over the same period in 
1936 of 18.9 per cent in passenger-miles and 8.4 per cent in 
passenger revenue, aS compared with 13.2 per cent in ton-miles 
and 7.6 per cent in freight revenue. In October and November. 
1937, the passenger revenue in the eastern district gained over 
the same months in 1936 by 3.3 per cent and 1.8 per cent. 
respectively, as compared with losses in freight revenue, re- 
spectively, of 7.8 and 17.6 per cent, the renort said. In the 
same two months the passenger revenue of the Pocahontas 
carriers increased by 5.8 and 6.2 ner cent, resnectively, it said. 
and the freieht revenue declined bv 8.8 and 20.3 per cent. In 
December, 1937, the latest month of record. the total oneratine 
revenues declined below the same month in 1936 by 28.2 per 
cent in freight revenue and only 0.1 per cent in passenger rev- 
enue. according to the report. 

The eastern roads, according to the report, based their 
request for authority on two principal contentions, first their 
need for increased revenues, and second, on the ground, that 
the present spread of one cent a mile between the basic fares 


a 


a 
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for coach and Pullman service had diverted passengers from 
the Pullman to the coach and was therefore too great. 

The Commission said, referring to data, that it was evident 
that under the reduced fares the traffic in both kinds of service 
had increased substantially, the larger increase naturally being 
in the lower-priced service, in which the fare reduction was the 
greatest, competition the most severe and the travel market 
the largest. 

The record, the Commission said, permitted a fair approxi- 
mation as to the amount of the deficit due to Pullman service 
and other services. It said that the car-mile revenue from 
coach business in the year ended June 30, 1937, was 35.5 cents 
whereas the car-mile expense assigned and apportioned to 
coach traffic for 1936 was 34.66 cents. 

From sleeping and parlor cars the car-mile revenue for the 
year ended June 30, 1937, the report said, was 26 cents and 
from all reserved cars, 21.2 cents, compared with an average 
car-mile expense for all reserved cars, including parlor, sleep- 
ing, club, lounge, dining and observation cars in 1936, of 29.56 
cents. 

“Even considering the increased operating costs to the 
applicants since 1936,” said the report, “these figures, while 
approximations, point strongly to the conclusion that whatever 
the exact passenger-car deficit may be today, it is chargeable 
largely to the Pullman and not to the coach service.” 

The Commission said that the proposed increase was op- 
posed among others, by the advocate of a postalized fare 
scheme and by a large association of commercial travelers. It 
was, the Commission said, of course, obvious that on this record 
it would not be justified in passing on such a plan as that 
presented by the advocate of postalized service. 

The Commission’s report pointed out that after the south- 
ern railroads had increased their basic coach fare from one 
and one-half to two cents they suffered a decline of 2.8 per 
cent in the first month after the fare had increased or a differ- 
ence of 9.3 per cent whereas the western carriers which had not 
made an increase in fare continued to show an increase in 
revenue. 

The reference in the Commission’s report about its being 
told that only two witnesses representing the traveling public 
appeared in opposition to the proposed increase was to an 
observation made about the number of witnesses made by 
Commissioners McManamy in his dissenting views. 


COMMISSION REPORTS 


Rip Rap Stone 


No. 27686, Smith Brothers Construction Corporation et al. 
vs. C. M. St. P. & P. et al. By division 2. Found on a com- 
plaint alleging the use of incorrect tare weights of cars in 
assessing freight charges, rip rap stone, Dell Rapids, S. D., 
to Sioux City, Ia., and Dakota City, Neb., in 1933 and 1934, 
that, with exceptions, the record did not show that the tare 
weights used were inaccurate at time of movement. Repara- 
tion awarded on cars stenciled after the movement, to the 
basis of the new tare weights. 


Culvert Pipe and Collars 


No. 27786, Penn Metal Corporation of Pennsylvania vs. 
D. & H. et al. By division 4. Less-than-carload double first- 
class rate of $1.78 charged on culvert pipe and collars, shipped 
in September, 1935, from Philadelphia, Pa., to Glens Falls, 
N. Y., inapplicable. Applicable rate found to have been 31 cents 
carloads, plus an emergency charge of 2 cents, on a minimum 
of 24,000 pounds. Reparation of $24.48, with interest, awarded. 


Forest Products 


No. 27860, Folding Furniture Works, Inc., vs. Minneapolis, 
St. Paul & Sault Ste. Marie. By division 4. Dismissed. Transit 
rules on lumber, logs, and other forest products, points in 
Michigan, Minnesota, and Wisconsin, stopped at Stevens Point, 
Wis., for manufacture and then reforwarded as furniture to 
various interstate points, not unreasonable, unjustly discrimi- 
natory, or unduly prejudicial. 


Molding Sand 

No. 27605, Pierce Butler Radiator Corporation vs. D. & H. 
et al. By division 2. Rates charged, molding sand, Dorchester, 
N. J., to Syracuse, N. Y., and from Allegany, N. Y., to Hunt- 
ingdon, Pa., in November and June, 1935, unreasonable to the 
extent that they exceeded $2.80 and $2.20 a net ton, respec- 
tively, plus 7 per cent emergency charge on the shipment from 
Allegany. Reparation of $32.91, with interest, awarded. 


Tung Nut Pomace 


Fourth section application No. 17087, tung nut pomace from 
and to the south. By division 2. Carriers authorized, in fourth 
section order No. 13085 to establish and maintain rates on 
tung nut pomace, in instances where they have departures 
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from the long-and-short haul part of section 4 on fertilizer and 
fertilizer materials, between points in southern territory and 
between points in that territory on the one hand, and points 
in official territory, on the other, the same as those contempo- 
raneously in effect on fertilizer and fertilizer materials, without 
observing the long-and-short haul part. The relief is to con- 
tinue so long as there is relief on fertilizer and fertilizer 
materials. Temporary relief was authorized by fourth section 
order No. 12959. 


COMMISSION MOTOR REPORTS 


In MC F-15, North East Texas Motor Lines, Inc., purchase, 
Ben Perkins, embracing also MC F-46, North East Texas Motor 
Lines, Inc., purchase, W. L. Mangrum and J. E. Mangrum; and 
MC F-47, Same, purchase, Fred Kirby, the Commission, by 
division 5, has approved and authorized the purchase by North 
East Texas Motor Lines, Inc., of the operating rights and prop- 
erty of Ben Perkins, dba Ben Perkins Motor Lines, W. L. and 
J. E. Mangrum, dba Mangrum Motor Line, and Fred Kirby, 
dba Kirby Transfer Lines. 

In MC F-326, C. W. Darling, purchase, Paul N. and Lloyd 
F. Wolfe, the Commission, by division 5, has approved and 
authorized the purchase by C. W. Darling, dba Darling Trans- 
fer Co. of operating rights and property of Paul N. and Lloyd F. 
Wolfe, dba Wolfe Brothers Transfer. 

In MC 49296, Bigley Brothers, Inc., contract carrier appli- 
cation, embracing also MC 79638, Bigley Trucking Corporation, 
contract carrier application, the Commission, by division 5, has 
authorized Bigley Brothers, Inc., or Bigley Trucking Corpora- 
tion to continue operation as a common carrier of building ma- 
terials, steel, machinery, factory and contractors’ equipment, 
over irregular routes, between all points in Massachusetts, 
Rhode Island, Connecticut, New York, New Jersey, Delaware 
and the District of Columbia, and points in Maryland, Pennsyl- 
vania east of U. S. highway 15, by reason of rights acquired 
under the grandfather clause. 

In MC 50373, Ralph C. Leonard, common carrier applica- 
tion, the Commission, by division 5, has authorized the applicant 
to continue operation as a common carrier of coal, over regular 
routes, from Bernice and Dunmore, Pa., to Watkins Glen, N. Y. 

In MC 50597, Lewis R. Pomeroy, contract carrier applica- 
tion, the Commission, by division 5, has authorized operation 
as a common carrier of slate and granite over irregular routes, 
from Granville, N. Y., to points in Vermont within 15 miles of 
Granville, and of slate from quarries in the vicinity of Gran- 
ville to destinations within 50 miles of that point. 


COMMISSION ORDERS 


No. 27896, Island Creek Coal Co. et al. vs. C. & O. Baltimore & 
Ohio, Erie, Louisville & Nashville, New York Central and leased lines, 
Norfolk & Western, Pennsylvania, Pittsburgh & Lake Erie, Virginian 
and Western Maryland permitted to intervene. 

No. 27983, Adams Lumber Co. et al. vs. A. C. & Y. et al. Coal 
Trade Association of Indiana permitted to intervene. 

MC 45400, Frank Visceglia, broker application. MC 49177, Frank 
Visceglia, common carrier application. MC 49178, Connie Putignano, 
common carrier application. Applicant’s petition for reopening and ex- 
tension of effective date of cease and desist order of December 2, 1937, 
denied. 

MC 86953, Merton C. McGrew, common carrier application. Matter 
reopened for further hearing at time and place to be hereafter fixed 
by Commission. Order, which became effective February 9, set aside 
pending further order of Commission. 

No. 27746, State of Alabama et al. vs. N. Y. C. et al. Board of 
Commissioners, Lake Charles Harbor & Terminal District and Plym- 
outh Cordage Co. permitted to intervene. 

No. 27921, Southwark Manufacturing Co. vs. Pennsylvania-Reading 
Seashore Lines et al., and thirteen subnumbers thereunder, United 
States Rubber Products, Inc., vs. Same; American Crayon Co. vs. 
Same; Allentown Paint Manufacturing Co., Inc., vs. Same; Chas. 
Moser Co., Inc., vs. Same; Dicks-Pontius Co., Inc., vs. Same; Plastic 
Products Co., Inc., vs. Same; Thomas Manufacturing Co., Inc., vs. 
Same; Truscon Laboratories, Inc., vs. Same; Weber Costello Co., Inc., 
vs. Same; Sterling Paint and Varnish Co., Inc., vs. Same; Whittaker, 
Clark & Daniels, Inc., vs. Same; Goodyear Rubber Co. vs. Same; and 
American Waterproofing Co., Inc., vs. Same. Hoosac Marble Co. of 
North Adams, Mass., permitted to intervene. 

MC C-50, Central States Motor Freight Bureau, Inc., vs. Roadway 
Transit Co. Complaint dismissed on request of complainant. 

No. 27405, Columbian Paper Co. vs. N. & W. et al. Order entered 
January 3, which was by its terms made effective on April 21, on 
not less than 30 days’ notice, modified to become effective on April 
21, on not less than 10 days’ notice instead of 30 days’ notice. 

Air mail docket No. 29, air mail rates for route No. 29. Petition 
of Postmaster General for examination and audit of books, records 
and accounts of Continental Air Lines, Inc., by agents or employes of 
Commission before assignment of proceeding for hearing, denied. 

Air mail docket No. 32, air mail rates for route No. 26. Petition 
of Postmaster General for examination and audit of books, records 
and accounts of Hanford Airlines, Inc., by agents or employes of Com- 
mission before assignment of proceeding for hearing, denied. 

Ex Parte No. 120, in the matter of Earle Herbert Bogardus, applica- 
tion No. 1135. Petition of applicant for reconsideration, denied. 
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No. 26344, Mead Corporation vs. A. C. & Y. et al. Petition of 
defendants for vacation of continuance provision of order of December 
9, 1935, denied. 

No. 27472, National Mortar & Supply Co. vs. Pennsylvania et al., 
and a subnumber thereunder Same vs. Same. Petition of complainant, 
joined in by letter by Ohio Hydrate & Supply Co., complainant in 
— ar 2 and 3 to said cases, for rehearing in the first two cases, 
enied. 

No. 27591, H. G. Miles & Co. vs. A. C. L. et al. Petition of com- 
plainant for reconsideration, denied. 

No. 27638, Aeolian American Corporation vs. N. Y. N. H. & H. 
et al. Petition of defendants for reconsideration, denied. 

No. 27659, Manassa Timber Co. vs. Warren & Saline River et al. 
Petition of complainant for reconsideration, denied. 

No. 27826, Louis Horowitz and Irving Horowitz, inc. and as co- 
partners, dba Growers’ Marketing Co. vs. Pere Marquette et al. Motion 
of defendants to dismiss complaint for want of jurisdiction, overruled. 

No. 27896, Island Creek Coal Co. et al. vs. C. & O. Petition of 
ee for order requiring defendant to supply certain data, 
enied. 

MC C-32, Central States Motor Freight Bureau, Inc., vs. Gregg 
Carloading & Distributing Co. et al. Order of May 18, 1937, referring 
proceeding to joint board No. 58 for hearing and for recommendation 
of an appropriate order thereon and assigning matter for hearing, 
vacated. Complaint dismissed on request of complainant. 

1. & S. M-228, commodity rates in New England territory. Proceed- 
ing, except in so far as it involves rates on brass, bronze, copper, 
cupro nickel, and related articles from points in Connecticut to New 
York City and related points, as set forth in suspended Items 325A, 
329A, 330A, 335 of Supplement No. 4 and Item 335A of Supplement 
No. 5, to tariff MF I. C. C. No. 400 of Jos. M. Adelizzi, agent, assigned 
for hearing before division 5 on April 29, at 10 o’clock a. m. (standard 
time) at the Hotel Manger, Boston, Mass. 

No. 24856, Pet Milk Co. vs. Boston & Albany et al.; No. 24815, 
Fairmont Creamery Co. vs. C. & N. W. et al.; No. 24838, Arctic Dairy 
Products Co. vs. Pere Marquette et al.; No. 24856, Sub. No. 1, Borden 
Southern Co. vs. A. G. S. et al.; No. 24637, Same vs. Same; No. 26852, 
Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al.; No. 13432, 
Beatrice Creamery Co. vs. L. & N. et al.; and No. 19720, Campbell 
Dairy Products Co. vs. Erie. Petition of defendants for modification 
of orders so as to permit publication of certain revised rates on milk 
and cream, being mainly increases, denied. 

No. 27896, Island Creek Coal Co. et al. vs. C. & O. Traffic Bureau 
of Chamber of Commerce, Huntington, W. Va., permitted to intervene. 

MC-F 423, Southeastern Greyhound Lines, issuance of stock. Peti- 
tion of Robert Driscoll for ‘leave to participate in the oral argument 
on exceptions to the recommended report and order of the examiner 
herein, and to file a memorandum brief supplementary to such argu- 
ment, all as amicus curiae,’’ granted. 


FINANCE APPLICATIONS 


Finance No. 11999. Eureka-Nevada Railway Company asks au- 
thority to abandon its line from Palisade to Eureka, Nev., and 
a branch line from Eureka to Ruby Hill, Nev., a distance of about 88 
miles. The applicant said that about three-fourths of its revenue had 
been derived from mineral ore. It added that in the last three years 
ore tonnage had decreased because of the curtailment of mining opera- 
tions. On additional reason for its condition, the applicant indicated, 
was the opening of the smelter at McGill to Eureka ores and the com- 
pletion of a hard surfaced highway between Eureka and McGill. The 
railroad, the application said, could not compete with the rates estab- 
lished by trucks for the haul from the mines to the smelter. 

Finance No. 12003. Clinton, Davenport & Muscatine asks authority 
to abandon parts of its electric interurban railroad. One part extends 
from Davenport to Blue Grass, Ia., and one from near Pleasant Prairie 
to Muscatine, Ia. One part is 8.89 miles long and the other 18.36 miles 
long, the two segments having sidings of a total length of 2.13 miles. 
The application says that the volume of traffic, both freight and pas- 
senger, is insufficient to justify continued operation, operation for the 
last eight years having been at a great loss. 


Finance No. 11649. Supplemental. Bangor & Aroostook asks au- 
thority to sell $400,000 of 2% per cent serial equipment trust certificates, 
series K, at 98.507 per cent of par. The proceeds are to be used in 
acquiring two all-steel air-conditioned passenger coaches, three all- 
steel air-conditioned passenger coach-buffet cars, two all-steel baggage- 
mail cars, and five coal burning consolidation type freight locomotives, 
estimated to cost $659,668.90. 


MC F-549. Adley Express Co., Inc., New Haven, Conn., asks au- 
thority to purchase a portion of the operation of C. A. Roberts Co. 

MC R-550. Georgia Motor Express, Inc., Atlanta, Ga., asks au- 
thority to purchase Walton Truck Line certificate No. 634, from 
Atlanta to Villa Rica, and certificate No. 867, from Villa Rica to 
Tallapoosa. 

MC F-551. Herman Brown and George R. Brown, Austin and Hous- 
ton, Tex., ask authority to purchase the stock of George H. Wray in 
Joe D. Hughes, Inc. 

Finance No. 12000. Fonda, Johnstown & Gloversville asks authority 
to abandon interurban electric car lines, extending from Gloversville 
to Schenectady, N. Y., and from Gloversville to Fonda, N. Y. The 
eastbound track between Gloversville and Schenectady is 33.01 miles 
long, and the westbound track between those points is 32.89 miles long. 
The southbound track between Gloversville and Fonda is 9.06 miles 
long, and the northbound track is 8.94 miles long. The applicant 
also wishes to abandon a connecting track in Johnstown, N. Y., to- 
gether with sidetracks and other facilities. The applicant operates a 
steam railroad from Fonda through Johnstown and Gloversville to 
Broadalbin, N. Y.; also a local bus line in and around Gloversville, 
Johnstown and Amsterdam. 

Finance No. 12006, Smoky Mountain Railroad asks authority to 
abandon its line extending from Vestal to Sevierville, Tenn., a dis- 
tance of 29.15 miles. Reasons assigned for abandonment are non- 
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profitable operation, dangerous operating conditions and insufficient 
revenues to permit rehabilitation. 

MC F-552. Florida Motor Lines Corporation, Jacksonville, Fla., 
asks authority to purchase part of the motor bus operations of W. L. 
Craven, operating as Seminole Coach Co. 

MC F-553. Bowen Motor Coaches, Fort Worth, Tex., asks authority 
to purchase the properties of L. H. Creamer, dba Creamer Stage Lines. 

MC F-554. Pacific Greyhound Lines, San Francisco, Calif., asks 
authority to purchase the operating right of Oregon Motor Stages be- 
tween Woodburn and Silverton, Ore., together with one piece of equip- 
ment. The proposed transaction is for $1,500. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 11955, Baltimore & Ohio Rail- 
road Company abandonment, permitting abandonment by the Balti- 
more & Ohio Railroad Company of a branch line of railroad in Pres- 
ton county, W. Va., approved. 

Report and certificate in F. D. No. 11981, Quemahoning Branch 
Railroad Company et al. abandonment, permitting abandonment by 
the Quemahoning Branch Railroad Company of part of its line of rail- 
road in Somerset county, Pa., and abandonment of operation thereof 
by the Baltimore & Ohio Railroad Company, approved. 

Report and certificate in F. D. No. 11946, Visalia Electric Railroad 
Company abandonment, permitting abandonment of operation under 
trackage rights by the Visalia Electric Railroad Company (1) over 
certain lines of railroad of the Southern Pacific Company, and (2) over 
a line of railroad of the San Jose Railroads in and adjacent to San 
Jose, Santa Clara County, Calif., approved. 

Report and order in F. D. No. 11985, Minneapolis & St. Louis Rail- 
road Company receivers’ certificates, granting authority to issue not 
exceeding $604,350 of receivers’ certificates to renew or extend maturing 
certificates of like principal amount, approved. 

Report and order in F. D. No. 11929, Colorado & Southern Rail- 
way Company bonds, granting authority to procure the authentication 
and delivery of $728,000 of general-mortgage 4% per cent gold bonds, 
series A, to refund a like amount of first-mortgage 6 per cent redeem- 
able gold coupon bonds of the Fort Worth & Denver Terminal Rail- 
way Company, which matured December 1, 1937, approved. 

Report and order in F. D. No. 11942, Fort Worth & Denver Ter- 
minal Railway Company control, approving and authorizing acquisi- 
tion by the Colorado & Southern Railway Company of control of the 
Fort Worth & Denver Terminal Railway Company by purchase of 
capital stock, approved. 

Report and order in F. D. No. 11956, Galveston Terminal Railway 
Company lease, approving lease by the Burlington-Rock Island Rail- 
road Company of the properties of the Galveston Terminal Railway 
Company, approved. 


PETITIONS FOR REHEARING, ETC. 


1. & S. No. 4423, wooden boxes in official territory. Respondents 
ask reopening for rehearing, reargument or reconsideration. 

No. 27445, Agwilines, Inc., et al. vs. Seatrain Lines, Inc., et al. 
Galveston Chamber of Commerce and Galveston Cotton Exchange and 
Board of Trade, interveners, ask reopening, rehearing and reconsidera- 
tion of Commission’s opinion and order of January 28. 

MC-F 499, application of R. G. Spitzer to acquire more than fifty 
per cent of capital stock of Hedrick Truck Lines, Inc. Applicant asks 
permission to amend original application. 

MC-F 423, Southeastern Greyhound Lines, issuance of stock. Robert 
Driscoll, attorney, asks leave to participate in oral argument on ex- 
ceptions to recommend report and order of examiner, and to file 
memorandum brief supplementary to such argument, all as amicus 
curiae. 

1. & S. No. 4388, lumber, Decatur, Ala., to gulf ports. Board of 
Commissioners of the Port of New Orleans, protestant, asks reopening 
for further argument and reconsideration by entire Commission on 
present record; and setting aside or modifying of decision of division 2. 

1. & S. No. 4231, commodities between Chicago, Ill., and the Twin 
Cities. Duluth Chamber of Commerce, protestant, asks that entire 
Commission reconsider report of division 3 on record as made and 
find that schedules under investigation are illegal and should be per- 
manently canceled. 

No. 15037, Southwestern Millers League et al. vs. A. T. & S. F. 
et al.; No. 24799, Same vs. Abilene & Southern et al.; No. 24676, 
Minneapolis Traffic Association et al. vs. Ann Arbor et al.; and No. 
24802, Duluth Board of Trade et al. vs. Same. J. A. Farmar, agent 
and attorney for defendant western trunk line carriers, asks Com- 
mission to postpone effective date of order dated October 11, 1937, 
as amended December 13, 1937, and March 11, 1938, for period of sixty 
days from May 15. 

MC-F 284, Washington Motor Coach Co., Inc., issuance of note. 
Applicant asks Commission to amend its order dated September 10, 
1937, and its supplemental order dated December 29, 1937, to permit 
issuance of part of securities therein authorized. 

No. 27645, Richard M. Davis et al. vs. Pennsylavnia et al. Com- 
plainants ask rehearing. 


CLASS RATE CORRECTIONS 

The Commission, by order, not a report and order, in No. 
17000, rate structure investigation, part 2, western trunk-line 
class rates, has modified the sixth supplemental report and 
order entered in connection therewith, October 9, 1934, so as 
to make the following corrections in key rates set forth in 
appendix W in that report: 

Rate from Bismarck, N. D., to Calais, Me., changed from 
338 to 348 cents; from Bismarck, N. D., to Bangor, Me., changed 
from 326 to 336 cents; Mobridge, N. D., to Calais, Me., from 
332 to 342 cents; from Mobridge, N. D., to Bangor, Me., from 
320 to 330 cents; and from Streeter, N. D., to Calais, Me., from 
344 to 334 cents. 


oan Toa er 


April 16, 1938 
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Proposed Reports in I. C. C. Cases 





MINIMUM RATE PROPOSED 


RECOMMENDATION that a minimum rate of 45 cents be 

prescribed by the Commission, on paper and paper articles, 
less than carloads, from Wisconsin points to Chicago, has been 
made by Examiner W. A. Disque in No. 27821, Chicago-Milwau- 
kee Motor Carriers, Inc., vs. Chicago & North Western et al. 
The rate which it is proposed shall be fixed at 45 cents a 
100 pounds, is now 22 cents. 

Examiner Disque said that the Commission should find 
that 22 cent rate unreasonably low and violative of the long- 
and-short haul part of section 4. He said the 45 cent rate 
would remove the unlawfulness which he said the Commission 
should find to exist. 

Complainant is an association of motor carriers. Its com- 
plaint alleged that the railroads’ rate was unreasonably low; 
also that it was violative of the long-and-short haul part of 
section 4 in that it was less than the rate from Milwaukee 
and Waukesha, Wis., to Chicago. The 22 cent rate that was 
assailed, the complaint said, applied from Appleton, Green Bay, 
De Pere, Menasha, Neenah, and Fond du Lac, Wis. Those 
points are in the Fox River Valley where Disque said great 
quantities of paper and paper articles were manufactured and 
shipped largely to Chicago both by rail and truck. Disque 
said that Green Bay and De Pere were evidently included in 
the complaint through error as it did not appear that they 
had the 22 cent rate. 

The 22 cent rate, the examiner said, was established in 
August, 1933, to meet truck competition, on the carriers’ initia- 
tive rather than at the behest of shippers. Originally, he said, 
it did not include pick-up and delivery provision for those 
services having been made later. The common carrier truck 
rate from the Fox River Valley points to Chicago for less 
than 5,000 pound loads was 28 cents, said Examiner Disque, 
but for 5,000 pounds or more, it was 22 cents. He said that 
ordinarily the trucks made deliveries several hours earlier 
than the railroads. All things considered, he said, the railroads 
appeared to have no advantages to offer with respect to this 
traffic. The amount of this traffic shipped by rail, he said, 
had increased in the past few years. For instance, he said, 
one of the defendants handled, in 1935, about 1,500,000 pounds, 
while in the following year it handled about 4,000,000 and in 
the first seven months of 1937, about 6,000,000 pounds. How- 
ever, said he, the trucks appeared to be taking most of the 
traffic. In the twelve-month period ending with September 30, 
1937, the manufacturers represented by the Wisconsin Paper 
& Pulp Manufacturers’ Association, an intervener, shipped 
about 4,900 tons by rail and about 12,000 tons by truck, he 
said. 

To what extent, if at all, complainants’ members operated 
from the Fox River Valley points to Chicago or participated 
in the truck rates, the examiner said, was not clear. Com- 
plainants’ reason for assailing the 22 cent rate, the examiner 
said, was that it threatened the truck rate from Milwaukee to 
Chicago, which was 27 cents, for a highway distance of 92 
miles. Paper interests of Milwaukee, probably jobbers and 
processors of Fox River paper, he said, were pressing truckers 
represented by complainant to reduce the rate to 22 cents. The 
indications of record, Examiner Disque said, were that there 
was little if any movement of this traffic from Milwaukee to 
Chicago. 

The present rail rate to Chicago from Milwaukee and also 
from Waukesha, Examiner Disque said, was 45 cents. That, 
he said, was the minimum prescribed in Pick-Up and Delivery 
in Official Territory, 218 I. C. C. 441, for official classification 
territory, including points as far north as Milwaukee and 
Waukesha, where pick-up and delivery services were provided. 
The 22 cent rate, he said, applied from defendants’ depots in 
Milwaukee and Waukesha to Chicago, but had never been ex- 
tended to include pick-up at the origin points. 

Practically all the traffic, Disque said, came to defendants’ 
depot platforms in the Fox River Valley by truck and was 
there loaded by them, except that there was one shipper at 
Appleton who loaded at a siding directly into trap cars, which 
might or might not require transfer later by defendants. At 
destinations all of it, he said, was unloaded at defendants’ 
platforms and delivered by truck. 

Examiner Disque said that the total of pick-up and de- 
livery expense at both ends was probably 13 or 14 cents, leav- 
ing to the railroads out of the 22 cents about 8 or 9 cents for 


switching, line-haul, loading, unloading, and clerical expenses. 
The rate assailed, he said, was less than half as high as that 
from Milwaukee and Waukesha for about half the distance. 

Largely on the basis of data not in the record and which 
therefore could not be used, complainant, the examiner said, 
found the defendants’ costs from origin to destination to be 
high enough to require a rate of 45 cents, the same as that 
from Milwaukee and Waukesha. 

The railroads urged, said the examiner, that on the so- 
called out-of-pocket basis, it cost them very little to handle 
this traffic. Trucks, he said, had been taking great quantities 
of less than carload traffic formerly handled by rail carriers, 
but defendants, said he, believed that with free pick-up and 
delivery they could regain a large proportion of what they 
had lost. 

_ After discussing many cases involving both motor and 
rail rates, including pick-up and delivery in official territory, 
the examiner said that the Commission should find that the 
rate assailed was unreasonably low and violative of the long- 
and-short haul rule, and prescribe the 45 cent rate as a means 
of removing the unlawfulness. 


FISH MEAL 
No. 27893, Cooperative G. L. F. Mills, Inc., vs. C. B. & Q. 
et al. By Examiner Harold M. Brown. Dismissal proposed. 
Assailed rate of $1.06 a hundred pounds on shipments of fish 


meal, Seattle, Wash., to Albany, N. Y., in May, 1937, not 
unreasonable. 


DETROIT TUNNEL MERGER 


Holding that the proposed transaction does not constitute 
a merger within the meaning of the motor carrier act, joint 
board No. 163, composed of Don W. Canfield, of Michigan, has 
recommended that the Commission dismiss the application in 
MC F-295 of the Detroit & Canada Tunnel Corporation, De- 
troit and Canada Tunnel Co., and the Detroit & Windsor Ferry 
Co. under which the tunnel corporation seeks authority to 
purchase easements under the Detroit River. The board mem- 
ber recommended dismissal on a finding that the Commission 
was without jurisdiction in the matter because the transactions 
would not constitute a merger. Report served April 13. 

This report also embraces MC F-296, Detroit & Canada 
Tunnel Corporation, issuance of securities. Canfield said that 
action on that application which was for authority to issue 
$750,000 first mortgage 5 per cent bonds should be deferred 
until the tunnel corporation had applied to and obtained au- 
thorization from the Commission to issue new securities, to 
replace those the tunnel corporation had issued, after the 
passage of the motor carrier act, without prior authorization 
from the Commission. Securities issued without authority, if 
their issue be subject to the Commission’s jurisdiction, Can- 
field said, were void and that no means had been provided for 
validating them. 

The securities issued without authorization, according to 
the report, totaled $7,011,886 of capital stock and funded debt. 
Canfield said that action on the application for approval on 
the proposed issue of $750,000 of bonds should be deferred, 
particularly as it was an integral part of a bond issue author- 
ized by the court in the reorganization proceeding. 

The tunnel corporation was created when the tunnel com- 
pany was reorganized November 2, 1936. Te tunnel corpora- 
tion operates a two lane vehicular tunnel under the Detroit 
River, between Detroit, Mich., and Windsor, Canada, providing 
passage for privately owned vehicles, and motor busses which 
it owns and operates in common carrier service between those 
points. The common carrier operation, according to the report, 
is conducted pursuant to a pending grandfather application filed 
by the tunnel company in which the tunnel corporation has 
been substituted as the applicant. 

The ferry company operates a ferry transporting pas- 
sengers, vehicles and freight across the river between Detroit 
and Windsor. The ferry company according to the report, is 
in keen operation with the tunnel corporaiton, the two com- 
panies having adjoining terminals in Detroit. 

With a view to bettering competitive conditions and in- 
sufficient volume of cross-river traffic, the two companies en- 
tered into agreements, according to the report, under which 
they would terminate what it called destructive rate wars and 
prevent further losses to their security owners. 
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These agreements provided for conveyance to the tunnel 
corporation of easements in the subriver land of the ferry 
company for the purposes of repairs to the existing tunnel and 
for construction and operation of an additional tunnel when- 
ever traffic conditions warranted. 

It was covenanted by the ferry company that it would 
refrain from direct or indirect use of its properties in the 
operation of ferry service for the transportation of passengers, 
vehicles or freight, except empty railway cars, or passengers, 
freight or vehicles loaded in such cars not in strictly local 
movement. The covenant is to run to November 3, 1990. 

As consideration for the grant of the easements and 
covenant, the tunnel corporation was to pay the ferry company 
$150,000 cash and $750,000 in first mortgage bonds. Desired 
issuance of those bonds caused the filing of the application on 
which the joint board said the Commission should defer action. 

The applicants treated their respective agreements as in- 
volving the merger of a part of the property of the ferry com- 
pany into the tunnel corporation and thought that the trans- 
action could be dealt with by the Commission under section 
213 of the motor carrier act. The report pointed out that 
it was not a merger, the ferry company remaining in existence 
retaining all its present properties and franchises, conducting 
all present operations, except passenger and vehicular ferry 
service, which it had agreed to abandon until 1990 and con- 
veying merely the right of use of submerged land for certain 
purposes which might never be exercised. 

The transaction, therefore, said the report, did not con- 
stitute a merger or consolidation within the meaning of section 
213. Technically, it added, it was one of purchase by motor 
carrier from a non-motor carrier of rights to the use of cer- 
tain land and as such was a transaction outside the jurisdiction 
of the Commission. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC 88293, Sub. No. 1, Luther William Fuqua, common 
carrier application. Joint board 155. Served April 8. Denied. 
Passengers and their baggage, and in the same vehicle with 
passengers, of light express and newspapers between Owens- 
boro, Ky., and Evansville, Ind. 

MC 67422, Joseph F. Stewart, contract carrier application. 
Examiner T. B. Johnston. Served April 8. Denied for lack 
of jurisdiction. Furniture, coal, coke and building material 
between points in New York. 

MC 88460, Carl Clinton Walker, common carrier applica- 
tion. Joint board 245. Served April 8. Permit granted, build- 
ing materials, Bluefield, Va., to points in West Virginia within 
50 miles of Bluefield. Certificate granted, coal, Pocahontas, 
Va., to Bluefield, Va. Modified procedure, no hearing. Hear- 
ing may be had on request. 


MC 88293, Luther William Fuqua, common carrier appli- 
cation. Joint board 25. Served April 8. Granted. Passengers 
and their baggage, and in the same vehicle with passengers, of 
light express and newspapers between Glasgow, Ky., and Red 
Boiling Springs, Tenn. 

MC 88291, Isaac H. Cassel, contract carrier application. 
Joint board 67. Served April 8. Granted. Brick, Lansdale, 
Pa., to points in New Jersey. Modified procedure, no hearing. 
Hearing may be had on request. 

MC 88178, Ellery Ahlgrim, common carrier application. 
Joint board 148. Served April 8. Granted. Milk, cream and 
live stock, points in South Dakota to Sioux City, Ia.; empty 
milk cans, live stock, live stock feed, butter and cheese in the 
reverse direction; and milk and cream, Sioux City to Vermil- 
lion and Yankton, S. D. 

MC 86756, Elmer J. Gould, contract carrier application. 
Joint board 189. Served April 8. Applicant’s operations found 
to be those of a common carrier. Certificate granted. Forest 
products and lumber, between points and places in Essex 
County, Vt., on the one hand, and points and places in Coos 
County, N. H., on the other. 

MC 86052, Walter Johnson, common carrier application. 
Joint board 138. Served April 8. Denied for want of prosecu- 
tion. General commodities in Iowa and Nebraska. 

MC 84351, Salvatore Lombardo, common carrier applica- 
tion. Examiner W. A. Maidens. Served April 8. Denied for 
want of prosecution. General commodities between points in 
Pennsylvania, Ohio, New York and New Jersey. 

MC 84006, Ralph A. Sterling, contract carrier application. 
Examiner W. A. Maidens. Served April 8. Dismissed at re- 
quest of applicant. General commodities between points in 
Michigan, Illinois, Indiana, Ohio, Pennsylvania, New York, New 
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Jersey, West Virginia, Maryland, Delaware, and the District 
of Columbia. 

MC 79447, Anthony J. Bova, common carrier application. 
Joint board 67. Served April 8. Denied for want of prosecu- 
tion. General commodities between points in Pennsylvania, 
New York and New Jersey. 

MC 69093, Walter W. Souders, common carrier application. 
Joint board 256. Served April 8. Denied for want of prosecu- 
tion. General commodities between points in Maryland, Ohio 
and Pennsylvania. 

MC 60132, Sub. No. 1, Ford Brothers, extension of opera- 
tions, Ohio. Examiner H. P. Boss. Served April 8. Permit 
granted. Liquid petroleum products, between Catlettsburg, 
Covington, Leach and Maysville, Ky., Marietta, O., and Kenova, 
W. Va., on the one hand, and points in Ohio, Virginia and 
West Virginia, on the other. Modified procedure, no hearing. 
Hearing may be had on request. 

MC 29791, Shipman Brothers Transfer Co., contract carrier 
application. Joint board 175. Served April 8. Granted. Dairy 
products, Jerome and Twin Falls, Ida., to Los Angeles, Calif.; 
burlap bags, Los Angeles to Twin Falls and canned goods, dried 
fruits, soap and cleaning compounds, Los Angeles and Cali- 
fornia points to Twin Falls and Pocatello, Ida. Exceptions, if 
any, must be filed within 25 days from date of service. 

MC 12035, John H. Jacobs, broker application. Examiner 
H. L. Hanback. Served April 8. License granted. General 
commodities, Brooklyn, N. Y., to points in Connecticut, Dela- 
ware, Illinois, Indiana, Maine, Maryland, Massachusetts, Mich- 
igan, New Hampshire, New Jersey, New York, Ohio, Pennsyl- 
vania, Rhode Island, Vermont, Virginia, West Virginia, and 
the District of Columbia. 

MC 11733, Joseph G. Vance, common carrier application. 
Joint board 256. Served April 8. Denied for want of prosecu- 
tion. General commodities between points in Maryland, Penn- 
sylvania and Ohio. 

MC 11017, Bruce E. Shaw, common carrier application. 
Examiner W. A. Maidens. Served April 8. Denied for want 
of prosecution. General commodities between points in Penn- 
sylvania, New York, Ohio, Maryland, New Jersey and the Dis- 
trict of Columbia. 

MC 2512, Sub. No. 1, Maxwell Wade Wilson, extension of 
operations. Joint board 45. Served April 8. Certificate 
granted. Seed oysters between points in Pacific County, Wash., 
and points in Western Oregon. Exceptions, if any, must be 
filed within 25 days from date of service. 

MC 88072, Al Baker and W. G. Baker, common carrier 
application, embracing also common carrier applications MC 
88102, Henry D. Nixon; MC 88103, Ray E. Bradford; MC 88106, 
William W. Brown; MC 88104, Ronald D. Burr; MC 88107, 
LeRoy Lester Maugh; MC 88108, Keith Holverstott; MC 88109, 
Ray W. McKay; MC 88110, F. M. Milani; MC 88112, Earl F. 
Wood; MC 88113, Thomas G. Ross; MC 88114, Charles Clark; 
MC 88116, Uriah James Albee; MC 88117, Harrel E. Hutchin- 
son; MC 88210, John King; MC 88211, R. E. Labart; MC 88212, 
George P. Laird; MC 88215, Leland C. McGilvery; MC 88216, 
Baxter S. Moore; MC 88221, Kline Logging Co.; and MC 88236, 
Wilbur D. Moore and Kermit B. Moore. Joint board 172. 
Served April 8. Dismissed. Transportation of logs between 
points in southwestern Oregon found to be wholly in intrastate 
commerce and not subject to the jurisdiction of the Commis- 
sion. Exceptions, if any, must be filed within 25 days from 
date of service. 


MC F-252, Germann Brothers Motor Transportation, Inc., 
purchase, A. D. Fleming. Joint board 62. Served April 8. Pur- 
chase by Germann Brothers Motor Transportation, Inc., of op- 
erating rights and property of A. D. Fleming, for $1,400, 
approved and authorized, subject to the filing of proof by 
ee of operations on the statutory date and continuously 
thereafter. 


MC _ F-280, Greyhound Corporation, purchase, Quaker 
Stages, Inc. Examiner Frank A. Clifford. Served April 8. Pur- 
chase by the Greyhound Corporation of certain operating rights 
and property of Quaker Stages, Inc., for $25,000, approved and 
authorized. 

MC 891, Gerard Motor Express, Inc., extension of opera- 
tions. Joint board 72. Served April 9. Further hearing. Cer- 
tificate granted. Perishable freight between Terre Haute, Ind., 
and Evansville, Ind. Prior report, 2 M. C. C. 271. 

MC 88635, EL. Swingle, common carrier application. Joint 
board 123. Served April 9. Granted. General commodities, 
except explosives, between Gardiner, Silver Gate and Cooke, 
Mont., and between those points except Gardiner, on the one 
hand, ‘and Livingston, Mont., on the other. Modified procedure, 
no hearing. Hearing may be had on request. 

MC 88141, Wirt Lee Spencer, contract carrier application. 
Joint board 7. Served April 9. Granted. Petroleum and petro- 
— a. Hopewell, Va., to Roanoke Rapids and Tar- 

ro, N. C. 
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MC 86731, George L. Banfill, common carrier application. 
Joint board 132. Served April 9. Granted. Pulpwood, logs, 
hay, grain, farm products, fertilizer, lumber, and lime between 
points in Vermont and New Hampshire. 

MC 86707, Floyd Allen Douglas, contract carrier applica- 
tion. Joint board 172. Served April 9. Denied. Special com- 
modities between Salem and Portland, Ore. Exceptions, if 
any, must be filed within 25 days from date of service. 

MC 84710, Mike Kulash, common carrier application. Ex- 
aminer W. A. Maidens. Served April 9. Denied for want of 
prosecution. General commodities between points in Michigan, 
Illinois, Indiana, Ohio, New York, Pennsylvania, New Jersey, 
West Virginia, Maryland, Delaware and the District of Colum- 
bia, also pick-up and delivery service. 

MC 46040, R. J. McCall, contract carrier application. Ex- 
aminer A. S. Parker. Served April 9. Granted. General com- 
modities handled by wholesale grocers, and of fruits and vege- 
tables, Kansas City, Mo., to Salina, Kan. 

MC 45619, Howard Nelson, common carrier application. 
Examiner Richard Yardley. Served April 9. Granted. Specified 
commodities between Birmingham, Ala., and points within 20 
miles thereof, on the one hand, and points in Alabama, Ten- 
nessee, Mississippi, Georgia, Florida and Ohio, on the other. 

MC 38199, Sub. No. 1, E. J. Beslow, extension of operations. 
Joint board 45. Served April 9. Certificate granted. General 
commodities, within Seattle, Wash., and a radius of 15 miles 
thereof. Exceptions, if any, must be filed within 25 days from 
date of service. 

MC 29863, Sub. No. 1, Conda G. Lashley, extension of 
operations. Joint board 65. Served April 9. Certificate granted. 
Passengers and their baggage, and of express, mail, and news- 
papers, in the same vehicle with passengers, between Madley 
and Bedford, Pa. Modified procedure, no hearing. Hearing 
may be had on request. 

MC 29556, C. Lewis Lavine, Inc., contract carrier applica- 
tion. Examiner T. Naftalin. Served April 9. Denied. General 
commodities, with exceptions, between points in New York, 
New Jersey, Pennsylvania, Maryland, Connecticut, Massa- 
chusetts, Rhode Island, Delaware, and the District of Columbia; 
and special commodities between Philadelphia, Pa., Parlin, 
N. J., and points in Mercer county, N. J., on the one hand, and 
points in Pennsylvania, New Jersey, and New York, on the 
other. 

MC 18467, Sub. No. 1, George Brys, extension of operations. 
Examiner C. J. Peterson. Served April 9. Denied for want of 
prosecution. Liquors, Peoria and Chicago, Ill., Lawrenceburg, 
Ind., and Frankfort, Ky., to Eau Claire, Wausau, and Madison, 
Wis. 

MC 18467, George Brys, contract carrier application. Ex- 
aminer C. J. Peterson. Served April 9. Denied for want of 
prosecution. General commodities between Milwaukee, Wis., 
and points in Wisconsin, Illinois, Minnesota, Indiana, Iowa, Mis- 
souri and Nebraska. 

MC 11207, Deaton Truck Lines, Inc., common carrier 
application. Examiner Richard Yardley. Served April 9. Cer- 
tificate granted. Specified commodities between Birmingham, 
Ala., and points within 20 miles thereof, on the one hand, and 
points in Alabama, Tennessee, Mississippi, Georgia, and Florida, 
on the other. 

MC 8046, Sub. No. 1, Henry Ross, extension of operations. 
Joint board 67. Served April 9. Certificate denied. Grease and 
oils, in containers, Philadelphia, Pa., to Elizabeth and Pauls- 
boro, N. J., and empty containers on return. Modified proce- 
dure, no hearing. Hearing may be had on request. 


MC 86842, Eastern Shore Oil Co., contract carrier applica- 
tion. Joint board 199. Served April 12. Denied. Gasoline, 
kerosene and fuel oil, in bulk, between points in Pennsylvania, 
Delaware, and Maryland. 

MC 32783, Sub. No. 4, Southeastern Greyhound Lines, ex- 
tension of operations. Joint board 105. Served April 12. Cer- 
tificate granted. Passengers and their baggage, and in the 
same vehicle with passengers, light express and newspapers 
between Frankfort and Dry Ridge, Ky. 

MC 1503, Sub. No. 1, Central Greyhound Lines, Inc., ex- 
tension of operations. Examiner F. D. Binkley. Served April 
12. Certificate granted. Passengers and their baggage, and 
light express, mail, and newspapers in the same vehicle with 
passengers, between specified points in Massachusetts, New 
Jersey, Ohio and Pennsylvania, including service at intermediate 
points in Massachusetts and Ohio. 

MC 1509, Sub. No. 6, Northland Greyhound Lines, Inc., ex- 
tention of operations. Joint board 96. Served April 12. Cer- 
tificate granted. Passengers and their baggage, and express, 
mail, and newspapers in the same vehicle with passengers, 
between Wisconsin points. 

MC 76928, Charles Vandevoort Frederick, common carrier 
application. Examiner W. A. Maidens. Served April 12. Denied 
for want of prosecution. General commodities between points 
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in Michigan, Illinois, Indiana, Ohio, Pennsylvania, New York, 
New Jersey, West Virginia, Delaware, and the District of 
Columbia. 

MC 69264, Sub. No. 1, Carl S. Stuart, common carrier ap- 
plication. Joint board 11. Served April 12. Granted. Gro- 
ceries and CCC supplies between Medford, Ore., and U. S. Civil 
Conservation Corps camps in Del Norte, Siskiyou, and Modoc 
counties, Calif., not served by a railroad or an A-1 motor 
carrier. Modified procedure, no hearing. Hearing may be had 
on request. Exceptions, if any, must be filed within 25 days 
from date of service. 

MC 50950, John Studt, common carrier application. Joint 
board 138. Served April 12. Denied for want of prosecution. 
General commodities between points in Nebraska and Iowa. 

MC 41355, Sub. No. 1, Durant Transit Co., Ada and Atoka, 
Okla., extensions, and MC 41355, Sub. No. 2, Durant Transit Co., 
Oklahoma City extension. Joint board 88. Served April 12. 
Certificate granted. General commodities between Durant and 
Oklahoma City, Okla., and between Durant and Atoka, Okla. 

MC 31467, Wray Wible, contract carrier application. Ex- 
aminer Alfred W. Booth. Served April 12. Permit denied and 
operations ordered discontinued. General commodities between 
points in Texas, Oklahoma, Kansas, and Missouri. 

MC 21607, Sub. No. 1, C. G. Soike, extension of operations. 
Joint board 45, Served ‘April L2. Certificate granted. Beer 
and malt products, and beer containers, between Bremerton 
and Port Orchard, Wash., on the one hand, and Portland, Ore., 
on the other; and household goods in truckload lots, between 
Bremerton and Port Orchard, Wash., on the one hand, and 
points in Oregon, on the other. Exceptions, if any, must be 
filed within 25 days from date of service. 

MC 9262, Sub. No. 1, M. O. Newlin, extension of opera- 
tions. Joint board 32. Served April 12. Dismissed at request of 
applicant. Certificate, oil field equipment, material, and supplies 
between Houston, Tex., and all points in Louisiana. 

MC 4676, Sub. No. 1, Walter Fendley Makin, extension 
of operations. Joint board 81. Served April 12. Certificate 
granted. Household goods and moveables, live stock, agricul- 
tural commodities, and farm supplies, between points in 
Oregon, Idaho and Washington. Exceptions, if any, must be 
filed within 25 days from date of service. 

MC 2863, Sub. No. 1, Rio Grande Motor Way, Inc., exten- 
sion of operations. Joint board 126. Served April 12. Cer- 
tificate granted. Passengers and their baggage, and express, 
mail, and newspapers in the same vehicle with passengers, 
between Salida and Gunnison, Colo., and all intermediate points. 

MC 2403, J. A. Robinson, contract carrier application. Ex- 
aminer Alfred W. Booth. Served April 12. Applicant’s opera- 
tions found to be those of a common carrier. Certificate 
granted, oil field equipment, between points in Texas, Oklahoma 
and Kansas. 

MC 78972, Jack: Chyz, common carrier application. Ex- 
aminer W. A. Maidens. Served April 12. Denied for want of 
prosecution. Certificate or permit, general commodities between 
points in Michigan, Illinois, Indiana, Ohio, Pennsylvania, New 
York, New Jersey, West Virginia, Maryland, Delaware, and 
the District of Columbia; also pick-up and delivery service. 

MC 80220, Sub. No. 1, Thomas E. Powers, contract carrier 
application. Joint board 67. Served April 12. Granted. Dairy 
products, Philadelphia, Pa., to Elizabeth, N. J., and return of 
empty containers. Modified procedure, no hearing. Hearing 
may be had on request. 

MC 81126, John Waroway, common carrier application. 
Examiner W. A. Maidens. Served April 12. Denied for want 
of prosecution. Certificate or permit, general commodities be- 
tween points in Michigan, Illinois, Indiana, Ohio, Pennsylvania, 
New York, New Jersey, West Virginia, Maryland, Delaware, 
and the District of Columbia; also pick-up and delivery service. 

MC 82710, H. Hensman, common carrier application. Ex- 
aminer W. A. Maidens. Served April 12. Denied for want of 
prosecution. Certificate or permit, general commodities between 
points in Michigan, Illinois, Indiana, Ohio, Pennsylvania, New 
York, New Jersey, West Virginia, Maryland, Delaware, and 
the District of Columbia; also pick-up and delivery service. 

MC 84708, Eliis Fryer, common carrier application. Ex- 
aminer W. A. Maidens. Served April 12. Denied for want of 
prosecution. Certificate or permit, general commodities be- 
tween points in Michigan, Illinois, Indiana, Ohio, Pennsylvania, 
New York, New Jersey, West Virginia, Maryland, Delaware, 
and the District of Columbia; also pick-up and delivery service. 

MC 84711, Mark Brklacich, common carrier application. 
Examiner W. A. “Maidens. Served April 12. Denied for want 
of prosecution. Certificate or permit, general commodities be- 
tween points in Michigan, Illinois, Indiana, Ohio, Pennsylvania, 
New York, New Jersey, West Virginia, Maryland, Delaware, 
and the District of Columbia; also pick-up and delivery service. 

MC 86500, E. W. Raymond and R. J. Stevenson, common 
carrier application. Joint board 172. Served April 12. Denied 
for want of prosecution. General commodities in Oregon. Ex- 
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ceptions, if any, must be filed within 25 days from date of 
service. 

MC 86762, Abe Phillips, contract carrier application. Ex- 
aminer H. L. Hanback. Served April 12. Granted. Non- 
alcoholic beverages, New York, N. Y., to points in Bergen, 
Passaic, Sussex, Warren, Sullivan, Union, Middlesex, Mon- 
mouth, Essex and Hudson counties, N. J., and empty bottles 
and cases on return trips. 

MC 86851, H. E. Shahan, common carrier application. Joint 
board 74. Served April 12. Denied for want of prosecution. 
General commodities between points in Maryland and Penn- 
sylvania. 

MC 88022, Earl Johnson, contract carrier application. Joint 
board 26. Served April 12. Denied. Automobile accessories, 
electrical equipment, tools, hardware, radios, and refrigerators 
between Minneapolis, Minn., and Belle Fourche, S. D. 

MC 88038, P. M. Swinney, common carrier application. 
Joint board 6. Served April 12. Granted. General commodi- 
ties, with exceptions, between points in southwestern Idaho 
and Eastern Oregon within 60 miles of Marsing, Ida. Excep- 
tions, if any, must be filed within 25 days from date of service. 

MC 88632, Charles Van Sant, contract carrier application. 
Joint board 67. Served April 12. Granted. Liquid petroleum 
products, between Philadelphia, Pa., and Runnemede, N. J. 
Modified procedure, no hearing. Hearing may be had on request. 

MC 88687, Herman H. Miller, contract carrier application. 
Joint board 49. Served April 12. Granted. Ores, concentrates, 
coal, and mining machinery, equipment, and supplies between 
Mayflower mine in Boise county, Ida., on the one hand, and 
Boise and Horseshoe Bend, Ida., on the other. Modified pro- 
_cedure, no hearing. Hearing may be had on request. 

MC F-351, Ohio Greyhound Lines, Inc., purchase, Red Star 
Way, Inc. Examiner Frank A. Clifford. Served April 12. 
Purchase by Ohio Greyhound Lines, Inc., of certain operating 
rights of Red Star Way, Inc., between Detroit, Mich., and 
Columbus, O., approved and authorized. 

MC 88777, Theodore Solomon, common carrier application. 
Joint board 237. Served April 13. Denied. Groceries, feed, 
mail, lumber, milk, cream, sea foods, household goods, and 
hardware, between Bellingham and Point Roberts, Wash. Modi- 
fied procedure, no hearing. Hearing may be had on request. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

MC 88703, Phillip A. DeFries, common carrier application. 
Joint board 237. Served April 13. Denied. General commodities 
between Bellingham and Point Roberts, Wash. Modified pro- 
cedure, no hearing. Hearing may be had on request. Excep- 
tions, if any, must be filed within 25 days from date of service. 

MC 88634, Waters Brothers Transportation Co., common 
carrier application. Joint board 237. Served April 13. Granted. 
General commodities between Bellingham and Point Roberts, 
Wash. Modified procedure, no hearing. Hearing may be had 
on request. Exceptions, if any, must be filed within 25 days 
from date of service. 

MC 50966, Brewster F. Bennett, contract carrier applica- 
tion. Joint board 132. Served April 13. Applicant’s operations 
found to be those of a common carrier. Certificate granted, 
seasonal operation, December to April, inclusive, forest products 
and lumber between points in New Hampshire and Vermont. 

MC 50825, Don Van Matre, common carrier application. 
Joint board 19. Served April 13. Denied for want of prosecu- 
tion. General commodities between points in Nebraska and 
Kansas. 

MC 38541, Sub. No. 1, White Motor Express, Nashville- 
Lafayette extension. Joint board 107. Served April 13. Cer- 
tificate granted. General commodities between Nashville, Tenn., 
on the one hand, and points within five miles of Lafayette, 
Tenn., on the other. 

MC 6874, Raymond E. Mowery, common carrier applica- 
tion. Examiner W. A. Maidens. Served April 13. Denied for 
want of prosecution. Certificate or permit, general commodities, 
between points in Michigan, Illinois, Indiana, Ohio, Pennsyl- 
vania, New York, New Jersey, West Virginia, Maryland, Dela- 
ware, and the District of Columbia; also pick-up and delivery 
service. 

MC 480, Sub. No. 1, T. W. Laird, common carrier applica- 
tion. Joint board 11. Served April 13. Granted. General com- 
modities between Klamath Falls, Ore., and U. S. C. C. C. 
camps in Siskiyou and Modoc counties, Calif. Modified. proce- 
dure, no hearing. Hearing may be had on request. Exceptions, 
if any, must be filed within 25 days from date of service. 

MC 91739, Harry N. Marsh, common carrier application, 
and a sub-number thereunder, extension of operations. Ex- 
aminer Paul R. Naefe. Served April 14. Applicant’s opera- 
tions found to be those of a common carrier. Granted. Sea- 
sonal operations, December to April, inclusive, forest products, 
lumber, and logging camp supplies, between points and places 
in Essex County, Vt., on the one hand, and points and places 
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in Coos County, N. H., on and north of U. S. highway 2, on 
the other. 

MC 88224, Reginald W. Turner, contract carrier applica- 
tion. Examiner W. W. McCaslin. Served April 14. Operation 
found to be that of a common carrier. Certificate granted. 
Special commodities between points in Loudoun County, Va., 
on the one hand, and points in West Virginia, Maryland and 
the District of Columbia, on the other. 

MC 86653, Tom Chancellor, common carrier application. 
Examiner Paul R. Naefe. Served April 14. Granted. Slate 
and slate products in truckloads, Poultney and Fair Haven, Vt., 
and Granville, N. Y., to points in Massachusetts, Connecticut, 
New Jersey, and New York. 

MC 86517, Gerald D. Jackson, common carrier application. 
Examiner Mack Myers. Served April 14. Denied. General 
commodities between Deposit, N. Y., and destinations including 
but not limited to Binghamton, N. Y., and Scranton, Pa. 

MC 84709, Mike Kramer, common carrier application. Ex- 
aminer W. A. Maidens. Served April 14. Denied for want of 
prosecution. Certificate or permit, general commodities be- 
tween points in Michigan, Illinois, Indiana, Ohio, Pennsylvania, 
New York, New Jersey, West Virginia, Maryland, Delaware 
and the District of Columbia; also pick-up and delivery service. 

MC 84159, Marlin Cross, common carrier application. Ex- 
aminer W. A. Maidens. Served April 14. Denied for want of 
prosecution. Certificate or permit, general commodities, be- 
tween points in Michigan, Illinois, Indiana, Ohio, Pennsylvania, 
New York, New Jersey, West Virginia, Maryland, Delaware 
and the District of Columbia; also pick-up and delivery service. 

78985, Harry Cooke, common carrier application. Ex- 
aminer W. A. Maidens. Served April 14. Denied for want of 
prosecution. Certificate or permit, general commodities be- 
tween points in Michigan, Illinois, Indiana, Ohio, Pennsylvania, 
New York, New Jersey, West Virginia, Maryland, Delaware, 
and the District of Columbia; also pick-up and delivery service. 

MC 73165, Jack Skewes, common carrier application. Ex- 
aminer Richard Yardley. Served April 14. Granted. Specified 
commodities between points in Alabama, Florida, Georgia, Ten- 
nessee, Mississippi and Louisiana. 

MC 50130, Sub. No. 1, Continental Transportation Co., ex- 
tension of operations. Examiner F. D. Binkley. Served April 
14. Permit granted. Empty steel containers and parts and 
accessories thereof, Cleveland, O., to points within 350 miles 
therefrom in Illinois, Indiana, Kentucky, Michigan, New York, 
Ohio, Pennsylvania and West Virginia, and of rejected ship- 
ments from the same points to Cleveland or other points in 
that territory. No specific authority required for the trans- 
portation of dunnage. 

MC 41355, Durant Transit Co., common carrier application. 
Joint board 16. Served April 14. Granted. General com- 
modities between Durant, Okla., and Dallas, Tex. 

MC 33502, Sub. No. 1, J. L. Powell, Crossville-Sparta ex- 
tension. Joint board 107. Served April 14. Certificate 
granted. Motion picture films, sound films, theater supplies and 
advertising, and newspapers between Crossville and Sparta, 
Tenn., with service at all intermediate points. 

MC 29645, C. Lewis Lavine, Inc., common carrier applica- 
tion. Joint board 67. Served April 14. Granted. General 
commodities, with exceptions, between New York, N. Y., and 
Philadelphia, Pa., and intermediate points in New Jersey; and 
between New York and Philadelphia, on the one hand, and 
points in New Jersey, on the other. 

MC 28200, Sub. No. 1, M. V. Stilwell, extension of opera- 
tions. Examiner P. S. Peyser. Served April 14. Certificate 
granted. Oilfield equipment and materials between points in 
Missouri and Illinois. 

MC 21059, Sub. No. 1, Walter Winfield Kassner, extension 
of operations. Joint board 45. Served April 14. Certificate 
denied. Furniture, plywood and mirrors, between Seattle, 
Wash., and Portland, Ore. Exceptions, if any, must be filed 
within 25 days from date of service. 

MC 20302, Laurie S. Cable, common carrier application. 
Examiner W. A. Maidens. Served April 14. Denied for want 
of prosecution. Certificate or permit, general commodities in 
Pennsylvania, New York, Ohio, Maryland, New Jersey and 
Michigan. 

MC 14467, Sub. No. 3, Floyd H. Johnson, common carrier 
application. Joint board 11. Served April 14. Granted. Gen- 
eral commodities between Medford, Ore., and U. S. C. C. C. 
camps in Del Norte, Siskiyou, Modoc, Lassen, Shasta, Hum- 
boldt and Trinity counties, Cal., and Josephine, Douglas, Coos, 
Klamath and Lake counties, Ore., not served by a railroad or a 
Class A-1 motor carrier. Modified procedure, no hearing. 
Hearing may be had on request. Exceptions, if any, must be 
filed within 25 days from date of service. 

: MC 9312, Sub. No. 1, Hugh Glasgow, extension of opera- 
tions. Joint board 6. Served April 14. Certificate granted. 
(Continued on page 911) 
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Enactment of “immediate” legislation to prevent “serious 
financial and operating difficulties between now and the con- 
vening of the next Congress” and congressional study looking 
to a permanent solution of the railroad problem were recom- 
mended by President Roosevelt in a message sent to Congress 
April 11—a day earlier than had been expected. 

Specific recommendations were not made by the Presi- 
dent. He transmitted to Congress for its consideration, how- 
ever, the report prepared at his request by Commissioners 
Splawn, Eastman and Mahaffie, of the Interstate Commerce 
Commission, and comment thereon by other government officials, 
railroad labor, and Henry Bruere, and a statement of the rail- 
road position by J. J. Pelley, president of the Association of 
American Railroads. 


The suggestions made by the three commissioners, said 


the President, should be read in the light of the comments 
thereon in the letters. 


Though he plainly indicated he was not asking for action 
now as to reorganization of the federal government’s facilities 
for handling the transportation problem, the President sug- 
gested study of his view that all executive functions relating 
to transportation be placed in one federal cabinet department 
and that all quasi-judicial and quasi-legislative matters re- 
lating to transportation be placed under an independent com- 
mission—a reorganized Intrestate Commerce Commission. Such 
an arrangement, said he, would be “highly constitutional,” hav- 
ing raised question as to the constitutionality of delegating 
“executive” powers to the Commission. The text of the Presi- 
dent’s message follows: 


During the past month I have consulted with a large number of 
individuals on the increasingly difficult problem of our railroad trans- 
portation. As the Congress is aware, the relationship of the Federal 
Government to the railroads has been for fifty years through the 
medium of the Interstate Commerce Commission. This distinguished 
body was originally set up with the primary purpose of ending serious 


abuses on the part of the carriers, such as rebating and cut-throat 
competition. 


As the years went by the Congress from time to time has extended 
the authority of the Interstate Commerce Commission, vesting in it 
other quasi-legislative and quasi-judicial powers and giving to it also 
a number of purely executive functions. While the latter powers are, 
in all probability, unconstitutional in that they create executive au- 
thority in a fourth branch of the Government instead of in the Presi- 
dent, I do not at this time raise that issue because for the present it 
is more important for all of us to cooperate in preventing serious 


bankruptcies among a large number of railroad companies, great and 
small. 


I invited Chairman Splawn of the Interstate Commerce Commission 
and Commissioners Eastman and Mahaffie to present, somewhat hur- 
riedly and informally, recommendations relating to this serious situa- 
tion—and I have kept the Chairman of the appropriate Committees of 
the Senate and House of Representatives informed of the report. 

Summarized, the three members of the Interstate Commerce Com- 
mission recommend as a means of immediate relief the following: 

1. That approximately $300,000,000 be made available from Gov- 
ernment funds for the purchase of railroad equipment, the equipment 
to be the security for the advance. 

2. That for twelve months the Reconstruction Finance Corporation 
be empowered to make loans without certification by the Interstate 
Commerce Commission that the railroad can meet its fixed charges. 

3. That other forms of Government credit be considered from the 
point of view of public policy. 

4. That Government traffic pay the full rate by eliminating land 
grant reductions. 

5. That the Commission does not feel justified in expressing an 
opinion for or against reduction of railroad wages. 

6. That reorganization procedure under section 77 of the Bank- 
ruptecy Act receive the attention of the Congress, and they suggest 
consideration of the establishment of a single court in charge of re- 
organizations. 

The long term program suggested by the Commissioners includes: 

1. That a Federal Transportation Authority be created for two 
years to plan and promote action by railroad companies to eliminate 
waste, aid consolidation and coordination. 

2. That the Interstate Commerce Act be amended to broaden the 
powers of the Commission with respect to pooling of earnings or traffic, 
to eliminate ‘‘the consolidation plan’’ and to approve unifications; that 
the Authority be permitted to intervene in such proceedings before 
the Commission, and make recommendations through the Commission 
to the President and the Congress. 

3. That the Authority investigate economy and all types of trans- 
portation, encourage special fitness and abate destructive competition. 

4. That attention be given to railroad financial abuses now under 
investigation. 

The full report of the three members of the Interstate Commerce 
Commission is transmitted herewith, and I am transmitting along 
pee comments which have been made by others with whom I have 
talked: 

(a) Letter to the President from the Secretary of the Treasury, 
March 25, 1938. 

(b) Letter to the President from the Chairman of the Recon- 
struction Finance Corporation, March 28, 1938. 
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(c) Letter to the President from the Chairman of the Securities 
and Exchange Commission, March 28, 1938. 

(d) Memorandum to the President from Assistant Secretary of 
Commerce Ernest G. Draper, March 29, 1938. 

(e) Memorandum to the President from the Administrator of Farm 
Security, March 31, 1938. 

(f) Memorandum to the President from Henry Bruere, President 
of the Bowery Savings Bank, New York City. 

(g) Memorandum to the President from J. J. Pelley, President, 
Association of American Railroads, April 4, 1938. 

(h) Letter to the President from George M. Harrison, President, 
Brotherhood of Railway and Steamship Clerks, April 2, 1938. 

(i) Statistical data from the Interstate Commerce Commission 
relating to revenues and expenses of transportation in the United 
States in the year 1936, separated between types of transport. 

In so far as information in regard to the railroad problem is 
concerned, there is probably no other subject to which the Congress, 
year after year, has devoted more study or obtained more information. 
The troubles of the railroads are not new, but they have been getting, 
on the whole, steadily more difficult since before the World War. It 
is true that a general upturn in business would undoubtedly help to 
keep many railroads from actual receivership. But it is also true that 
resumption of traffic at least year’s level would not solve their growing 
difficulties permanently. 

Most of us have definite objection to Government subsidies to the 
railroads to enable them to meet the interest on their outstanding 
bonds or for any other purpose, and most of us also oppose Government 
ownership and operation of the railroads. I do. 

The suggestions made by the three members of the Interstate 
Commerce Commission should, of course, be read in the light of the 
comments thereon made in the letters appended thereto. 

I ask your special consideration of the fact that matters relating 
to transportation in its wider sense are now dealt with by the fol- 
lowing departments or agencies of the Government: 

1. The Bureau of Public Roads of the Department of Agriculture. 

2. The Bureau of Air Commerce of the Department of Commerce. 

3. The United States Maritime Commission. 

4. The Division of Transportation of the Bureau of Foreign and 
Domestic Commerce of the Department of Commerce. 

5. The Interstate Commerce Commission. 

6. The Lighthouse Service of the Department of Commerce. 

7. The Bureau of Navigation and Marine Inspection of the De- 
partment of Commerce. 

These agencies deal with special phases of transportation rather 
than the transportation problem in its broader national aspect. Some 
of the functions are executive, some are legislative, some are judicial. 

From the point of view of business efficiency, such as a private 
corporation would seek, it would seem to be the part of common sense 
to place all executive functions relating to all transportation in one 
Federal department—such as the Department of Commerce, the Depart- 
ment of the Interior or some other old or new department. At the 
same time all quasi-judicial and quasi-legislative matters relating to 
all transportation could properly be placed under an independent com- 
mission—a reorganized Interstate Commerce Commission. And such 
action would be highly constitutional. 

I refer to this, not by way of recommendation, but only as one 
method which should receive Congressional study. 

In the meantime, and until it has been possible for the Congress 
to make any and all -studies for permanent solution of the ‘railroad 
problem, some immediate legislation is, I believe, necessary at this 
session, in order to prevent serious financial and operating difficulties 
between now and the convening of the next Congress. 


Commissioners’ Recommendations 


The commissioners summarized their recommendations as 
follows: 
Means of Immediate Relief 


1. That facilities be provided, as was done under the National 
Industrial Recovery Act, for the purchase of railroad equipment, in- 
cluding shop equipment and appliances as well as cars and locomo- 
tives, by the use of government funds, the equipment to furnish the 
security for the advances; and that, say, $300,000,000 be made im- 
mediately available for this purpose. 

2. That for a period of 12 months, in connection with certain 
loans by the Reconstruction Finance Corporation to railroads, the 
present requirement be suspended that the Commission, in approving, 
must certify ‘‘that such railroad, on the basis of present and pros- 
pective earnings, may reasonably be expected to meet its fixed charges 
without reduction thereof through judicial reorganization,’’ and that 
substantially the requirement in connection with loans under section 
210 of the Transportation Act, 1920, be substituted: 

That the prospective earning power of the applicant, together with 
the character and value of the security offered, furnish, in the opinion 
of the Commission, reasonable assurance of the applicant’s ability to re- 
pay the loan within the time fixed therefor, and reasonable protection 
to the United States. 

3. That of suggestions for the use of government credit in im- 
proving railroad financial condition, the one most worthy of considera- 
tion is that such credit be so used ‘‘by underwriting or by the guaranty 
of bonds issued in voluntary reorganization of capital structures de- 
signed to reduce the burden of fixed charges;’’ that whether the gov- 
ernment would be justified in engaging its credit to the extent necessary 
in so aiding voluntary reorganizations on an extensive scale presents 
a question of prime public policy; and that on this question the 
President may desire the views of government officials dealing directly 
with credit and financial problems. 

4. That existing statutes be appropriately amended to remove the 
requirement for land grant reductions in connection with the move- 
ment of government traffic. The reduction on this account for 1937 
is estimated at $7,000,000, and for the most part affects roads in the 
Western District, where financial conditions are worst. 
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5. That a reduction, or temporary deduction, in railroad wages and 
salaries, such as was made in 1932, would be a means of very definite 
and positive relief to the carriers; but in view of the present policy 
of the law, as reflected in the Railway Labor Act, and in the absence 
of a full hearing of both the managements and the men, the committee 
does not feel justified in expressing an opinion either for or against 
such a reduction or deduction. The view is, however, expressed that 
both parties wish to be fair in the pending negotiations, and ‘‘in reach- 
ing their conclusions will take into consideration all relevant matters, 
including the direct and indirect consequences to the railroads and 
their operations and to both the employes who are now in service and 
those who have been laid off.’’ 

6. That there are opportunities for improvement of the reorganiza- 
tion procedure under section 77 of the Bankruptcy Act, and that Con- 
gress may well give attention to this matter, including, perhaps, the 
establishment of one court to have charge of railroad reorganizations. 


The Long-Term Program 


7. That a body of three members, to be known as the Federal 
Transportation Authority, be created for a period of two years, with 
power in the President to extend its life to five years, for the purpose 
of planning, encouraging, and promoting action by railroad companies 
with a view to eliminating the waste caused by the fact that the rail- 
road system of the nation is owned and operated by a large number 
of independent companies. Such action would include consolidation or 
other unification of companies and ‘‘coordination,’’ this being described 
as ‘‘cooperation in a common interest at particular places or with 
respect to particular matters,’’ such as the pooling of traffic or unified 
terminal operations. 

In aid of this program, it is proposed to amend section five of 
the Interstate Commerce Act to broaden greatly the powers of the 
Commission with respect to the pooling or division of railroad earn- 
ings or traffic, to eliminate the so-called ‘‘consolidation plan,’’ and 
to permit the Commission to approve whatever unification it finds 
will promote the public interest. The authority is given power to 
intervene in such proceedings, and upon its petition the Commission 
is also given power to require ‘‘coordinations,’’ not covered by sec- 
tion five. No provision is recommended for the compulsion of con- 
solidations, but the Authority is directed to report through the Com- 
mission to the President and Congress, if it finds that such com- 
pulsion is necessary or desirable, and to submit a draft of appropriate 
legislation. 

The Authority is also directed to investigate the relative economy, 
and fitness in other respects, of rail carriers, motor carriers, and 
water carriers for transportation service, or any class thereof, in order 
that the use of each may be encouraged for purposes for which they 
are specially fitted, and discouraged for purposes for which they are 
not well fitted, and their joint and cooperative use be promoted, with 
a view to abating wasteful and destructive competition. In the event 
that further legislation directed to this end is found to be necessary 
or desirable, the Authority is directed to report accordingly. It is 
also directed to report upon the extent to which the three forms of 
transportation are supported, directly or indirectly, by the use of 
government funds, and to report the facts in regard to this matter 
and any changes in government policy with respect thereto which it 
deems desirable. 

Other powers of investigation are given to the Authority. 

8. Attention is directed to the subject of railroad ‘‘financial 
abuses,”’ which is now under investigation by the Senate Committee 
on Interstate Commerce, and to the fact that this Committee may 
be expected to come forward with recommendations for the correction 
of such conditions. Certain suggestions are offered in this connection. 

9. The desirability of subjecting all important forms of trans- 
portation to equal and impartial regulation by a single agency of 
the Government is emphasized. 


Secretary Morgenthau 


Secretary Morgenthau said that, frankly, he was disap- 
pointed by the commissioners’ report “and it is my strong feel- 
ing that the over-cautious approach to the pressing national 
problem of transportation embodied in the committee’s recom- 
mendations can only intensify the need for drastic action at a 
later date.” 

He said he was in sympathy with several of the recom- 
mendations for immediate action—in particular the first two— 
but he preferred to confine his specific comments to recom- 
mendation No. 7. He did not feel that the creation of the type 
of temporary federal transportation authority would serve any 
useful purpose and second he urged that the President request 
Congress “to create immediately a Department of Transporta- 
tion with power to move vigorously to properly coordinate our 
national transportation facilities.’ He saw no reason for delay- 
ing action in this respect. 


Chairman Jones 


Chairman Jones of the RFC in his comment on the com- 
missioners’ report said: 


The report by Chairman Splawn, Commissioners Eastman and Ma- 
haffie, is a very good analysis of the railroad situation. The following 
are my observations and ‘‘means of immediate relief:’’ 

1. I concur in their recommendation that we be authorized to lend 
for the purchase of equipment, and that the equipment be security for 
these advances. This will require legislation. 

2. I concur with the principle of their recommendation, but do not 
agree that this authority be limited to 12 months. It should be for a 
much longer period, if not indefinite. I would also eliminate the words 
‘“‘within the time fixed therefor’’ in their suggested substitution at the 
bottom of Page One. 
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3. I think the government might well afford to aid railroads in re- 
ducing their fixed charges through providing senior money at sub- 
stantially lower interest rates than roads now pay. This can be done 
in reorganizations either through loans or by guaranteeing the interest 
on senior securities. 

The government agency extending credit to railroads might be given 
authority to require that the management of the borrowing road be 
satisfactory to it, or at least have representation on the board of the 
road. 

4. This is probably equitable, although I have no information on 
the subject other than that in the report. 

5. I have nothing to add to their comment. 

6. Section 77 of the Bankruptcy Act should, in my opinion, be 
amended to give some authority the power to reorganize railroads, al- 
locating to security holders such new securities as, in the opinion of 
the authority, are equitable. Whether this should be through the es- 
tablishment of a new court to have charge of railroad reorganizations 
or the power given to existing Federal district courts should be con- 
sidered. Personally, I have not sufficient information as to the legal 
aspects to suggest specific procedure. 

As for the “‘long term program,’’ I have long been of the opinion 
that transportation should be treated as a national problem and a 
national responsibility, that the various methods of transportation, 
railroads, waterways, highways and airways, should be under one 
authority and that that authority should have power to fix rates, super- 
vise service, require responsibility and designate, as far as practicable, 
movement of traffic by the facility best equipped to handle it. The 
authority should also have power to require consolidations. 

We should maintain effective competition, but cut-throat competi- 
tion, either between railroads, or between any of the different methods 
of transportation, should not be allowed. 

Unnecessary duplication of service should be eliminated. 

I do not subscribe to the theory that our railroads are doomed. 
We must have the best possible facilities and service, but the roads 
should give ground to that part of our transportation which can best 
be handled by other methods. 

I do not agree with the suggestion of Commissioner Splawn that 
the RFC be authorized to lend railroads for the payment of interest on 
railroad bonds held by banks unless such loans are so secured as to 
reasonably assure their repayment. I do not believe banks hold enough 
railroad securities to require this procedure. Furthermore, we can give 
the banks any help they may need through the purchase of preferred 
stock and capital notes. The same applies to insurance companies. 

We at the FRC have not felt that the quoted market of securities, 
railroad or otherwise, necessarily represents sound value. We have tried 
to make our loans on the basis of sound values and of a going country. 
Railroad loans have been treated no differently. Many railroad securi- 
ties are selling at absurdly low prices. 

Our railroad lawyers have been giving a great deal of study to sug- 
gested railroad legislation independently and in cooperation with the 
I. C. C., and are available if needed. 


P. S. I suggest for your consideration that track labor and prob- 
ably shop labor, now on WPA, could be allocated back to the roads 
that have had to displace this labor to avoid bankruptcy. 


Chairman Douglas 


_ Chairman Douglas of the Securities and Exchange Com- 
mission said that, in general, the proposals in the report in 
relation to a long term program were sound, except as respected 
the jurisdiction of the I. C. C. He said the report and its recom- 
mendations, however, were not sufficiently concrete for immedi- 
ate application as an emergency program, since the recom- 
mendations fell short of meeting the immediate crisis. 

_ Mr. Douglas said the highly serious condition of the 
railroad industry and of the financial markets at this moment 
would seem to require enactment at this session of Congress 
of emergency legislation authorizing for an emergency period 
of eighteen months, advances to railroads which were not in 
receivership or bankruptcy. He said these advances should be 
made on recommendation to the President by a federal trans- 
portation authority and should be permitted in an amount up to 
3 per cent of the value of the property of the particular rail- 
road as estimated by the I. C. C., the purpose being to enable 
such railroads to meet their fixed charges. He said Congress 
should also authorize the financing of rehabilitation expendi- 
tures on the recommendation to the President by the authority. 
The amount to be allotted in the next twelve months should 
be not less than $800,000,000 and could be used for the pur- 
chase of securities of such railroads as would agree to engage 
in rehabilitation activities. He said such monies should be al- 
lotted for expenditure only on that segment of any railroad 
“as is certified by the authority as (1) forming a part of a 
sound consolidated railroad system hereafter to be created, and 
(2) strengthening such railroad for purposes of building up 
deferred maintenance, acquiring additional freight cars, in- 
creasing tractive power, strengthening of road beds, structures 
and other facilities.” 


Turning to suggestions for a long range program, Mr. 
Douglas said that legislation should provide for a federal 
transportation authority appointed by the President. He said 
it was believed that both the emergency aspect of the program, 
as well as the long-range aspect, could be more appropriately 
handled by a new independent one-man authority rather than 
the three recommended by the commissioners. He said the 
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authority should report directly to the President and the Con- 
gress and should have an advisory council, appointed by the 
President, consisting of all functional groups concerned with 
and dependent on the American railroads, viz., representatives 
of management, investors, government, agriculture, labor, in- 
stitutional investors, shipping interests, etc. He said the advis- 
ory council would, in effect, be an economic planning body 
vis-a-vis railroads. He said the authority would in addition 
to the immediate program proposed, undertake comprehensive 
studies relating to consolidation, coordination and unification; 
propose methods for buildnig up railroad traffic, as well as the 
reduction of operating expenses; propose methods for over- 
hauling the existing rate structure and suggest possible devices 
looking to flexible rates. He said the authority should present 
recommendations with respect to consolidation plans, after con- 
ferences with carriers so that a comprehensive unification pro- 
gram might be presented to the next Congress. He said the 
authority should give consideration in its recommendation to 
the feasibility and advisability of utilizing the power of eminent 
domain in effecting unification. 

“Tt would be well now to indicate in connection with any 
consolidation program that the right of railroad labor be given 
full consideration,” said he, adding that the principle should 
prevail that if labor was displaced for the benefit of any 
other interests affected, then the government should give ade- 
quate financial aid to the displaced labor. 


As to reorganization, Mr. Douglas said: “As (1) no ade- 
quate reorganization plans can be adopted not based upon 
earnings, as (2) current earnings are too small to make possible 
such reorganizations, and (3) as the key to increased earnings 
is consolidation, there is (4) as to most roads, little to be 
gained by attempting reorganization until consolidation can be 
accomplished. Reorganization accomplished at this time would 
require additional reorganization at such time as consolidation 
becomes practicable.” 

However, he continued, it was desirable that the emergency 
legislative program outlined by him contain provisions for 
dealing with the problem and that there should be established 
a special railroad reorganization court with those bankruptcy 
powers relating to reorganization which were now vested in 
the district courts. He said the I. C. C. would function in 
advisory capacity to the court, but hearings on and approval 
of the plans would be by the railroad court alone. He said 
such a reorganization court should be a judicial tribunal and 
not a legislative court for it was extremely doubtful whether 
an appeal will lie from a legislative court to the Supreme 

ourt.” 


Draper’s Views 


As Assistant Secretary of Commerce, Mr. Draper, now a 
member of the Federal Reserve Board, said in his opinion the 
commissioners had given in brief compass a comprehensive 
statement of the nature of the transportation problem. He said 
the committee’s proposals for the establishment of machinery 
for further study of these problems and for recommending 
solutions of them seemed to him, on the whole, sound and 
worthy of adoption. With regard to possible wage reductions 
as a means of relief, he concurred in the commissioners’ view 
and hoped that the interests affected might be able to agree 
on such action as would be of the greatest immediate benefit 
to the general economic situation. 


Alexander 


Mr. Alexander said the proposals of the commissioners for 
immediate relief seemed to him to be as satisfactory as was 
possible in view of all the facts set forth. As to the long time 
program it seemed to him that the recommendations were in 
accord with the best thought developed by authorities in this 
field and that if the steps could be taken promptly enough they 
should bring immediate relief. He believed however, that a 
one man authority would be more effective than an authority 
with three heads. He was also afraid that the relations of the 
authority to the I. C. C. as proposed might result in confusion 
and misunderstanding and therefore slow up final action. 


Bruere 


“The recommendations of the sub-committee are not ade- 
quate to meet the needs of the present emergency,” said Mr. 
Bruere, referring to the commissioners’ report. “There is a 
failure to appreciate the depths of the present crisis, its effect 
upon the economic stability of the country and the extent to 
which it retards business recovery.” 

Continuing, he said 


The railroad problem is of such magnitude that it cannot be solved 
by private initiative. Those interested in the railroads have a right to 
rely on the leadership of the government in the development of a con- 
structive program to stabilize the situation. The unsatisfactory con- 
ditions in the railroad industry have existed already too long. The 
railroads have had years of opportunity to put ‘‘their houses in order’ 
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and have failed to do so. Indications are that a rearrangement of phy- 
sical facilities and the stabilization of the industry will not be done 
except under governmental compulsion. 

The recommendations for ‘‘The Long-Term Program” are _predi- 
cated upon an ineffective resort to persuasion as distinguished from the 
emergency requirements of compulsion. The functions of the proposed 
‘‘Federal Transportation Authority’’ are to think about, study, plan 
and promote the essential elimination of wasteful transportation fa- 


cilities. Such a program would require years to accomplish, if suc- 
cessful at all. 


During the interim period a palliative is suggested. The proposed 
emergency relief is not sufficient to prevent further railroad bank- 
ruptcies. Even in those instances where the carriers could secure further 
financial aid from the government, the result would be to load them 
with a heavier debt burden and thus require eventually greater sac- 
rifices in financial reorganizations. Such a program is not economically 


sound unless it is accompanied by a program contemplating immediate 
stabilization of the industry. 


Mr. Bruere said a program should strike boldly at the 
causes of the trouble rather than a mere alleviation of the 
consequences. He said the government should first improve the 
earning power of the railroads by elimination of wasteful com- 
petition and, with faith in its ability to do so within a reason- 
ably short period, guarantee the interest on the unded debt of 
the railroads not now in bankruptcy. He said the proposed 
federal transportation authority should be directed to “do” the 
job, rather than to study, plan and promote—that the authority 
should have power to make orders reviewable only to a limited 
degree by the Commission. He said its orders requiring con- 
solidations and coordinations should not be set aside unless 
arbitrary or manifestly against the public interest. He said the 
authority should be directed to bring about as promptly as 
possible pooling of traffic and other forms of cooperative action 
as the groundwork for physical consolidations. If such a pro- 
gram were adopted, said he, contemplating a relatively short 
interval for stabilization of railroad properties, the government 
might well guarantee the interest on the funded debt of those 
carriers not now in bankruptcy. He said government funds 
might properly be used also in consummating consolidations 
and to make the necessary rearrangements of facilities. He 
also suggested that a plan be devised to facilitate voluntary 
reorganizations as distinguished from judicial reorganizations. 
Mr. Bruere did not think it economically sound. to continue 
making government loans to carriers where there must even- 
tually be a financial reorganization unless simultaneous action 
was contemplated to stabilize the property, i. e., consolidations 
or coordinations with other properties to improve earning 
power. Neither did he believe it economically sound to guar- 
antee interest on railroad bonds for a long period of years. 
He agreed that revisions of section 77 were necessary to facili- 
tate reorganizations. 


’ Position of Railroads 
Mr. Pelley’s memorandum to the President follows: 


The purpose of this memorandum is to present on behalf of the 
railroads of the United States certain recommendations. For some 
time these railroads have been giving consideration to the problems 
that confront the industry, and particularly those which may be 
remedied by federal legislation. 

The railroads understand that their present unfortunate situation 
is intensified by the general economic conditions that prevail through- 
out the country, resulting in a decrease in traffic which is almost 
unprecedented. 

Our recommendations are in two parts: 

(A) What may be done immediately to relieve the present emer- 
gency, and 


(B) Matters which will require study and consideration and which 
may be called a long-range program. 


IMMEDIATE ACTION 
(1) General Business Conditions 


Such steps as are available to improve general business conditions, 
resulting in increase of traffic. 


(2) Increase in Revenues 

The revenues of the railroads can and will be improved by in- 
creases in rates wherever that is practicable. 

It is recognized that as to some traffic, rates are limited by the 
presence of competitive agencies. Railways are now determining the 
extent to which depressed rates may be increased, and will make 
such increases where practicable; but it is known that they will be 
relatively small. We feel that railways must be given more freedom 
to exercise their judgment in ‘fixing rates on traffic for which railway 
service is essential. 

(3) Labor Costs 

The railroads should have immediate relief in the way of de- 
creases in labor costs. 

Wage increases in August and October, 1937, came at a time when 
business was declining and, in our opinion, gave impetus to the gen- 
eral slump. It is not consistent or in the interest of reemployment 
to continue present wages, which are at the highest level in history. 


(4) Loans From Reconstruction Finance Corporation 
The existing statutes dealing with the authority of the Reconstruc- 
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tion Finance Corporation to make loans to railroads and to buy their 
obligations should be so amended as to constitute the government lend- 
ing agency, rather than the Interstate Commerce Commission, the sole 
judge of the advisability of such loans and purchases and the adequacy 
of security. 
THE LONGER RANGE PROGRAM 
(5) Taxation 

In the important field of taxation, the railroads suggest two meas- 
ures of relief: 

(a) The Revenue Act should be amended so as to exempt rail- 
roads from the undistributed profits tax. 

(b) Additional taxes imposed by any state on account of the 
intrastate operations, or the corporate existence, of railroads engaged 
in interstate commerce, except to the extent such additional taxes may 
be paid from the current net earnings arising out of or reasonably 
attributable to such intrastate operations, should be declared an undue 
burden on interstate commerce and void. 

(6) Equal Treatment of All Forms of Transportation 

It is recognized that we are confronted not with a railroad prob- 
lem alone but with a transportation problem, and that the public 
interest is paramount. Equality of treatment is a prime essential to 
any solution of the transportation problem. Congress should declare 
a national transportation policy which would insure equality of treat- 
ment. This policy has not been better phrased than by a recommenda- 
tion found in the report of the Federal Coordination of Transportation 
to Congress for 1934: 

“It is hereby declared to be the policy of Congress to promote, 
encourage and develop an adequate national transportation system 
embracing all necessary transportation service and facilities for the 
efficient handling of the commerce of the United States and for the 
national defense; to deal fairly and impartially with each mode of 
transportation, whether by rail, by water, by air, by highway motor 
vehicle, by pipe line or by any combination of any two or more of 
the several modes of transportation and to foster and preserve all 
such modes of transportation to the extent consistent with the de- 
velopment of an adequate national transportation system as above 
described.”’ 

The policy outlined would require 

(a) The discontinuance of federal expenditures for the extension 
and the improvement of waterway and highway transportation where 
adequate rail transportation already exists; 

(b) That highway and waterway carriers shall pay for the use 
of the highways and waterways a sum which would represent a fair 
return upon the amount of government expenditures for the improve- 
ment of such ways (this may call for state action to a certain extent). 
This principle, among other things, would call for the enactment of 
a law providing a system of tolls to be charged for the use of 
navigable waters other than harbors and the Great Lakes, in such a 
total amount as would represent a fair return upon the amount of 
money expended by the government for the improvement of these 
waterways, plus the cost of maintenance; 

(c) The application to all competing forms of transportation of the 
same quantity and quality of regulation, this regulation to be admin- 
istered by the same body. Applying this principle, Congress should 
enact the Wheeler-Ramspeck bill providing for the regulation of water 
carriers by the Interstate Commerce Commission; should enact the 
Pettengill bill repealing the long and short haul clause of the Fourth 
Section of the Interstate Commerce Act and should repeal those 
paragraphs of the law which prohibit railroads from engaging in the 
operation of vessels on the inland waterways and the Great Lakes; and 

(d) The withdrawal of the federal government from participating 
in transportation in competition with private agencies. This prin- 
ciple calls for legislation which will result in discontinuing the opera- 
tion of the Federal Barge Line on the Mississippi and other rivers and 
provide for the sale or disposition of the properties. 


(7) No Restrictive Regulations 


Congress and the state legislatures should refrain from enacting 
legislation the effect of which is to add to the expenses of operation 
without substantial benefit to the public interest. In this class are 
train limit bills, full crew bills, special limitation of hours of service 


not required for safety, and similar measures now being strongly 
urged by groups. 


(8) Restatement of the Rate Makng Rule 


Section 15a should be rewritten so as to require the Commission 
in fixing rates to recognize the right of the carriers to a fair return 
upon the value of the property and so as to eliminate provisions in 
the law which give the Commission managerial discretion in the matter 
of fixing rates. The law should also provide for a carry-over of revenue 
from good to lean years. 

(9) Consolidations 


The railroads without at this time submitting a detailed plan pro- 
viding for consolidations, recognize the importance of the queston and 
the possibility of effecting economies through that method. They be- 
lieve that some consolidations should occur, but they do not believe 
that consolidations should follow some preconceived, artificial plan. 
Consolidations should result from negotiations and the working out of 
economic law, bearing always in mind the public interest. 

(10) Amendment of Section 13 of the Interstate Commerce Act 

Section 13 of the Interstate Commerce Act should be so amended 
as to give the Commission greater power over state rates. Along this 
line it is suggested that the Commission be given the right, in the first 
instance, when rates are being established, to require the states to 
conform and the Commission should have the power to suspend de- 
creases in state rates if such decreases result in dicrimination against 
interstate commerce. 

(11) Land Grants 

The railroads recommend 

That Congress by appropriate legislation terminate the right of 
the government to use, or have property, persons, mail or express 
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transported over land-grant-aided railroads at rates less than those 
paid by the public. 

It is well known that through these concessions in rates the rail- 
roads have repaid to the government many times the value of the land 
grants made in aid of their early construction. 

The losses by reason of land grant provision fall not only on land- 
grant-aided railroads but such rates are of necessity equalized by 
competing lines. 

(12) Reparation 

It is suggested that the law be amended in accordance with sug- 
gestions already made by the Interstate Commerce Commission pro- 
viding suitable statutes of limitation as to claims of shippers for 
reparation. 

(13) Highway Grade Crossing Elimination 

The elimination of highway grade crossings for the expedition of 
vehicular traffic has become unduly burdensome to the railroads. 

We recommend that the expense of all highway and railroad grade 
crossing eliminations be assumed by government, and that railroads 
be freed from this expense in the interest of reduced capital expendi- 
ture, expense and tax burdens. 

(14) Construction or Reconstruction of Bridges 

In connection with the improvement of navigable waters, it often 
is necessary to rebuild railroad bridges and the approaches thereto. 
This expense is not occasioned by the railroads and results in no 
benefits to them. Section 4 of the Act of March 23, 1906, entitled ‘‘An 
Act to regulate the construction of bridges over navigable waters’’ 
should be amended to provide that such contingent costs will be made 
at public expense and not paid for by the railroads. 


(15) Railroad Adjustment Boards 

The Railway Labor Act should be amended so as to improve pro- 
cedure before Railroad Adjustment Boards. To this end, it is recom- 
mended that neutral permanent referees be provided for; that a 
definite record be made of all proceedings and that the railroads be 
given the right as labor now has to court review of decisions of the 
Adjustment Boards. It is also important that suitable statutes of 
limitation be included governing the presentation of claims. 

We realize that the general problem of the railroads with respect 
to the matters mentioned above are of interest to the legislative and 
executive branches of the government and to the public. In view of 
this manifest interest, we suggest that these and other matters that 
may arise should be considered jointly by agencies of the government 
and the railroads in an effort to reach a quick and practical solution in 
accord with the best interests of the public. 

On behalf of the Board of Directors, Association of Amercian Rail- 
roads, J. J. Pelley, President. 


Railroad Labor 


Commenting on the commissioners’ report in a letter to the 
President, Mr. Harrison said the problem should be approached 
from the standpoint of reviving general business activity and 
increasing the volume of railroad traffic. With respect to loans 
for equipment and so forth, he said it was highly doubtful that 
the railroads would seek such loans. What the carriers needed 
fundamentally said he, was a restoration of credit. 

“This can be brought about to the full extent needed in 
only two ways: through reduction in debt to be accomplished 
by reorganization of capital structure, or through a general 
revival in business with consequent increase of traffic and 
earnings.” 

He opposed government guaranty of bonds. He favored 
elimination of land grant rates. He said the proposal for estab- 
lishment of one court to have charge of railroad financial 
reorganizations would operate to expedite reorganization pro- 
ceedings. He said the long term program recommended 
amounted to a proposal for the recreation of the office of Fed- 
eral Coordinator of Transportation; the elimination of financial 
abuses and the equal and impartial regulation by a single 
agency of the government of all forms of transportation. He 
said much good could be accomplished by the elimination of 
financial abuses and railroad holding companies and other 
devices to escape existing laws should be abolished. He agreed 
there should be equal regulation and treatment of all agencies 
of transportation. As to those agencies of transportation which 
operate with governmental aid, he said that policy should 
either be discontinued or all forms of transportation should be 
accorded equal treatment in that respect. He objected to the 
proposal for a transportation board on the ground that the 
program would result in curtailment of employment . He said 
he was definitely opposed to the granting of any authorization 
to a federal transportation authority to interfere with manage- 
ment policies. He agreed that the provision of the act direct- 
ing the Commission to prepare a consolidation plan could be 
repealed. On the subject of wages, Mr. Harrison said: 


While Recommendation No. 5 is in the nature of an observation 
on railroad wages, it should be definitely understood that the railroad 
labor unions will vigorously oppose with all the forces at their command 
any effort to reduce compensation of railway employes. I am indeed 
surprised that with all the information on railroad wages available to 
this Committee it should suggest that the carriers might be afforded 
‘‘definite and positive relief’’ by slashing the indefensibly low wages 
of railroad workers. Such a move could result only in two highly un- 
desirable results: The drying up of consumer purchasing power and 
the initiation of a general wage cutting campaign by all industry. 
What our country needs is more purchasing power. Relieving the car- 
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riers’ difficulties by reduction of or deduction from railroad wages 


might well be likened to administering death producing drugs. This is 
a deflationary proposal. 


In conclusion Mr. Harrison said: 


At the outset I pointed out that the principal difficulties of the 
carriers have resulted primarily from lack of credit and insufficient 
volume of traffic. I believe this problem could be effectively solved by 
the Federal Government guaranteeing to the railroads for a period of 
three years a certain amount of net railway operating income, based 
on some fair test period, with the qualification that during the three 
years the railroads should expend and be allowed for maintenance not 
more than the maximum amount which each carrier expended during 
the same test period, due regard being given to changes in prices of 
materials and the cost of labor. Adequate provision should be made by 
the government, of course, in effecting the guarantee, to insure that 
the public’s interest in the matter would be fully safeguarded. 

The maximum contingent liability of the government if this sug- 
gestion were followed could not exceed 300 million dollars per year, 
and if the program should produce the effects which I anticipate it is 
quite possible that no real liability would be assumed by the govern- 
ment. If the plan were put into operation it would have the immediate 
effect of restoring the credit of the rail carriers generally. A tremen- 
dous increase in railroad employment would result from the railroads 
catching up on their deferred maintenance and huge amounts of ma- 
terials and supplies would immediately be purchased; thus creating 
large demands upon the heavy goods industries which are sorely in 
need of revival. Those industries in turn would add large numbers of 
employes to their payrolls. The rail carriers would soon be in a posi- 
tion to borrow such funds as they should need from private sources 
for equipment, additions and betterments to handle increased traffic. 
This is a proposal of genuine assistance not only to the railroads but 
to the heavy goods industries. The last recovery was based primarily 
upon the stimulation of activity in the consumer goods industries. There 
cannot be any lasting recovery without a revival of the heavy goods in- 
dustries, which supply a large share of new employment. It will re- 
store the credit of rail carriers; will restore their ability to buy ma- 
terials and increase employment, and will tremendously increase their 
ability to buy from the heavy goods industries. It is quite possible 
that if this program were adopted it would furnish the necessary 
stimulus for a general revival of business activity and would pull the 
country out of the present recession. It is a program to increase rather 
than diminish railroad purchases, employment and general business. 

Aside and apart from the other considerations stated the vital rela- 
tion between the railroad transportation service and the national de- 
fense should not be overlooked particularly at the present time. 


The Committee Report 


The other members of the Commission, said the report, had 
considered the recommendations made by the committee. They 
agreed unanimously, it added, with those made under the head- 
ing “means of immediate relief” and with one exception, with 
those under the heading “the long-term program.” The excep- 
tion, the report said, was the recommendation for the creation 
of a ‘Federal Transportation Authority.” The majority agreed 
to that, said the report, but there were some who differed as 
to details, and one commissioner who did not favor the creation 
of such an agency. Commissioner McManamy, a footnote said, 
because of absence from the city, did not participate in the 
consideration of the recommendations. 

Under the caption of “means for immediate relief,” the 
committee reviewed the financial set-up of the railroads, point- 
ing out that the net book investment of the Class I line-haul 
companies and their non-operating subsidiaries, was $23,061,- 
500,000 as of December 31, 1936, and that that capitalization 
was equal to 94.42 per cent of the total net book investment of 
all of the railways on that date. The report said that in the 
recent opinion in the Fifteen Per Cent Case, 226 I. C. C. 41, the 
Commission stated the property at $19,972,000,000. It said 
that at the present time, 37 class I railways were in the hands 
of the courts with an unmatured funded debt of approximately 
$3,190,000,000. 

Wages and Salaries as Items of Cost 


The financial results in 1937, the report said, taken as a 

whole, although unsatisfactory, would not indicate a critical 
situation. However, it said, the results for 1937 could not be 
taken as indicative of the situation in 1938. Costs, it said, were 
on a higher level and traffic was on a much lower level this 
year than last. 
_. The chief item of increased cost, the report said, was the 
higher level of wages and salaries, pointing out that the in- 
creases in wages made in 1937, totaled about $130,000,000, 
while in that year the traffic of the railroads was falling off 
after the end of March, 1937. The much lower index of pas- 
senger miles shown in the report showed the effect of the 
extensive use of private automobiles, it said. 

The report referred to the falling off of freight traffic in 
1938 as the “collapse of freight traffic.” It said for the imme- 
diate low state of railroad traffic, the present marked recession 
had a very large measure of responsibility, but its effect had 
been greatly aggravated by the influence of the continuing 
growth of competition of other forms of transportation. 
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The increasing competition of motor truck and other car- 
riers, with the railroads, the report said, was indicated by the 
Commission’s study of the fluctuations of railway freight ton- 
nage originated on Class I roads as compared with the tonnage 
of production. That analysis, the report said, would indicate 
that as compared with the average condition of 1923-1925, the 
spread between the two trends had widened by 1936 to the 
extent of 196 millions tons of freight. 


Rails Skimping on Maintenance 


The railways, the report said, were extensively curtailing 
the number of persons employed, including those in mainte- 
nance. It said the effect of continued skimping might be seri- 
ous. The report concluded its observations on maintenance 
with a statement that it believed that facilities for the pur- 
chase of equipment by the use of government funds should be 
provided to the extent of $300,000,000. It said that in addition 
to rolling equipment many railroads could advantageously use 
new and improved shop equipment and appliances, much of 
the shop equipment being obsolete. 


General Credit Structure 


The committee said that from a national standpoint, one 
of the most important factors in the railroad situation was 
the possible effect of existing and threatened defaults on gen- 
eral credit conditions. It said it had given consideration to 
many suggestions for improving railroad credits, including a 
subsidy to be paid by the government, and the use of govern- 
ment credit by underwriting, or by the guaranty of bonds 
issued in voluntary reorganization of capital structures de- 
signed to reduce the burden of fixed charges. The report said 
that that was a question of prime public policy on which the 
President might want the views of government officials dealing 
directly with credit and financial problems. 


Present Level of Wages 


At the present time, the report said, wages were higher 
than they were in 1932, when the 10 per cent deduction in 
wages was agreed on, by about $130,000,000, based on the 1936 
level of employment. The actual payroll at present, however, is 
probably no greater, and might be less, than it was in 1937, 
when the increased wage rates were agreed on, because of the 


— number of employes who have been laid off, the report 
said. 


Land Grant Rates 


Speaking of land grant rates, the committee said, no good 
reason appeared why such reductions should continue. After 
all, said the report, the country must support whatever trans- 
portation system it used. The government, as a shipper, might 
well pay reasonable rates, it said, leading up to its recommenda- 
tions for elimination of land grant rates. 


Reorganization of Railroads 


As to the reorganization of railroads, the report said, obvi- 
ously the public interest required that they be reorganized as 
rapidly as circumstances would permit. Recasting the financial 
structure of a major property, it said, was undertaking, requir- 
ing among other things, a forecast of future earnings. The 
fluctuations in business in the recent past and the present low 
level of earnings, it said, not only made such a forecast diffi- 
cult but made security holders unwilling to accept a plan based 
on present conditions. But the committee said it was convinced 
that there were opportunities for improvement in the bank- 
ruptcy legislation, possibly, through the establishment of one 
court to have charge of railroad reorganization. 


Federal Transportation Authority 


Under the caption “Long-Term Program,” the committee 
suggested the possibility of creating a new department of trans- 
portation in the government setup. It recommended for the 
immediate purposes, the creation of the temporary “Federal 
Transportation Authority” of three men. In discussing the pos- 
sibility of creating a new department, the committee said there 
was work for such a department to do differing from that 
which the Commission was created to carry on. It pointed out 
that the Commission was essentially a regulatory body. It said 
it believed that it was necessary for the government to take 
the lead in planning and promotional work. It pointed out that 
in recent years there had been a great and radical change 
in transportation conditions, brought about principally by the 
rapid development of new forms of transportation, not all of 
which were subject to the Commission’s jurisdiction, with the 
railroads having lost much of their formal dominance. The 
present transportation problem, the report said, was largely the 
product of that competition, combined with depression. Com- 
petition, the report said, created need for readjustment between 
and within the different branches of the transportation industry, 
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for consideration of present tendencies and their probable 
results, for the avoidance of uneconomic and wasteful practices, 
for the survey and possible amendment of governmental poli- 
cies, and in general for the determination, creation, and protec- 
tion of the conditions most favorable to the development of a 
transportation system which would best serve the public inter- 
est. Much of that was planning and promotion work, as dis- 
tinguished from regulation. 

In support of its proposition that the proposed Federal 
Transportation Authority should not have the power to issue 
orders, the committee said a body engaged in planning or pro- 
motional work inevitably became an advocate or proponent. 
It said where a governmental order was required to effectuate 
what such a body advocated, and there were opponents who 
must be given a hearing, obviously such a body could not be 
made the judge to pass on its own proposal. That, it added, 
was why the function of regulating, which required quasi- 
judicial procedure, must be kept separate and distinct from 
the function of planning and promotion. It would be the task 
of the Authority, by negotiation with the carriers and general 
educational work, to reduce to a minimum the opposition to its 
proposals, so that orders, where necessary would encounter less 
resistance, said the report. 

The emphasis throughout should be on cooperation rather 
than compulsion, said the report. Pointing out that the ex- 
penses of the Federal Coordinator of Transportation were borne 
directly by the railroads, the committee said, the condition of 
the railroads was now such that it doubted the advisability 
of assessing the expenses of the Authority on them. Further- 
more, it added, the Authority would have to do with motor 
and water carriers as well as with railroads. 


Probably the greatest opportunity for early helpful action 
by the Authority, the committee said, lay in the reduction of 
operating expenses caused by the fact that our national rail- 
road system was owned and operated by a large number of 
independent companies. Speaking broadly, it said, there were 
two means of elimination, one of which it termed “consolida- 
tion” and the other “coordination.” 


In the case of both consolidations and coordinations, the 
committee said it believed that a body, such as the proposed 
Authority, representing the government, could do much to pro- 
mote action. The conflicting interests of railroad manage- 
ments were such that disinterested intervention of that charac- 
ter was necessary. The report called attention to the work 
done by the Federal Coordinator of Transportation toward 
unified operation of terminal facilities at points served by two 
or more railroads, pooling of passenger or freight traffic and 
joint utilization of shops and other repair facilities. 


It was, said the committee, very generally agreed that 
there was a large amount of waste in the railroad industry of 
the character described in the reports of the Coordinator, to 
which references had been made. 


One System Economies 


Theoretically, the report said, the maximum opportunity 
for eliminating the present waste would be created by unifica- 
tion of all railroads into a single system, and the next best 
opportunity, by combining them into a very few systems. 
Practically, the difficulties of unification into a single system 
would be very great, it said. It could only be accomplished, it 
added, by a use of the power of eminent domain on a huge 
scale, and would require much the same legal procedure as 
government acquisition of the properties. The effective and 
efficient administration of such a system, the report said, would 
require a new and wholly untried plan of organization. Pub- 
lic opinion would not, it said it believed, support such a system. 
Much of the same difficulties and objections would attach to 
the creation of a few great systems, and in addition such a 
plan would preserve railroad competition at certain centers of 
population but elinimate it at many others, the report said. 
There was well-founded opinion, said the report, to the effect 
that smaller railroad companies permitted of more intensive 
and efficient management. The committee said it inclined to 
the belief that the best practicable results could be secured by 
a limited amount of consolidation, coupled with broad develop- 
ment of cooperative coordination. The Authority, however, it 
pointed out, would be free to give consideration to every point 
of view, and to direct its efforts toward consolidation or co- 
ordination, or both, as its judgment might dictate after study 
and experience. The control over consolidation which the 
Commission would exercise, the committee said, would furnish 
a check on the judgment of the Authority with that respect. 

With regard to the argument that consolidation and co- 
ordination would add to unemployment, the committee said it 
believed that the situation and the choice were not so simple 
as this argument would suggest. If all means were used to 
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decrease the cost of railroad operation, the chances for a rail- 
road service that would thrive and grow and be capable of 
adding to employment would be vastly improved, it said. Con- 
solidation and coordination, therefore, would pave the way, 
it said, to better rather than worse unemployment conditions. 

Respecting the proposed elimination of the requirement 
that the Commission make a plan for consolidation of the rail- 
roads, the committee said elimination would give the Commis- 
sion authority to approve any unification which it found would 
promote the public interest. It would also give the Commission 
authority to resort to the power of eminent domain to require 
a unification where it was sought by at least on carrier. It 
would further provide for consummation of mergers by ex- 
change of securities on a fair and equitable basis without the 
use of cash. 


Dismissal of Employes 


As to employes displaced by consolidation or coordination, 
the commissioners’ report said that, in view of the dismissal 
wage agreement entered into by the railroads and their em- 
ployes and the policy the agreement represented—that this 
matter should be handled in this way rather than by legisla- 
tion—no provision had been recommended for the protection 
of labor. However, it said, a provision was recommended that 
would give any railroad affected by an order the right to retire 
employes 65 years old or over who were subject to the provi- 
sions of the railroad retirement act. It was pointed out that 
that act did not now provide for compulsory retirement. The 
retirement as proposed, said the report, could be done without 
increasing the present basis of taxing the companies and the 
men. If further provision for the protection of labor was 
desired, said the report, it was suggested that the matter be 
considered by a special committee made up of representatives 
of the Social Security Board, the Railroad Retirement Board 
and the National Mediation Board. 


Pooling 


The committee recommended the elimination of¢the prohibi- 
tion against pooling, and that provision requiring the Commis- 
sion to find that proposed pooling would not unduly restrain 
competition. 

Such pooling or division of traffic or earnings might often, 
said the committee, be a very effective means of stopping 
waste and strengthening the railroad situation. It said that in 
view of the intense competition now prevailing hetween the 
various forms of transportation, it did not regard it as neces- 
sary to lay so much stress as in the past on the competition 
of railroads with each other. The section, as amended, the 
committee said, would also require the Commission to institute 
a proceeding if the Federal Transportation Authority so peti- 
tioned with a view to requiring particular arrangements for 
pooling or division of traffic or earnings. 


The committee said there were many possibilities in the 
way of coordination which were not covered by the consolida- 
tion or pooling provisions of section 5 of the interstate com- 
merce act. In the bill recommended by the committee, it was 
pointed out that the Commission was given power, on petition 
of the Authority, to require such coordination, and it was 
provided that any order which it so issued should, as in the 
case of an order under section 5 of the interstate commerce 
act, bar the operation of federal or state anti-trust statutes or 
similar prohibitory measures. The committee said it doubted 
the practicability of such orders, if the railroads generally were 
hostile to the projects in question, but believed that the situa- 
tion would be otherwise if only a minority of carriers were 
unwilling to make the change. Even where all carriers con- 
cerned were willing, the report said, an order might be de- 
sirable to bar the operation of prohibitory statutes, or to 
provide for just compensation for use of carrier property or 
services. The emphasis, the committee said, should be on 
cooperation, but power in the Commission to order was a 
desirable reserve power. 

Substitution of motor or water transportation, the com- 
mittee said, was recognized in the bill as a means, under cer- 
tain conditions, of obtaining greater economy and efficiency 
in operations. In such event, the committee said, existing 
motor carriers or water carriers ought to have an opportunity 
to provide the desired service, other things being equal. The 
committee said the bill it recommended empowered the Com- 
mission to establish through routes and joint rates between 
rail carriers and motor carriers, when acting on the petition 
from the Federal Transportation Authority. At present there 
is no such power. : 


Some coordinations, such as unification of terminals, the 
committee said, might involve capital expenditures. The bill 
therefore, it said, provided that in such event the consummation 
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of the project might be made contingent on the loan by the 
RFC of the necessary funds. 


Jurisdiction of Transportation Authority 


Jurisdiction of the Federal Transportation Authority, the 
report said, should extend in some degree over motor carriers 
and water carriers as well as over railroads. That, it said, 
was necessary because it was the widespread and bitter com- 
petition between these three forms of transportation, particu- 
lary, which was the chief cause, aside from the depression, of 
their present grave financial troubles. It was essentially, the 
report added, for the future improvement of transportation 
conditions, that concentrated attention be given to that matter. 

Freight rates, the committee said, had become more un- 
stable and chaotic than for long years past, and it was certain 
that much traffic was being carried, particularly by railroads 
and motor carriers, under uneconomic conditions, so that it 
imposed an unwarranted burden on other traffic or on carrier 
finances. Continuing, the committee said: 


In the first place, the facts ought to be brought clearly to light 
as to the extent that transportation is being furnished in part at gov- 
ernment expense. The former Coordinator undertook a very extensive 
investigation of this matter, and the results of that investigation will 
soon be available in print. These reports will contain an immense 
amount of valuable information. Further investigation of certain 
phases may be desirable, but in due course the Authority would be 
able to present to the country the essential facts. In the light of these 
facts it should be possible to resurvey Government policies with respect 
to financial aid to transportation and the promotion of particular 
projects and consider their soundness and wisdom in all respects. It 


is probable that considerable opportunity will be found for improve- 
ment. 


In the second place, and even more important, it is most desirable 
that the relative economy, and fitness in other respects, of the three 
types of carriers for transportation, or particular classes or descrip- 
tions thereof, be determined as well as may be, in order that their use 
may be encouraged for certain purposes and discouraged for others. 
This is of the very essence, if we are to have a well integrated trans- 
portation system, functioning as efficiently, effectively, and economi- 
cally as possible. An important part of this study should be to deter- 
mine the opportunities for the joint and cooperative use of the three 
kinds of transportation. All have their place and they can be made to 


fit together with advantage to themselves and the country as well to a 
very considerable extent. 


The bill which we recommend provides for a thorough considera- 
tion of this general subject by the Authority. It is authorized to confer 
freely with the carriers and to encourage and promote voluntary action 
on their part which will improve conditions, but in the event that it 
finds that further legislation is desirable, it is directed to report, 
through the Commission, to the President and Congress accordingly. 


Fixed Charges 


Speaking of the burden of fixed charges of railroads, the 
committee said it was in need of correction chiefly because of 
the difficulties which it created in times of depression. The 
report said the situation was in process of correction to a very 
considerable extent, through the procedures of receivership 
and bankruptcy. However, reduction of the fixed charge bur- 
den, while much to be desired, was not a cure for basic railroad 
ills, said the report. The report said that in the early days, it 
was a common practice to build railroads out of the proceeds 
of bond issues. Stock, it said, was issued as a bonus or for the 
purposes of control. From one point of view, the report said, 
the general public was not concerned with the amount of rail- 
road debt, and that railroads had a constitutional right to 
endeavor to obtdin, if they could, under reasonable rates, a fair 
return on the rate-making value of their properties. This right 
was in no way affected by the ratio of debt to stock, it said. 
The public, however, it said, had a very practical interest in the 
matter, to the extent that an unduly high ratio impaired credit 
and the ability of carriers to provide the most economical and 
efficient service, or led them to scrimp on maintenance and 
service to keep out of bankruptcy. It was probable, indeed, 
said the report, that in the depression this heavy burden of 
fixed charges had chiefly distinguished the situation of the 
railroads from that of many other industries. 

Some, the committee said, had seemed to think that rail- 
road fixed charges could be reduced by statute. Of course, the 
committee said, the fixed charges were contractual obligations 
and could not be avoided, except by inability to pay and the 
procedures of bankruptcy or receivership, or by consent of the 
creditors. Where a railroad was large and its bonds widely 
held, the report said, it had not heretofore been practicable to 
obtain such consent, although it was possible that present con- 
ditions might change that situation somewhat. If low earnings 
persisted, said the report, an increasing number of railroads 
would obtain relief through the bankruptcy route. 


Financial Abuses 


Speaking of the investigations of the railroads, made by 
the Senate committee on interstate commerce, the committee 
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said that legislation in 1933, had the effect of bringing such 
abuses under better control, but that further legislation to 
that end, coupled with better implementation of the Commission 
for the purpose, was desirable. Recommendations with respect 
of the holding company situation, among others, the committee 
said, would no doubt be brought forward by the Senate inter- 
state commerce committee. The committee said it believed 
it to be clear that the expenditure of carrier funds for other 
than strictly carrier purposes should be permitted only after 
approval by the Commission. As an aid in such supervision, it 
said, noncarrier subsidiaries of railroad companies should be 
brought within the Commission’s jurisdiction. 


Transportation a Single Problem 


The committee’s report said the committee believed that 
transportation presented a single problem, interrelated in all 
of its parts, and should be dealt with by the government as 
such. It pointed out that the Federal Coordinator of Transporta- 
tion and the Commission, the latter in its annual reports, had 
expressed similar views. It specifically referred to water car- 
riers and carriers by air. 


Splawn’s Separate Views 


In a separate and concurring expression, Chairman Splawn 
suggested a reorganization of the Commission and made argu- 
ments for the proposed Federal Transportation Authority. 

With respect to the concurring expression of Chairman 
Splawn, the other commissioners said they desired to say that 
they did not differ from the chairman that a reorganization of 
the Commission was desirable, particularly if it was to be given 
additional or more extensive regulatory duties. However, they 
said they were not satisfied that the plan of reorganization 
which he suggested had been sufficiently considered and worked 
out, or that it was basically the most desirable plan. In their 
judgment they said that that was a matter of such importance 
and concerned so many interested parties, and of such inherent 
difficulty, that it was not practicable to attempt to deal with 
it at the present session of Congress, or desirable to inject this 
issue for immediate consideration in connection with the legis- 
lation which the report recommended. 


In pointing out the situation with which the reorganized 
Commission and the proposed Authority would deal, Chair- 
man Splawn threw cold water on the idea that the railroads 
could obtain fifteen per cent by bringing up the rates which 
had been reduced on account of competition. The maximum 
which could be realized from such restoration, he said, would 
be about ten per cent of the gross freight revenue. But, he 
said, because of undue competitive conditions, nothing like 
fifteen per cent would be realized. The competitive conditions 
likewise, he said, bore down with comparable heaviness on com- 
mon carriers by highway and by water. 


Chairman Splawn said that at the present session of Con- 
gress legislation should be enacted which would accomplish 
the following: A stabilization of railway credit which would be 
by authorizing $300,000,000 for the purchase of equipment; 
protection of railway companies from exploitation by legislation 
which would at least prevent the development in the future of 
the control of railroad companies through the holding company 
device; reorganization of insolvent railroad companies by set- 
ting up a court to deal with reorganization; and the before- 
mentioned reorganization of the Commission along functional 
lines so as to have a general division, a finance division and a 
rate division with a permanent chairman with the power to 
transfer commissioners from one division to another in case 
of necessity. 


The chairman said he was submitting his work for reor- 
ganization of the Commission along functional lines. One 
member of the general division, he said, could be a permanent 
chairman of the Commission and exofficio chairman of the gen- 
eral division, to be appointed by the President. To that chair- 
man, he said, could be assigned such duties as were described 
by the Federal Coordinator in his report on the reorganization 
of the Commission. The new Federal Transportation Authority, 
he said, could report through the general division to the Com- 
mission. The general division, he said, could in most cases 
dispose of all matters brought to the Commission by the 
Authority. 

At the present time, Chairman Splawn said, the chairman 
of the Commission performed the duties of the chairmanship 
for only one year, and that in that year he also performed 
the ordinary duties of a commissioner, and was not relieved 
therefrom in any respect by reason of his duties as chairman. 
Due to the necessity of performing the usual duties of a com- 
missioner, Chairman Splawn said, he could not devote the 
attention to the chairmanship which it should have. There was 
little opportunity, said Chairman Splawn, for the chairman to 
give special study to reforms or improvements in procedure or 
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administration. The chairman, he said, would be primarily 
the administrative director of the work of the entire commis- 
sion. That change in the functions and authority of the chair- 
man, said the separate expression, would give the Commis- 
sion what it did not now have, a permanent executive officer 
relieved from many routine duties but with the specific duty 
of expediting and promoting efficient conduct of Commission 
business and initiating improvements in procedure. 


Committee Draft of Bill 


The committee sent the draft of a bill to President with 
its report, ready for introduction in Congress. It consists of 
two titles, one devoted to the setting up of the proposed Fed- 
eral Transportation Authority and the other making amend- 
ments to the interstate commerce act giving effect to its recom- 
mendations. 


Wheeler’s Views 


Chairman Wheeler, of the Senate interstate commerce com- 
mittee, said he had under consideration calling in conference 
representatives of the railroads, labor and other interests to 
see whether a program might be mapped out with respect to 
legislation at this session. He expressed doubt that much 
could be done in the way of legislation at this session. He ex- 
pressed opposition to subsidies—direct or in the guise of 
unsecured loans. He said he might confer this week with man- 
agement and labor. 

In a radio address the night of April 11 the senator said 
the principal part of the trouble of the railroads was lack of 
business while at the same time there was in the background 
a different problem—one that made the railroad crisis more 
acute. He said the railroad plant was too large. He thought 
it unlikely that there would ever be an economic need for all 
existent rail facilities. 

“So at the moment the railroad problem is double—it is to 
provide for the immediate emergency and also to provide for 
the future,” said he. “To my mind the two must be dealt 
with concurrently.” 

Referring to RFC loans to railroads the senator said there 
had been too many loans already for supposed betterments but 
which in reality were to pay interest to the bondholders. 

One of the most tragic consequences of the present ruinous 
condition of the railroads was not the financial catastrcphe, 
serious though that was, but the increasing unemployment of 
railroad men, said he, adding that in the last nine years 700,000 
men had lost their jobs on the railroads and that there were 
more being dropped every day and there was no end in sight. 

“One of the most pressing reasons why Congress must take 
action to improve the railroad situation is to procure as much 
reemployment of railway workers as possible and on a per- 
manent basis,” said he. 

Because of changes that had shrunk the actual earning 
value of the railroad plant, the fixed charges of the American 
railroads were too high, said he. He said they must be reduced, 
in part certainly, by a reduction of the indebtedness, or by a 
reduction of interest rates, and that one or both was inevitable. 

“This can be achieved,” said he, “by realistic reorganiza- 
tions of roads now in receivership and by refraining from arti- 
ficially keeping a few overcapitalized roads out of receivership. 
If the government stops making foolish loans, a few over- 
capitalized systems will fall of their own weight and be 
reorganized—I hope on a sound basis. Some have belonged 
there for years and the sooner they go, the better for the 
economic health of the country. No one will lose by it since 
securities are already selling at bankruptcy prices.” 


The senator said this scaling of fixed charges, however, 
was not enough to save the railroads, as they were less than 
15 per cent of the operating expenses and no one thought that 
all railroad debt could or should be wiped out. Since a reduc- 
tion in fixed charges would not balance revenue and expenses, 
he said it become necessary to effect economies in operating 
charges—wastes of the stockholders’ money in buying stock of 
other railroads or of other corporations at exhorbitantly high 
prices; wastes in the purchase of materials and supplies at 
monopolistic prices; wastes in the purchase of property at such 
high prices that they must be considered as amounting to, 
and as intended in fact to be, rebates; wastes in activities out- 
side the movement of passengers and freight—all these direct 
wastes of funds must be eliminated and other economies of 
operation effected. 

The senator then went into the question of routing of 
traffic and charged that as railroads now operated freight 
moved by thousands of indirect costly routes. Uneconomic rout- 
ing in itself was costly, said he, but the power to dictate the 
route that freight was to take, whether over one railroad or 
over some rival railroad, gave a few great shippers and a few 
key railroads the power of life and death over other railroads. 

“The few powerful, lucky railroads use this weapon to 
obtain an excessive proportion of through freight rates and the 
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few favored shippers use it to block any attempt by the rail- 
reads to charge a proper rate on many important commodities,” 
said he. “Scores of millions, possibly hundreds of millions, a 
year are lost to needy railroads by this costly system of cut- 
throat routing. 

“Inasmuch as the scientific routing of traffic would save 
the railroads money, to aid them in this would be a sound 
business risk. As I have said, I am opposed to subsidies, or 
disguised subsidies in the form of RFC loans that can only 
make the long-term state of the roads worse than the present. I 
do not, however, see any objection to loans that are a sound 
business risk and that help rather than hurt the roads. If the 
railroads were willing to use money to reduce the cost of mov- 
ing freight as part of a large scale program of intelligent, 
scientific control of routing, I believe the government should 
furnish them the money if private sources of credit are too 
short-sighted to do so... . 

“If competitive traffic routing were abolished, as I believe 
it should be, the need and temptation for such costly duplica- 
tion would stop at once. Furthermore, the roads, for the first 
time in their history, would be free from the selfish power of 
a few great shippers. 

“The roads today cannot even bargain with each other at 
arm’s length to obtain a fair division of through rates. Every 
railroad in the Mississippi Valley but two is in bankruptcy 
today. While unregulated water competition is an important 
factor, many thoughtful railroad men attribute these many rail 
bankruptcies to the low percentage of the through freight rates 
obtained by these roads from the eastern and the transcon- 
tinental trunk lines, roughly eleven per cent of the money for 
doing sixteen per cent of the work. The Mississippi Valley 
roads think so themselves. Two of their presidents so testified 
before my committee, but they dare not take the legal steps 
to set this injustice straight. They fear freight would be routed 
from their roads if such action were taken.” 

The senator said there should be coordinated regulation of 
all forms of transportation by a single independent regulatory 
body. He said the Commission should have power to investigate 
and control the speculation of stocks by one railroad in the 
stocks of another railroad—and railroad holding companies 
should be abolished. In closing, the senator said the time 
had come “that we cast from our minds any feeling of hate, 
and it is time that we unselfishly work for the public good.” 


Single Railroad System 


Chairman Wheeler made public a report sent by Commis- 
sioner Miller to President Roosevelt in support of the proposal 
that the railroads be consolidated into a single system for own- 
ership and operation under private management. The Presi- 
dent had the report transmitted to Chairman Wheeler for the 
information and consideration of the interstate commerce com- 
mittee. 


A single system proposal was made by Mr. Miller in his 
address before the National Association of Railroad and Utili- 
ties Commissioners’ convention at Salt Lake City last fall. 

“If Congress should pass a law, declaring it to be the 
policy of the United States that the railways should be con- 
solidated into a single system for ownership and operation 
under private management, and providing for incorporation 
under federal charter of a corporation for the purpose, it 
seems reasonable to expect that a wave of confidence in the 
future of the railroad industry would sweep over the country, 
and that there would be a general inclination on the part of 
security owners to cooperate in the exchange of their securities 
for those of the new corporation,” said the report. 


Compulsory consolidation would be legally enforceable, it 
was stated, and no reasonable doubt existed on “these two 
legal propositions, i. e., that Congress can compel railway 
consolidations; and that the consolidation may be accomplished 
under either federal or state charter powers. The railroads 
of this country are on record so definitely in this matter that 
any other position now would be untenable.” 

Disagreement was expressed with the view that consolida- 
tion into a single system under private ownership and opera- 
tion would be the first step to government ownership. That 
view had taken the last jump without sufficient consideration 
of the fundamental differences between ownership and opera- 
tion aad private management and by government, it was 
stated. 

In discussion of economies of operation that would result 
from creation of a single system the report pointed to inter- 
line accounting expense. It also spoke of losses incurred by 
railroads in trying to protect themselves in proposed consolida- 
tion moves by buying securities of other carriers and said it 
had been shown that the Pennsylvania, C. & O., Southern Pa- 
cific, B. & O. and Frisco had lost a total of $223,966,000, based 
on difference in market values at time of purchase and later, 
in such purchases. 
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It was learned that the report on a single railroad system, 
sent to the President by Commissioner Miller, was not the work 
of the commissioner. The author was not disclosed. 

Chairman Wheeler made public April 14 a letter from 
Commissioner Miller stating that the report in support of the 
proposal for a single railroad system in the United States was 
really supplementary to another memorandum which was pre- 
pared by him in collaboration with Commissioner Caskie and 
submitted by him to the President some time prior to the 
President’s railroad conference of March 15. Commissioner 
Miller said that Commissioner Caskie and he concurred in the 
report of Commissioners Splawn, Eastman and Mahaffie but 
that his (Miller’s) concurrence was qualified in that he advo- 
cated the matter of consolidation be given primary considera- 
tion by the Federal Transportation Authority. He said he was 
now asked by the President to furnish the chairman of the 
interstate commerce committee copies of the memorandum in 
question. The memorandum is a document of twenty-seven 
pages containing facts about the railroads and argument in 
support of the single system idea. 

Senator Wheeler’s proposed conference with representa- 
tives of railroads and railroad labor on a rail legislative pro- 
gram was postponed until some time next week, due to the 
fact that he was called out of the city on account of the death 
of a relative. 


Outlook for Legislation 


The outlook for enactment by Congress of emergency leg- 
islation to tide the railroads over until the next session of 
Congress was not promising several days after the President’s 
message had been received. 

It was thought this situation might change later, particu- 
larly if the President took any active interest in it and pressed 
for action. 

The idea that there was little hope for legislation at this 
session was based in part on the fact that Chairman Weeler 
had taken such a positive stand against making it easier for 
railroads to obtain loans from the RFC. The feeling was that 
there was considerable support for his view in Congress as 
indicated by the fact that there was attached to the bill 
broadening the lending powers of the RFC the amendment 
specifying that I. C. C. approval of RFC loans to railroads 
should continue to be a condition precedent to the making of 
loans to railroads. It was pointed out that unless Congress 
relieved the Commission of the duty of finding railroads not 
in need of financial reorganization as a condition precedent to 
approval of loans from the RFC there would be no basis 
afforded for aiding roads threatened with receivership. 

Even before the President’s message and accompanying 
data had been received by Congress, Mr. Pelley, after a con- 
ference with the President April 8, indicated that the rail- 
roads could not hope for any “quick” relief. He indicated 
railroad management was pinning its hope on getting railroad 
labor to agree to take a voluntary pay deduction pending the 
return of better times for the railroads. A conference on that 
subject was scheduled to be held April 15 by representatives 
of railroad management and railroad labor. 

Mr. Pelley said the railroads were not asking anybody to 
coddle them—that all they wanted was a fair opportunity to 
make their own way. He also said the railroads were not ask- 
ing the President to help them to obtain a reduction in the 
payroll expenses. 

Opposition to any proposal giving the Commission power 
to require pooling of earnings without assent of carriers was 
indicated by Mr. Pelley when he was asked about that. 

It was pointed out that the railroad association’s offices 
that the statement Mr. Pelley submitted to the President and 
which was sent to Congress by the President did not relate to 
the commissioners’ report as did the other statements because 
it was prepared before the association officials saw the com- 
missioners’ report. 

Another reason why it was believed that emergency rail 
legislation might not be passed at this session was that, after 
the President’s government reorganization b‘ll had been de- 
feated in the House, there was an increased demand by mem- 
bers that Congress adjourn as soon as possible. Tentatively 
the adjournment date has been fixed as May 15. 

President Rooseevlt may seek, of course, to obtain emer- 
gency legislation, but the fact that he made no definite recom- 
mendations in his message and simply transmitted to Congress, 
without indicating what he thought of them, the commissioners’ 
report and the other statements, did not point to vigorous action 
later on his part, it was believed. 

Gossip about the conference between the President and the 
rail executives and labor heads April 4 has it that the President 
was not in a pleasant mood. He did most of the talking, 
according to report, and brought up the defeat of the NRA 
idea as being responsible for conditions now existing. It is 
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also being said that he is not pleased with the Commission. 
He indicated disapproval of one of the reported suggestions in 
the Commission committee report at his press conference, April 
8—the proposal that the government guarantee bonds of reor- 
ganized railroads. The impression was obtained that the Presi- 
dent was rather critical of the Commission and of the Com- 
mission committee report. 

Members of the House judiciary committee began informal 
consideration of proposals to amend the federal bankruptcy 
act with respect to railroad reorganizations. 

The banking and currency committees of the Senate and 
House will handle any changes in the RFC act affecting the 
railroads. 

Chairman Lea, of the House committee on interstate and 
foreign commerce, said his committee would consider the Presi- 
dent’s message and accompanying data next week. 


Roosevelt Spending Message 


In a message to Congress April 14, making recommenda- 
tions for huge federal expenditures to break the recession in 
business, President Roosevelt said one of the needs “we must 
be definitely aware of’ was “a serious undertaking to solve 
the railroad problem.” 

In recommending resumption of spending on public works 
projects, he urged the appropriation of $100,000,000 to the 
Bureau of Public Roads for highways, in addition to the amount 
previously recommended, and requested that the additional 
amount be used only on projects already authorized. 

In appealing for cooperation of all in meeting the condi- 
tions faced by the country, he said, with respect to labor: 


Let every labor leader find, not how work can be stopped, but 
how it can be made to proceed smoothly, continuously, and fairly. 


The President also said that use of power by any group, 
however situated, to force its interest or to use its strategic 
position in order to receive more from the common fund than 
its contribution to the common fund justified was an attack 
against and not an aid to “our national life.” 

The railroad wage conference was scheduled to begin at 2 
o’clock the afternoon of April 15. 


RAILROAD INVESTIGATION 


The Traffic World Washington Bureau 


C. E. Hochstedler, traffic director of the Chicago Associa- 
tion of Commerce, has submitted to Chairman Wheeler, of the 
Senate interstate commerce committee, for the record in the 
railroad investigation, a statement relating to the evidence 
involving the Pettengill bill developed at the hearing March 29 
(see Traffic World,.April 2, p. 772). 

The evidence was that the Chicago Association of Com- 
merce received $766.88 from the treasurer of the Bureau of 
Public Relations of the western railways, September 14, 1935, 
for “special services” rendered to the Southern Pacific in pro- 
moting the Pettengill bill, and there was discussion of the 
origin of the bill with Chairman Wheeler stating that the 
Southern Pacific had taken the lead in promoting the bill. 


Mr. Hochstedler said he was availing himself of the oppor- 
tunity accorded him of “clarifying some very erroneous im- 
pressions which were created by the record made . . . March 
ys) Sg 


Mr. Hochstedler drew at length on the printed proceedings 
of the National Industrial Traffic League to show that the 
League was the real sponsor of the Pettengill bill. He reviewed 
the activities of the League with respect to the fourth section 
of the interstate commerce act in that connection. 


With respect to the payment of $766.88 to Chicago Asso- 
ciation of Commerce, Mr. Hochstedler drew attention to the 
fact that he had reported to Telford Taylor, assistant counsel 
of the Wheeler committee, August 9, 1937, the receipt of the 
check in question, with the explanation that the check was to 
reimburse the association for expenses incurred by H. N. 
Proebstel, traffic manager, West Coast Lumbermen’s Associa- 
tion, Seattle, Wash.; I. L. Plette of the Yakima Valley Traffic 
and Credit Association, Yakima, Wash.; and B. L. Baker, secre- 
tary, Wenatchee Valley Traffic Association, Wenatchee, Wash., 
from their respective places of business to Washington, D. C., 
to testify in support of the Pettengill bill in the Seventy-fourth 
Congress, first session. 

“In explanation,” said Mr. Hochstedler, “I may say that 
these trade associations of the state of Washington were in 
sympathy with the Pettengill bill and were willing and anxious 
to appear before the House committee on interstate and foreign 
commerce in support of it, but because of their financial con- 
dition at that time they were unable to assume the expense. 
It was agreed that the railroads would assume this expense 
and the arrangement was made through Mr. J. P. Haynes, chair- 
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man of the special committee on the fourth section of the 
National Industrial Traffic League, to whom most shippers, 
whether or not members of the League, were looking for leader- 
ship in support of the measure... . 

“T want to make it very clear that, while the Chicago Asso- 
ciation of Commerce has been active in opposing any further 
restrictions in connection with the fourth section and, during 
the past several years, active in support of a liberalization 
of the existing restrictions reflected in that provision of the 
law, the entire expense of our activities has been assumed by 
our own association. . . . 

“While we have railroads, members of our association, I 
want to make it clear that they do not in any respect control 
our transportation policy. As a matter of fact our income from 
highway carriers very materially exceeds our income from the 
rail carriers, yet we are supporting the Pettengill bill to relieve 
the rail carriers of a burden which the highway carriers, gen- 
erally speaking, are asking to have continued, although they 
are subject to no similar restrictions.” ; 

Mr. Hochstedler referred to a statement submitted previ- 
ously to the committee showing the total income for each year 
from all railroads and railroad associations in comparison with 
the aggregate income of the association and the ratio of the 
railroad financial support to the total income of the association. 
He said that ratio ranged from .27 to 2.57 per cent, and aver- 
aged 1.21 per cent for the seventeen-year period. 

Senator Truman, of the Senate interstate commerce sub- 
committee on railroads, has placed in the record of the hear- 
ings a letter from Fred W. Sargent, president of the Chicago 
& North Western, as follows: 


When testifying before you recently, I promised we would give you 
a statement as to the cost per mile of repairing all freight cars in the 
North Western system. I find that for 1936 the average cost per car 
mile for all cars on the system was .86 cent. This, you understand, is 
for maintenance and repairs only. This figure, in my judgment, would 
be high for refrigerator cars since they, as a rule, take the longer 
haul and are not subject to the same percentage of switching that the 
average system cars undergo and most damage occurs in the terminals. 


T. A. OF A. TRANSPORT POLICY 


The board of directors of the Transportation Association 
of America, at a meeting at Chicago April 13 put its stamp of 
approval on a proposal for a national transportation policy. 

Donald D. Conn, executive vice-president of the association, 
pointed out that the development of the policy was the result 
of more than two years’ work and was designed to foster a 
permanent transportation system for the United States. In 
this, he said, it differed from a number of emergency plans 
put forth recently, the object of which was to meet the present 
temporary transportation crisis. 

The policy in its complete form will be ready for distri- 
bution to the members and available to the public as soon as 
minor corrections have been made and copies printed—prob- 
ably within the next week or ten days. Its basic principles 
set forth the objects to be attained as “a sound, permanent 
national transportation policy to promote and encourage the 
development of a transportation system that will include all 
useful agencies and all useful types of facilities that are neces- 
sary for handling, in an efficient manner, all of the commerce 
of the country and will provide adequately for the national 
defense”; the limitation of governmental regulation “to that 
degree necessary to protect the public interest in uninterrupted 
service efficiently performed at reasonable rates,” and the 
continuation of transportation as private. enterprise. 

“The program deals with all forms of transportation 
strictly from the viewpoint of the public interest,” said J. A. 
Gordon, president of the association. “Collectively, this great 
industry represents 18 per cent of the invested capital of the 
country and 34 per cent of its buying power. : 

“It is not our purpose to criticize or place responsibility 
for present conditions. Our aim is to view the problem con- 
structively, to give Congress and the people a clear and realistic 
view of the transportation industry. 

“The association has been engaged in an exhaustive study 
of the whole problem for more than two years and what it 
proposes, while radically new in some respects, it considers 
practical and possible of accomplishment. It proposes to un- 
dertake a comprehensive program of popular education in 
behalf of its policy looking toward the effectuation of its con- 
clusions as promptly as possible.” 

Since the first of the year the corporate membership of 
the association has increased by 175, according to an announce- 
ment at the meeting. Permanent advisory committees, it was 
further announced, have been established at Miami, Tampa, 
Lakeland and Jacksonville, Fla.; Toledo and Cleveland, Ohio; 
Buffalo, N. Y., and Pontiac and Flint, Mich. Additional local 
advisory committees will be set up in accordance with the 
association’s plan to decentralize its organization. 
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Appointment of a number of committees, it was expected, 
would strengthen the position of the association in a number 
of its departments. The new committees are: 


Research and publications: Sydney Anderson, vice-president, Gen- 
eral Mills, Minneapolis, Minn., chairman; Dr. Glenn Frank, publisher, 
Rural Progress, Chicago, Ill.; A. W. Sherwood, vice-president, Owens- 
Illinois Glass Co., Toledo, O.; J. M. Hood, president, American Short 
Line Association, Washington, D. C. Finance and budget: R. C. Inger- 
soll, vice-president, Borg-Warner Corporation, Chicago, Ill., chairman; 
M. J. Gormley, Association of American Railroad, Washington, D. C.; 
Fred A. Poor, president, Poor and Company, Chicago, Ill. Member- 
ship: W. J. Williamson, general traffic manager, Sears, Roebuck and 
Company, Chicago, Ill., chairman; Howard C. Mull, vice-president, 
Warren Tool Corporation, Warren, O.; Benjamin F. Affleck, Chicago, 
Ill.; C. J. Abbott, president, American Live Stock Association, Chey- 
enne, Wyo.; Fred A. Poor, president, Poor and Company, Chicago, 
Ill.; Dr. Glenn Frank, publisher, Rural Progress, Chicago, Ill.; L. O 
Head, president, Railway Express Agency, Chicago, III. 


The board voted to move the office of the president of the 
association to Chicago where that of the executive vice-presi- 
dent has been since the organization of the association. 


THE RAILROAD PROBLEM 


(By Thomas F. Woodlock in the Wall Street Journal) 


We shall arrive nowhere in our attempts to solve what we 
have for many years called the railroad problem until we clearly 


visualize that problem as it is. What is the problem? Whose 
problem is it? 


So far as passengers and shippers are concerned there is 
nothing noticeably wrong with the service that they use and 
for which they pay. Rail service today is as good as it ever was 


in the history of rail transportation. The machine is as effi- 
cient as ever. 


_ ‘That machine is selling today in the security markets for, 
in all probability, less than one-third of its actual cost, and in 
February, 1938, did not earn its operating expenses. Its man- 
agement is unable to reduce those expenses any further. It is 
informed in so many words that it may neither reduce working 
forces nor lower wage rates, and is without power to lower 
prices of material that it requires. It is virtually unable to 
raise new capital for its needs, and is largely restricted in its 
attempt to increase its charges for service. Its managers are 
compelled to obtain permission of a regulating authority for 
every action of real importance that they may wish to take. 
Its various parts have been compelled to compete with each 
other, in that consolidation for economy’s sake has been choked 
by insistence, among other things, on the preservation of com- 
petition—and this despite an intense competition from other 
forms of transportation which have burrowed deep in the ma- 
chine’s vitals. Incidentally, a large proportion of the machine’s 
securities are held by fiduciary institutions conducted largely for 
the benefit of the great mass of the people. One-third of the 
machine is now in bankruptcy, but is rendering as full service 
to the public as it ever did. On the present level of traffic and 
earnings, the same fate seemingly thgeatens a substantial 
part of the remainder. : 


All are agreed that we must have a railroad service to move 
such traffic as cannot move by other means, and there is a lot 
of it. It is not, however, enough to support the machine—that 
is, to compensate the machine’s owners and creditors. No one 
knows that it will in the future be enough; that is the chance 
that the machine’s owners must take. But those owners may 


appropriately say to those who use the machine something like 
this: 


We are willing to take the chance on the future. But we are 
entitled to live, if we can, meanwhile. To do that we should be free 
to cut our expenses to meet our revenues. We should be free to re- 
arrange our machine to cut costs either by consolidation or coordina- 
tion or both, and reduce our services where they are superfluous or 
but little used. We do not feel that it is our duty to maintain forces 
in employment that we do not need, in addition to paying our taxes 
for relief of general unemployment—which latter we willingly pay. 
In short, we think you are entitled to such service as we find we can 
render under proper economy, but we think we are entitled to make 
that economy. If that economy entails a social burden, we think that 
we pay our share of that burden when we pay our taxes, but we do 
not think that we should be asked to pay mote than our share. 


It seems to this writer that there aré the bare bones of the 
problem to be met if it is to be solved at all, and that the 
alternative to solution on those lines is the dumping of the 
machine upon government for ownership and operation. At 
present, it is mainly the owner’s problem, but it will become 
everybody’s problem if the owner’s problem is not met. Poli- 
ticians may wisely note that fact. 


OEE Traffic World 


EXPRESS COMPANY MERGER 


The Traffic World Washington Bureau 


Application has been filed with the Commission by the 
Railway Express Agency, Inc., and the Southern Railway Com- 
pany, its subsidiaries and affiliates, for authority to pool and 
divide express earnings under the Railway Express Agency 
operating agreement. It is proposed by the Southern and its 
associates to liquidate the Southeastern Express Company, 
which the Southern interests established independent of the 
Railway Express Agency in 1921. The Railway Express Agency 
is to acquire the express equipment of the Southeastern Ex- 
press Company from the Southern Railway Company, which 
has the right to take over the Southeastern Express property. 

The application provides for a nationwide express service 
under one management. The Southern Railway and its asso- 
ciates which organized the Southeastern and have used its 
facilities in the southeastern part of the country have had the 
right under an agreement between them to acquire the prop- 
erties of the Southeastern Express Co. at a cost not exceeding 
$1,000,000. ; 

The Commission docketed the application on its formal 
complaint docket, No. 28004, as an applicant of the Railway 
Express Agency and of the railroads for authority to contract 
for the pooling and division of earnings. 


RAILROAD EARNINGS 


Preliminary report from 89 Class I railroads, representing 
82-8 per cent of total operating revenues, made public by the 
Association of American Railroads, showed that those railroads, 
in March, had estimated operating revenues amounting to $232,- 
006,029, compared with $312,864,712 in the same month of 1937 
and $370,826,059 in the same month of 1930. Operating rev- 
enues of those roads in March, 1938, were 25.8 per cent below 
those for March, 1937, and 37.4 per cent below March, 1930. 

Freight revenues of the 89 Class I railroads in March, 
1938, amounted to $185,216,473, compared with $259,648,535 in 
March, 1937, and $285,480,962 in March, 1930. Freight revenues 
in March, 1938, were 28.7 per cent below the same month of 
1937 and 35.1 per cent below the same month in 1930. 

Passenger revenues in March, 1938, according to these pre- 
liminary reports from 89 Class I railroads, totaled $25,552,683, 
compared with $28,624,128 in March, 1937, and $50,970,118 in 
March, 1930. For the month of March, 1938, they were 10.7 
per cent below the same month in 1937, and 49.9 per cent be- 
low the same month in 1930, continued the association, adding: 


Eastern District 


Thirty-five Class I railroads, representing 90.4 per cent of total 
operating revenues in the Eastern District, in March, 1938, had esti- 
mated operating revenues of $121,780,132, compared with $176,237,885 
in March, 1937, and $202,945,518 in March, 1930. Operating revenues 
of the 35 Class I railroads in the Eastern District in March, 1938, were 
30.9 per cent below the same month of 1937, and 40.0 per cent below 
March, 1930. 

Freight revenues of those railroads in March, 1938, amounted to 
$95,084,175, compared with $145,407,518 in March, 1937, and $153,187,- 
368 in March, 1930. Freight revenues of those railroads in March, 
1938, were 34.6 per cent below the same month in 1937, and 37.9 per 
cent below the same pefiod in 1930. 

Passenger revenues of those roads in March, 1938, totaled $15,599,- 
192, compared with $17,491,190 in March, 1937, and $30,598,544 in March, 
1930. Passenger revenues in March, 1938, showed a decrease of 10.8 


per cent compared with March, 1937, and a decrease of 49.0 per cent 
compared with March, 1930. 


Southern District 


Eighteen Class I railroads, representing 64.0 per cent of total 
operating revenues in the Southern District, had estimated operating 
revenues in March, 1938, of $26,337,885, compared with $33,326,951 in 
March, 1937, and $39,212,684 in March, 1930. Operating revenues of 
the 18 Class I railroads jn the Southern District in March, 1938, were 
21.0 per cent below those for the same month in 1937, and 32.8 per 
cent bélow March, 1930. 

Freight revenues of those railroads in March, 1938, amounted 
to $21,474,357, compared with $27,813,625 in March, 1937, and $30,985,- 
780 in March, 1930. Freight revenues of those railroads in March, 
1938, were 22.8 per cent ‘below the same month in 1937, and 30.7 per 
cent below the same month in 1930. 

Passenger revenues of those roads in March, 1938, totaled $2,589,431 
compared with $2,958,511 in March, 1937, and $5,064,329 in March, 
1930, being 12.5 per cent below March, 1937, and 48.9 per cent below 
March, 1930. 


Western District 


Thirty-six Class I railroads, representing 79.0 per cent of total 
operating revenue in the Western District, had estimated operating 
revenues in March, 1938, of $83,888,012, compared with $103,299,876 in 
March, 1937, and $128,667,857 in March, 1930. Operating revenues of 
the 36 Class I railroads in the Western District in March, 1938, were 
a decrease of 18.8 per cent compared with the same month of 1937, 
and a reduction of 34.8 per cent compared with March, 1930. 

Freight revenues of those railroads in March, 1938, amounted to 
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$68,657,941, compared with $86,427,392 in March, 1937, and $101,307,814 
in March, 1930. Freight revenues of those railroads in March, 1938, 
were 20.6 per cent below the same month in 1937, and 32.2 per cent 
below the same month in 1930. 

Passenger revenues of those roads in March, 1938, totaled $7,364,- 
060, compared with $8,174,427 in March, 1937, and $15,307,245 in March, 
1930. Passenger revenues in March, 1938, were 9.9 per cent below those 
for March, 1937, and 51.9 per cent below March, 1930. 


The Commission’s monthly compilation of operating rev- 
enues and operating expenses of Class I railroads for February, 
1938, and the two months ended with February, in comparison 


with like periods of 1937, follows: 


February 
1938 1937 
Miles of road operated at close of month . 234,851 235,854 
Revenues: 

I a ain ee oield ales SG Woe. sa GAS eden $ 198,385,005 $ 264,116,457 

I son cc ccumreren dent ncdeseuee, 31,293,285 33,015,210 

ME ect acNeawurnnwie secacen dos Beats 7,217,558 7,323,889 

I os eisricie sual wolerure a acedinwiae obae 2,718,471 3,902,626 

All other operating revenues ........ 11,474,271 13,495,437 

Railway operating revenues....... $ 251,088,590 $ 321,853,619 
Expenses: 

Maintenance of way and structures.... 29,310,637 34,231,503 

Maintenance of equipment............. 54,771,544 64,945,839 

co, RASS Pr a ere 8,577,910 8,402,439 

Transportation—Rail line ............ 108,804,939 119,936,003 

Transportation—Water line .......... 405,737 498,588 

Miscellaneous operations ............. 3,059,030 3,208,046 

I gcd ho auie vow nad bs 8e, ssbb itil ceeicrncsé 10,660,811 13,092,433 

Transportation for investment—Cr. ... 178,847 233,919 

Railway operating expenses....... $ 215,411,761 $ 244,080,932 
Net revenue from railway operations...... 35,676,829 77,772,687 
REIN TE QOCT ONIN sc oii cdc cesiancncne 27,443,618 28,442,321 

Railway operating income......... $ 8,233,211 $ 49,330,366 
Equipment rents—Dr. balance............ 7,293,364 7,586,188 
Joint facility rent—Dr. balance............ 3,061,942 2,960,560 

Net railway operating income..... $ 2,122,095* $ 38,783,618 
Ratio of expenses to revenues (per cent).. 85.8 75.8 
Depreciation included in operating ex- 

ONE cig tenagdcsaswseuennensaneas aes 16,698,463 16,123,422 
PR PN SIE india dccaviemwcasceudieweaas 7,724,122 7,251,030 
Ba ee 19,719,496 21,191,291 

Two Months 
1938 1937 
Miles of road operated at close of month7. 234,880 235,749 
Revenues: 

EN sie-con6 disla ow nenanind Rdeerenwataes $ 416,703,028 $ 532,700,430 

Ee eee Pee 68,766,043 70,455,188 

MEGS. s0l0es JUVeicuenerewusesmecunns 15,084,085 15,261,914 

OO CE CEO TE 5,140,206 7,037,276 

All other operating revenues ........ 24,563,479 27,992,469 

Railway operating revenues....... $ 530,256,841 $ 653,447,277 
Expenses: 

Maintenance of way and structures.... 59,899,835 67,316,191 

Maintenance of equipment............. 113,065,731 132,744,090 

WE Glide wncintecewiedacessacanen end 17,267,374 16,950,166 

Transportation—Rail line ............ 228,881,187 246,683,287 

Transportation—Water line .......... 820,730 991,307 

Miscellaneous operations ............. 6,560,982 6,688,318 

CN i654 NRE NE cedwnkswedonaeneee 21,879,922 26,705,193 

Transportation for investment—Cr. ... 333,026 402,895 

Railway operating expenses....... $ 448,042,735 $ 497,675,657 
Net revenue from railway operations...... 82,214,106 155,771,620 
pas ae ree 56,249,553 56,492,408 

Railway operating income......... $ 25,964,553 $ 99,279,212 
Equipment rents—Dr. balance............ 15,118, 768 15,441,026 
Joint facility rent—Dr. balance............ 6,035,008 6,204,622 

Net railway operating income..... $ 4,810,777 $ 177,633,564 
Ratio of expenses to revenues (per cent).. 84.5 76.2 
Depreciation included in operating ex- 

WE a cdua des enidn) eeekawarecenuens 33,452,440 32,307,723 
SII. 6 ocnnecicwscinncaumeudsoneds 16,024,536 14,532,857 
Pe I atic ita wren sd ca nee eam ke ee 40,225,017 41,959,551 


7Represents an average of the mileage reported at the close of 


each month within the period. 
*Deficit or other reverse items. 


RAIL PENSION ACCOUNT 


Secretary Morgenthau has announced that the Treasury, as 
of February 23, had $70,000,000 in government securities in the 
railroad retirement account which has been created in con- 
nection with the payment of pensions to railroad employes. 
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REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railways, exclu- 
sive of switching and terminal companies, compiled from the 
reports of carriers by the Commission’s bureau of statistics for 
January, 1938, compared with those for January, 1937, follow: 


AGGREGATES 1938 1937 
1. Miles of road operated at close of 
month, freight service .............. 233,697 234,536 
2. Miles of road operated at close of 
month, passenger service ........... 174,745 176,629 
3. Number of revenue tons carried ..... 109,314,967 135,453,877 
4. Number of revenue tons carried one 
ON) 23,807,677 29,858,789 
5. Freight revenue (whole dollars) ...... $ 218,027,042 $ 268,105,728 
6. Number of revenue passengers carried: 
6-01. Commutation passengers ..... 21,969,771 21,989,246 
6-02. All other passengers .......... 19,415,567 19,997,367 
DPE oe ceUlchuin te kaeknickeeakerws 41,385,338 41,986,613 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers ...... 362,543,731 354,337,587 
7-02. All other passengers .......... 1,618,913,371 1,675,643,780 
FO OO ee errr ee 1,981,457,102  2,029,981,367 
8. Passenger revenue (whole dollars) : 
8-01. Commutation fares ............ $ 3,710,823 $ 3,650,981 
el eR oe ee $ 33,740,316 $ 33,761,285 
ap a a eee $ 37,451,139 $ 37,412,266 
9. Passenger service train revenue (whole 
eee cei in ie wane kee $ 49,436,798 $ 49,856,200 
2D; Peer TEMAS’ ......n.e.cccccsscece 35,224,386 35,881,890 
Le ee 150,824,516 153,246,088 
Averages 
FREIGHT TRAFFIC: 
12. Miles per revenue ton per road ... 217.8 220.4 
13. Revenue per ton-mile (cents) ...... 0.916c 0.898c¢ 
14. Revenue per ton per road (dollars) . $1.99 $1.98 
COMMUTATION PASSENGER TRAFFIC: 
15-01. Miles per passenger per road ...... 16.5 16.1 
16-01. Revenue per passenger-mile (cents) 1.02¢c 1.03¢ 
17-01. Revenue per passenger per road 
ee eer $0.17 $0.17 
ALL OTHER PASSENGER TRAFFIC: 
15-02. Miles per passenger per road ..... 83.4 83.8 
16-02. Revenue per passenger-mile (cents) 2.08¢ 2.01c 
17-02. Revenue per passenger per road 
ED ii ec wt ea sewn he a ube $1.74 $1.69 
TOTAL PASSENGER TRAFFIC: 
15-03. Miles per passenger per road ..... 47.9 48.3 
16-03. Revenue per passenger-mile (cents) 1.89¢ 1.84¢c 
17-03. Revenue per passenger per road 
[ED ResekebhaSksKbisneshe ese $0.90 $0.89 
18. Revenue passenger-miles per train- 
ee ee eet eee 56.3 56.6 
19. Revenue passenger-miles per car- 
DEE cc cceAubus env eksinseeceseoess 13.1 13.2 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended April 9 totaled 
521,978 cars—1,511, or three-tenths of one per cent, below the 
preceding week; 189,101, or 26.6 per cent, below the correspond- 
ing week in 1937; and 386,081, or 42.5 per cent, below the same 
week in 1930. Miscellaneous totaled 207,184; merchandise, 150,- 
613; coal, 91,130; grain and products, 28,781; live stock, 11,090; 
forest products, 22,502; ore, 6,177; coke, 4,501. 

Railroads the week ended April 2 loaded 523,489 cars of 
revenue freight (see Traffic World, April 9), according to the 
Association of American Railroads. 

All districts reported decreases compared with the corre- 
sponding weeks in 1937 and 1930. 


1938 1937 1930 
A et NEY nce sce vinta s see 2,256,423 2,714,449 3,347,717 
ee err 2,155,451 2,763,457 3,506,236 
ONO 65S bene su sacs chews 2,222,864 2,986,166 3,529,907 
Ee | Cee Tt er 523,489 721,229 885,324 
ME. Siiiee <xtmevb ere sa pseotess 7,158,227 9,185,301 11,269,184 


Revenue freight loading by districts the week ended April 


2 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,477 and 6,545; live 
stock, 1,113 and 1,146; coal, 17,199 and 27,400; coke, 1,118 and 2,512; 
froest products, 1,077 and 1,799; ore, 556 and 1,741; merchandise, L. C. 
L., 39,182 and 45,828; miscellaneous, 48,749 and 79,820; total, 1938, 115,- 
471; 1937, 166,791; 1936, 140,056. 

Allegheny district: Grain and grain products, 3,405 and 3,618; live 
stock, 911 and 749; coal, 19,962 and 29,847; coke, 1,778 and 5,104; forest 
products, 725 and 1,439; ore, 1,522 and 3,072; merchandise, L. C. L., 
26,272 and 31,735; miscellaneous, 45,775 and 78,390; total, 1938, 100,350; 
1937, 153,954; 1936, 122,824. 

Pocahontas district: Grain and grain products, 245 and 303; live 
stock, 65 and 72; coal, 16,946 and 25,639; coke, 199 and 533; forest 
products, 381 and 946; ore, 50 and 287; merchandise, L. C. L., 5,523 and 
5,919; miscellaneous, 5,103 and 7,195; total, 1938, 28,512; 1937, 40,894; 
1936, 40,364. 

Southern district: Grain and grain products, 2,769 and 2,422; live 
stock, 896 and 720; coal, 8,791 and 17,086; coke, 261 and 692; forest 
products, 7,664 and 12,253; ore, 538 and 985; merchandise, L. C. L., 
27,547 and 30,076; miscellaneous, 38,897 and 52,414; total, 1938, 87,363; 
1937, 116,648; 1936, 96,129. 

Northwestern district: Grain and grain products, 6,816 and 6,845; 
live stock, 2,022 and 1,920; coal, 3,073 and 4,975; coke, 433 and 1,716; 
forest products, 7,076 and 10,301; ore, 445 and 1,090; merchandise, L. 
Cc. L., 19,215 and 20,874; miscellaneous, 24,482 and 31,949; total, 1938, 
63,562; 1937, 79,670; 1936, 71,595. 

Central Western district: Grain and grain products, 8,416 and 
8,195; live stock, 4,814 and 5,022; coal, 6,149 and 10,141; coke, 99 and 
160; forest products, 4,360 and 6,580; ore, 1,814 and 5,289; merchandise, 
L. C. L., 25,086 and 26,873; miscellaneous, 35,278 and 45,815; total, 
1938, 86,016; 1937, 108,075; 1936, 90,016. 

Southwestern district: Grain and grain products, 3,443 and 3,755; 
live stock, 1,127 and 1,160; coal, 1,430 and 3,414; coke, 59 and 98; forest 
products, 2,531 and 5,104; ore, 253 and 432; merchandise, L. C. L., 


11,489 and 12,953; miscellaneous, 21,883 and 28,281; total, 1938, 42,215; 
1937, 55,197; 1936, 52,597. 


FACTS ABOUT THE RAILROADS 


“Claims resulting from robbery of freight paid by the rail- 
roads of the United States and Canada in 1937 were the small- 
est on record, averaging only 1.3 cents for each loaded car,” 
says the Association of American Railroads. 

“Purchases of fuel, material and supplies were made in 
every state last year by the railroads. 

“An average of 300,000 illegal train riders and other tres- 
passers were ejected monthly from railroad property in 1937. 

“Approximately 19,000 miles of road have been abandoned 
by the railroads since 1920. 


“Class I railroads expended approximately $44,500,000 for 
steel rail in the past year. 

“An average of 117 pounds of coal was required to haul 
1,000 tons of freight and equipment one mile on the railroads 
of the United States in 1937. 


“Approximately fifteen million tons of ice are used annually 
by the railroads.” , 


CHANGES IN DOCKET 
Hearings in MC 18168 and Sub. 1, assigned for April 14, at Lansing, 
Mich., were postponed to a date to be fixed. 


Hearing in Finince 11783, assigned for April 16, at Kansas City, 
Mo., before Examiner Sullivan, was canceled. 


Revenue Freight Car Loading—Week Ended Saturday April 2 


Grain and Live 
grain prod. stock Coal 
1938 31,571 10,948 73,550 
oo er 1937 31,683 10,789 118,502 
1936 29,919 11,557 98,977 
Preceding week March 26 ....... 1938 37,898 10,619 81,422 
Per cent increase over ........... 1937 1.5 
Per cent decrease under ......... 1937 4 37.9 
Per cent increase over ........... 1936 5.5 
Per cent decrease under ......... 1936 5.3 25.7 
1938 440,743 158,168 1,392,314 
Cumulative 13 weeks to April 2. J 1937 380,230 157,595 2,042,117 
| 1936 410,382 153,513 1,869,614 
Per cent increase over ........... 1937 15.9 4 
Per cent decrease under ......... 1937 31.8 
Per cent increase over ........... 1936 7.4 3.0 
Per cent decrease under ......... 1936 25.5 


Per cent to 15 year average, 67.9. 


Forest Mdse. 

Coke products Ore L.C.1. Miscellaneous Total 
3,947 23,814 5,178 154,314 220,167 523,489 
10,815 38,422 12,896 174,258 323,864 721,229 
6,541 28,590 5,950 162,385 269,662 613,581 
4,096 27,501 7,649 152,800 250,967 572,952 
63.5 38.0 59.8 11.4 32.0 27.4 
39.7 16.7 13.0 5.0 18.4 14.7 
72,842 339,638 93,128 1,907,998 2,753,396 7,158,227 
153,673 450,492 140,678 2,129,696 3,730,820 9,185,301 
115,564 367,768 75,881 1,952,922 3,027,948 7,973,592 
52.6 24.6 33.8 10.4 26.2 22.1 

22.7 

37.0 7.6 2.3 9.1 10.2 
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FOURTH SECTION AMENDMENT 


The Traffic World Washington Bureau 


“If I am any judge of what will happen, the bill will not 
pass,” said Chairman Wheeler, of the Senate interstate com- 
merce committee, as hearings on the Pettengill bill repealing 
the long-and-short-haul clause of the interstate commerce act 
were drawing to a close. 

The bill will be considered first by the committee in 
executive session after the conclusion of the hearings and, if 
the committee approves the bill, the measure will then go to 
the floor of the Senate. Opponents and their senatorial 
friends, it is expected, will do everything they can to delay 
action, if the bill reaches the Senate, and hope for an early 
adjournment of Congress to put the bill to sleep. 

Walter P. Levis, vice-president, retired, of the Clyde- 
Mallory Lines; J. E. McMahon, traffic manager of the Youngs- 
town (O.) Chamber of Commerce, and Ralph Emerson, legis- 
lative representative of the National Maritime Union, CIO 
affiliate, testified against the bill at the hearing April 8 after 
Johnston B. Campbell, for the Intermediate Rate Association, 
had made a “round-up” statement for the opposition. 

Hearings on the Pettengill bill were concluded April 12. 
Representative Pierce, of Oregon, was the last opposition wit- 
ness. Others who had been heard in opposition included August 
G. Gutheim, representing eight Great Lakes bulk carriers; J. 
Alex Crothers, general manager of the South Jersey Port Com- 
mission, Camden, N. J.; John A. Bliss, vice-president in charge 
of traffic of the St. Johns River Line Co., Jacksonville, Fla.; 
H. E. Manghum, for the Sacramento (Calif.) Chamber of 
Commerce; H. T. Hoopes, president of the Minnesota-Atlantic 
Transit Co.; and George J. Miller, executive secretary of the 
Missouri River Navigation Co. 

Mr. Hochstedler submitted for the record the same state- 
ment submitted by him for the record in the committee’s rail- 
road investigation with respect to the Chicago Association of 
Commerce and the bill (referred to elsewhere). 

J. M. Souby, of the Association of American Railroads, 
submitted “a brief of facts” in support of the bill by the Class 
I railroads. 

“It is the view of the railroads,” said the brief, “that they 
are being overregulated to an extent bordering on management, 
and that it is time they be released from some of these burden- 
some restrictions, of which the long-and-short haul clause as 
now interpreted and applied is one of the most unjust and 
unnecessary, both from the standpoint of the railroads and 
their employes and from that of producers who need this rail- 
road service at a price enabling them to use it.” 

The brief stated that the seven assumptions on which the 
opposition expended 22 days of testimony remained unproved 
and unprovable. These assumptions were stated as follows: 


(1) That as a result of this bill the Commission will lose control 
over rates made lower for the longer than for the shorter haul, leaving 
the railroads a ‘‘free hand’’ to make such rates without restraint. 
(2) That the railroads seek to destroy competing forms of transporta- 
tion. (3) That the railroads would make competitive rates which would 
be less than the cost of the service. (4) That losses would be made 
up by charging higher rates on other noncompetitive traffic. (5) The 
difficulty of shippers in keeping track of rates which would be pub- 
lished lower for longer than for shorter hauls. (6) That the railroads 
would recover little traffic in any *event and that there would be sub- 
stantially no increase in railroad employment. (7) That what the rail- 
roads propose would result in wasteful transportation. 


“The opposition discussed a wide range of subjects hav- 
ing no possible relation to the bill before the committee,” said 
the brief, “the obvious reason being to filibuster the bill to 
death in the committee and prevent its coming to a vote in the 
Senate. Fortunately, notwithstanding repeated denials of this 
plan, it was finally proved by a letter from one of the opposi- 
tion’s own witnesses. Consistent to the end, the witness denied 
it even when confronted by his own language. Nevertheless 
the original was later filed for the record, proving the charge 
correct.” 





The Farmer-Labor Association of Minnesota has adopted 
a resolution favoring the adoption of the Pettengill bill in 
order to give “middle-west manufacturers an opportunity to 
compete with eastern manufacturers for a fair share of the 
Pacific coast business on a properly related basis of rates.” 
The resolution is a reaffirmation of the position taken by the 
association two years ago. 

E. B. Curtis, traffic manager, Fullerton Lumber Company, 
Minneapolis, Minn., has sent a letter to the senators from Min- 
nesota, Wisconsin, Iowa, Missouri, Nebraska, North Dakota, 
South Dakota and Montana, in each of which states his com- 
pany operates yards and pays taxes, asking them to support 
the Pettengill bill. 

“The rails ask this help,” the letter says, “the President 
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suggests aid to the carriers, and here is a ready and reason- 
able way to accomplish the desired end. By recovering ton- 


nage in this way the emergency of even higher rates may be 
avoided.” 


PUBLIC INTEREST DEFINED 


The most important factor in the public interest, so far as 
transportation is concerned, is the patron, according to replies 
received by the Transportation Association of America to a 
questionnaire sent to nearly 30,000 leaders in industry, agricul- 
ture, finance, and transportation February 26 (see Traffic 
World, Feb. 26, p. 495). Other factors, according to an analysis 
of the replies prepared by the association, in the order of their 
importance, are: Orderly development in the United States; 
the investor; labor; management, and the national defense. 

In the opinion of 55.4 per cent of those replying to the 
questionnaire, competition in rates as among the railroads, and 
as between the railroads and other types of transportation has 
been carried to excess. A somewhat smaller majority, 52.1 per 
cent, said they thought competition in services had also been 
carried too far for the public welfare. 

In spite of the fact, however, that 47.9 per cent held to 
the opinion that there was no undue competition in rates, and 
47.9 that there was no undue competition in services and facili- 
ties, many of them agreed that they would be willing to see 
some of the present competition eliminated if that would aid 
in preserving private ownership. The affirmative vote on that 
question was 84.2 per cent of the total, the negative only 15.8 
per cent. 

Even more near unanimity was the vote against any pro- 
posal to consolidate the operations of all of the railroads of the 
country in one company. Only 8.6 per cent of those answering 
the questionnaire were in favor of such a proposal, as com- 
pared with 91.4 per cent voting against it. 

The final question on the questionnaire was: “To what 
extent do you believe consolidations of rail with air, or with 
water, or highways would be in the public interest?” 

Because of the manner in which the question was framed, 
tabulation of the votes was impossible. Most of those replying 
agreed that some kind of coordination was to be desired, some 
cf them mentioning specifically coordinations of services and 
the publishing of joint rates, but comparatively few though 
the time ripe for actual consolidations. A view frequently ex- 
pressed was that the railroads should first have the unhampered 
opportunity to consolidate among themselves before attempts 
were made to tie them up with other types of transportation. 
Others expressed the view that railroads should be permitted 
to own and operate truck, air and boat lines both as feeders to 
their rails and as extensions of their rail operations. 


CARLOAD FREIGHT SERVICE COSTS 


As figured by the Commission’s Bureau of Statistics the 
cost to Class I railroads of carrying a carload of freight of 
twenty-five tons for an average haul of 300 miles, excluding 
those roads having coal and ore as the bulk of their freight, 
was somewhere between $74.24 and $80.88 in 1936. In 1928 the 
comparable figures were $73.41 and $77.98. 

The figures mentioned are carried in a study, statement 
No. 3812, showing territorial variation in the cost of carload 
freight service on Class I roads in 1936. This study, issued as 
information, says a statement on its covering leaf, has not been 
formally considered or approved by the Commission. In notes 
preceding tables in the publication, the statement says the 
study brings to date a similar study of costs for 1928, pub- 
lished by the Commission in 1930. 

“It does not review factors other than cost which should 
be considered in the determination of freight rates,” says the 
statement in setting forth the purpose of the study. “The effect 
of considering such matters as competition and what the traffic 
will bear is not here considered.” 

Territorial cost comparisons, it is declared, involve sta- 
tistical problems so complex that no completely satisfactory 
results have been obtained. Some of the gaps in the statistical 
data which should be filled in order that relative costs might 
be more nearly determined with exactness are pointed out in 
the notes which precede the statistical tables. Among them 
are car-miles and gross ton-miles separated between through 
and way trains and between carload and _ less-than-carload 
freight services; switching locomotive hours separated between 
those utilized in assembling and distributing cars at origin and 
destination points, on the one hand, and those utilized for 
intermediate interchange between road trains of a single car- 
rier or those of two or more carriers, on the other hand. 

Figures are made on five plans. Those hereinbefore quoted 
are on the plan used in making the 1930 figures; that is, they 
cover Class I roads other than those on which the average 
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weight exceeds 40 ton-miles by the car-mile, the excluded 
roads being in general the coal and ore carrying roads. Under 
that plan, according to the Bureau of Statistics statement, the 
costs exclude all freight interchange expenses and those plat- 
form and clerical expenses applicable to less-than-carload 
freight service but include “the net passenger train deficiency, 
i. e., the deficiency below what is necessary to cover the rail- 
way operating expenses, taxes, rents and 5.75 per cent return 
on the passenger-train proportion of the investment.” The 
other four plans under which figures are shown also relate 
to Class I railroads. 

The study also shows a comparison of 1936 relative costs 
with those of 1933 and 1928. The 1933 figures are those pre- 
pared by J. Haden Alldredge for the Tennessee Valley Author- 
ity and published as House document No. 264 of the Seventy- 
Fifth Congress, first session, and entitled ‘“Interterritorial 
Freight Rate Problem of the United States.” The Alldredge 
figures used in the study are in percentages only on the gross 
ton-mile and loaded car-mile bases. 

The cost of $74.24 is figured on a gross ton-mile basis, 
twenty-five tons in a car, for a haul of 300 miles, used as the 
average haul. The cost of $80.88 is figured on a like car and 
haul on the loaded car-mile basis. 

As the various methods of figuring used gave fairly uni- 
form results, it might be convenient, said the study, to sum- 
marize relative figures shown in a table resulting from the 
different methods by averaging ten ratios, five on the gross 
ton-mile basis and five on the car-mile basis, including also 
the coal carrying roads in the Pocahontas region, using the 
United States average as 100, or base. That table gave the 
following as the percentage of cost in comparison with the 
base, in each of the regions and districts: 

Eastern district, 99.3; New England region, 132.1; Great 
Lakes region, 96.1; central region, 100.6. 

Southern district, 89.2; Pocahontas region, 73.3; southern 
region, 95.5. 

Western district, 106.7; northwestern region, 109.8; cen- 
tral western region, 107.9; southwestern region, 101.4. 

In the comparison of 1936 relative costs with those of 1935 
and 1928, the ratios of the last mentioned year were restated 
to give effect to apportionment between terminal and line-haul 
by individual railroads instead of by railway groups as in the 
1928 study. The restated figures differ, says the study, only 
slightly from the original figures. In that comparison the 
eastern district was taken as 100 or base. The figures, it has 
been pointed out by those who have considered the study, show 
little difference between the prosperous year, 1928, and the 
bad year, 1933, and the relatively good year, 1936. 

In the southern district in 1936 the gross ton-mile was 95.8 
and the car-mile was 92.3; in 1933 the figures were 96.2 and 
93.8, respectively; and in 1928 they were 99.3 and 98.7, re- 
spectively. 

In the western district, in 1936, the gross ton-mile was 
107.5 and car-inile 105.4; in 1933 the figures were 110.1 and 
107.8, respectively, and in 1928 the figures were 113 and 110.4, 
respectively. 


FREIGHT COMMODITY STATISTICS, 1937 


The Commission’s Bureau of Statistics has made a com- 
pilation of the freight commodity statistics of Class I steam 
railways for 1937, segregated, by groups of commodities, as to 
revenue freight originated, revenue freight terminated, total 
freight traffic (including duplications) and the resulting freight 
traffic revenue. 

The total freight revenue was $3,513,700,762. That figure 
covers both carload and less than carload traffic. The revenue 
from less than carload traffic totaled $262,485,622. 

The total number of tons of freight handled was 1,825,243,- 
449, of which 32,176,980 was in less than carloads. 

The total traffic handled (including duplications) totaled 
51,718,888 cars. 

The statistics were stated as to commodity groups or 
classes, the groups or classes consisting of products of agricul- 
ture; animals and products; products of mines; products of 
forests; manufactures and miscellaneous. The tonnage figures 
given include duplications. 

Products of agriculture furnished 164,138,091 tons and 
produced a revenue of $483,614,696. Articles in that group 
which produced $10,000,000 or more revenue, were wheat, $68,- 
757,310; corn, $26,782,016; oats, $10,990,465; barley and rye, 
$10,514,508; flour, wheat, $31,324,170; mill products, N. O. S., 
$19,379,098; cotton in bales, $21,060,604; oranges and grape- 
fruit, $37,100,988; apples, fresh, $12,311,764; bananas, $14,- 
371,794; grapes, fresh, $15,909,208; potatoes, other than sweet, 
$37,579,707; vegetables, fresh, N. O. S., $46,454,052; products 
of agriculture, N. O. S., $22,508,338. 

Animals and products furnished 30,221,761 tons and pro- 
duced a revenue of $154,714,140. Articles in that group which 
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produced $10,000,000 or more revenue were, cattle and calves, 
single deck, $34,114,745; fresh meats, N. O. S., $39,748,487. 

Products of mines furnished 978,656,222 tons and produced 
a revenue of $1,053,334,901. Articles in that group which pro- 
duced $10,000,000 or more revenue were, anthracite coal, $98,- 
856,663; bituminous coal, $634,292,743; coke, $26,204,085; iron 
ore, $89,878,111; ores and concentrates, $13,421,368; gravel and 
sand (other than glass or molding), $28,588,827; stone, broken, 
ground or crushed, $13,366,607; asphalt (natural by-product, or 
petroleum), $16,624,625; salt, $14,601,899; products of mines, 
N. O. S., $53,010,257. 

Products of forests furnished 110,974,947 tons and pro- 
duced a revenue of $221,890,782. Articles in that group which 
produced $10,000,000 or more revenue were, posts, poles, and 
piling, $15,130,896; pulpwood, $10,158,831; lumber, singles and 
a box, crate and cooperage materials, $13,- 


Manufactures and miscellaneous furnished 509,174,448 tons 
and produced a revenue of $1,367,660,621. Articles in that group 
which produced $10,000,000 or more revenue were, petroleum 
oils, refined, and all other gasolines, $169,278,364; fuel, road 
and petroleum residual oils, N. O. S., $43,302,708; lubricating 
oils and greases, $21,124,220; sugar (beet or cane), $23,654,- 
298; iron, pig, $11,828,891; iron and steel pipe and fittings, 
N. O. S., $38,559,703; iron and steel, rated fifth class in official 
classification, N. O. S. (also tin and terne plate), $135,733,465; 
machinery and boilers, $25,968,686; cement, natural or portland 
(building), $46,449,969; brick, N. O. S. and building tile, $15,- 
010,350; agricultural implements and parts, N. O. S., $10,530,- 
357; automobiles (passenger), $69,011,989; automobiles and 
auto trucks, K. D., and parts, N. O. S., $48,656,112; furniture, 
other than metal; $10,323,821; beverages, $27,597,585; fertili- 
zers, N. O. S., $27,772,374; newsprint paper, $15,208,146; print- 
ing paper, N. O. S., $10,805,725; canned food products, N. O. S., 
$39,652,827; scrap iron and scrap steel, $34,006,692; paper bags 
and wrapping paper, $11,397,346; paperboard, pulpboard and 
wallboard (paper), $15,497,807; glass, bottles, jars and jelly 
glasses, $13,730,537; and manufactures and miscellaneous, 
N. O. S., $336,428,402. 


GOVERNMENT OWNERSHIP BILL 


Senator Lundeen, Farmer-Labor member of Congress from 
Minnesota, has introduced in the Senate the railroad govern- 
ment ownership bill he introduced in the House in January, 
1936, when he was a member of the House. The Senate bill is 
S. 3808. The house bill was H. R. 10595 (see Traffic World, 
Feb. 1, 1936, p. 197). 

The Lundeen bill is virtually the same as the Wheeler 
government ownership bill which was drafted for the Montana 
senator by Coordinator Eastman and Leslie Craven, his coun- 
sel, in the spring of 1935. Senator Wheeler did not introduce 
the bill in the present Congress. He has said recently he was 
not in favor of government ownership of railroads. 

In a statement Senator Lundeen said nineteen of the 
twenty-one standard railroad brotherhoods had demanded gov- 
ernment ownership of railroads and quoted from a statement 
issued by the Railway Labor Executives’ Association several 
years ago demanding government ownership of railroads. The 
senator said he was acting on the demand of railroad labor 
and many other national labor organizations in introducing 
the bill, but it was admitted at his office that he was referring 
to the statement of Railway Labor Executives Association 
issued several years ago with respect to the position of rail- 
road labor (see Traffic World, June 22, 1935, p. 1199). The 
railroad unions, after carrying on a propaganda campaign for a 
— — the government ownership proposal they 

ad made. 


Senator Lundeen said he had for many years advocated 
government ownership of railroads. 

“Railroad labor’s demand for government ownership meets 
with my hearty approval and I have introduced this bill in 
accordance with labor’s demand,” said he. 

Representative Burdick, of North Dakota, has introduced 


H. R. 10219, identical with the Lundeen government owner- 
ship bill. 


SUSPENSION OF CONSOLIDATIONS, ETC. 


Representative Knutson, of Minnesota, in H. J. Res. 651, 
has proposed that Congress suspend the authority to the Com- 
mission to approve consolidations or unifications of railway 
properties “until such time as the Congress shall enact adequate 
legislation properly designed to protect the public interest in 
such consolidations or unifications and until Congress shall 
authorize the Commission to exercise the powers over consoli- 
dations or unifications heretofore or hereafter conferred upon 
the Commission.” 


CT IT 
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CALCULATING RATE INCREASES 


Editor The Traffic World: 

I was very much interested in the tables prepared by Mr. 
Morrow and Mr. Adams for calculating increases in freight 
rates, effective March 28, appearing on pages 787 and 788 of 
The Traffic World of April 2. 

In my opinion, these tables are very ingenious methods for 
calculating increases and I believe they would work effectively 
as far as first class rates are concerned. However, I do not 
think they would give the true rate in all cases if applied against 
class rates lower than first class if the old rate was used as a 
basis when rates are set up on a definite percentage relationship 
such as prescribed by the Commission in disposing of the east- 
ern rate case: 


1st Class—100% 
2nd Class— 85% 
3rd Class— 70% 
4th Class— 50% in Official Territory 
55% in Southern and Western Territory 


For example, previous to March 28, the class rates from 
Utica, N. Y., to Chicago, Ill., were as follows: 


1st Class—$1.29 
2nd Class—$1.10 
3rd Class—$ .90 
4th Class—$ .65 


If these calculating tables were applied against the above 
rates, the result would be as follows: 
ist Class—$1.42 
2nd Class—$1.21 
3rd Class—$ .99 
4th Class—$ .72 


The fourth class rate, I believe, would be a cent too high 
as—according to the Commission’s prescription in the eastern 
rate case—the fourth class rate should be 50 per cent of $1.42, 
or 71 cents. There would be many other similar cases which 
would bring the rates a cent too high if the calculating tables 
were applied against individual rates by classes. 

Our method for changing the rates was as follows: Where 
the old class rates were constructed on percentage relationship, 
a chart was prepared of the old first class or key rates and 
the corresponding new rates, including the 10 per cent increase. 
This raised all the first class rates 10 per cent, and we then 
observed the prescribed class relationship. 

Our rates, revised under this method, seem to agree with 
supplement tariffs issued by the tariff publishing agencies and 
in particular W. S. Curlett’s special supplement to I. C. C. 
No. A-330 to 341, inc. 

We are attaching copy of our charts showing the 10 per 
cent increase on first class rates, and also a specimen chart 
showing the class relationship used in figuring our various 
rates under first class: 

Official Southern Official 
Classi- and Western Classi- 
Official, Southern, Western Classification fication Classification fication 


1st Class 3rd Class 
or 100% 2nd Class or R25 ——_4th Class———, Rule 26 
Key Rate or 85% or 70% or 50% 55% or 55% 
a eer 68 56 40 44 44 
. re 69 57 41 45 45 
BN gia Giese we Korat 70 57 41 45 45 
eee ae 71 58 42 46 46 
eran se 71 59 42 46 46 
Be irk Stata SiGe 72 60 43 47 47 
OO oe oe eas Bag 73 60 43 47 47 
ares: 74 61 44 48 48 
er Assn baeeoenecean 75 62 44 48 48 
ere ree 76 62 45 49 49 
I ae aie 77 63 45 50 50 
eae re 17 64 46 50 50 
re ee 78 64 46 51 51 
ih nt, Oita aca eete 79 65 47 51 51 
Renee ace 80 66 47 52 52 
(Peer eer 81 67 48 52 52 
DP Sac ecuvacmer eee 82 67 48 53 53 
Dy 6Usereredaanka 82 68 49 53 53 
Oey Commnret 83 69 49 54 54 
OR ican hag ale a 84 69 50 54 54 
BN AK wrinckin wales dines 85 70 50 55 55 
BR fete cat eat 86 71 51 56 56 
UE ad Oak ite a hee 87 71 51 56 56 
none be wanna 88 72 52 57 57 
BS S65 hen a Ws ria ea 88 73 52 57 57 
Be aban cdsons Rhacigloeeea 89 74 53 58 58 
A i a nk wee antes 90 74 53 58 58 
BNE. GSinictnncatreoon 91 75 54 59 59 
BE h55 Fadce vn wcens 92 76 54 59 59 
109 93 76 55 60 60 
Bn beesan ee wae eee 94 77 55 61 61 
OED cic bans aanhca ae 94 78 56 61 61 
eee 95 78 56 62 62 
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Official Southern Official 
Classi- and Western Classi- 
Official, Southern, Western Classification fication Classification fication 


1st Class 3rd Class 

or 100% 2nd Class or R25 —4 th Class——_, Rule 26 
Key Rate or 85% or 70% or 50% 55% or 55% 
MO sine ow sav andes 96 79 57 62 62 
SE ee 97 80 57 63 63 
RIN Ni basavot a ar xi chacurch Were 98 81 58 63 63 
ON rise Wis ae tone shew we 99 81 58 64 64 
eee 99 82 59 64 64 
ee nee 100 83 59 65 65 
BR duitemiutss- wakes 101 83 60 65 65 
NE acts derek os ecees 102 84 60 66 66 
BND Gio a lacs as one-car Ge 103 85 61 67 67 
Se ere 104 85 61 67 67 
NE i winare ashe wee 105 86 62 68 68 
WEE s ciation d onceeeee 105 87 62 68 68 
BN ode cndaeneerak 106 88 63 69 69 
Me gis Giaiereite ba ewerae 107 88 63 69 69 
BE Siaeedes Vea aweys 108 89 64 70 70 
WP Se acicusios? exams 109 90 64 70 70 
TRUE ii68 wea dorace ae ee 110 90 65 71 71 


Showing 10% increase authorized March 8, 1938, by I. C. C. Decis- 
ion exparte No. 123. 


When When When When When 

old New old New old New old New old New 
key key key key key key key key key key 
rate rate rate rate rate rate rate rate rate rate 

was is was is was is was is was is 
37 41 104 114 171 188 238 262 305 336 
38 42 105 116 172 189 239 263 306 6337 
39 43 106 117 173 190 240 264 307 338 
40 44 107 118 174 191 241 265 308 339 
41 45 108 119 175 193 242 266 309 340 
42 46 109 120 176 194 243 267 310 341 
43 47 110 121 177 195 244 268 311 342 
44 48 111 122 178 196 245 270 312 343 
45 50 12 33 179 197 246 271 313 344 
46 51 113 +=124 180 198 247 272 314 345 
47 52 114 125 181 199 248 273 315 347 
48 53 115 127 182 200 249 274 316 348 
49 54 116 128 183 201 250 275 317 349 
50 55 117 «24129 184 202 251 276 318 350 
51 56 118 §=9130 185 204 232 277 319 351 
52 57 119 131 186 205 253 278 320 352 
53 58 120 132 187 206 254 279 321 353 
54 59 121 133 188 207 255 281 322 354 
55 61 122 134 189 208 256 282 323 355 
56 62 123 135 190 209 257 283 324 356 
57 63 124 136 191 210 258 284 325 358 
58 64 125 138 192 2 259 285 326 359 
59 65 126 139 193 212 260 286 327 360 
60 66 127 140 194 213 261 287 328 361 
61 67 128 «141 195 215 262 288 329 362 
62 68 129 142 196 216 263 289 330 8363 
63 69 130 143 19% 217 264 290 331 364 
64 70 131 144 198 218 265 292 332 365 
65 72 132 145 199 219 266 293 333 366 
66 73 133 146 200 220 267 294 334 367 
67 74 134 147 201 221 268 295 335 369 
68 75 135 149 202 222 269 296 336 370 
69 76 136 150 203 223 270 297 337 = 371 
70 77 yy | 204 224 271 298 338 372 
71 78 138 152 205 226 272 299 339 373 
72 79 139 153 206 227 273 «8©300 340 374 
73 80 140 154 207 228 274 #8301 341 375 
74 81 141 155 208 229 275 303 342 376 
75 83 142 156 209 230 276 304 343 9377 
76 84 143 157 210 231 277 38305 344 378 
77 85 144 158 211 232 278 306 345 380 
78 86 145 160 212 233 279 307 346 86381 
79 87 146 161 213 234 280 308 347 382 
80 88 147 162 214 235 281 309 348 383 
81 89 148 163 215 237 282 310 349 384 
82 90 149 164 216 238 283 8=«311 350 385 
83 91 150 165 217 239 284 312 351 386 
84 92 151 166 218 240 285 314 352 387 
85 94 152 167 219 241 286 8315 353 =. 388 
86 95 153 168 220 242 287 #8316 354 389 
87 96 154 169 221 243 288 317 355 391 
88 97 155 171 222 244 289 #89318 356 392 
89 98 156 172 223 245 290 319 357 393 
90 99 Ist. Ts 224 246 291 320 358 394 
91 100 158 174 225 248 292 «321 359 395 
92 101 159 175 226 249 293 322 360 396 
93 102 160 176 227 250 294 323 361 397 
94 103 164 177 228 #251 295 325 362 398 
95 105 162 178 229 +=252 296 326 363 399 
96 106 163 179 230 253 297 327 364 400 
97 107 164 180 231 254 298 328 365 402 
98 108 165 182 232 255 299 329 366 403 
99 109 166 183 233 256 300 330 367 404 
100 110 167 184 234 257 301 331 368 405 
101 111 168 185 235 259 302 332 369 406 
102 112 169 186 236 260 303 §=333 370 407 


103 113 170 187 237 =. 261 304 334 371 408 
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When When When When When 
old New old New old New old New old New 
key key key key key key key key key key 
rate rate rate rate rate rate rate rate rate rate 
was is was is was is was is was is 
372 409 413 454 454 499 495 545 536 590 
373 410 414 455 455 501 496 546 537 591 
374 411 415 457 456 502 497 547 538 592 
375 413 416 458 457 503 498 548 539 593 
376 415 417 459 458 504 499 549 540 594 
377 415 418 460 459 505 500 550 541 595 
378 416 419 461 460 506 501 551 542 596 
379 417 420 462 461 507 502 552 543 597 
380 418 421 463 462 508 503 553 544 598 
381 419 422 464 463 509 504 554 545 600 
382 420 423 465 464 510 505 556 546 601 
383 421 424 466 465 512 506 557 547 602 
384 422 425 468 466 513 507 558 548 603 
385 424 426 469 467 514 508 559 549 604 
386 425 427 470 468 515 509 560 550 605 
387 426 428 471 469 516 510 561 551 606 
388 427 429 472 470 517 511 562 552 607 
389 428 430 473 471 518 512 563 553 +608 
390 429 431 474 472 519 513 564 554 609 
391 430 432 475 473 520 514 565 555 611 
392 431 433 476 474 521 515 567 556 612 
393 432 434 477 475 523 516 568 557 +613 
394 433 435 479 376 524 517 569 558 614 
395 435 436 480 477 525 518 570 559 615 
396 436 437 481 478 526 519 571 560 616 
397 437 438 482 479 527 520 572 561 617 
398 438 439 483 480 528 521 573 562 618 
399 439 440 484 481 529 522 574 563 619 
400 440 441 485 482 530 523 575 564 620 
401 441 442 486 483 531 524 576 565 622 
402 442 443 487 484 532 525 578 566 623 
403 443 444 488 485 534 526 579 567 624 
404 444 445 490 486 535 527 580 568 625 
405 446 446 491 487 536 528 581 569 626 
406 447 447 492 488 537 529 582 570 627 
407 448 448 493 489 538 530 583 571 628 
408 449 449 494 490 539 531 584 572 629 
409 450 450 495 491 540 532 585 573 630 
410 451 451 496 492 541 533 586 574 631 
411 452 452 497 493 542 534 587 575 633 
412 453 453 498 494 543 535 589 


E. J. Dixon, Division of Transportation, Oneida, Ltd. 
Oneida, N. Y., April 8, 1938. 


CHARGES ON TANK CAR SHIPMENTS 


Editor The Traffic World: 

As a subscriber to The Traffic World and an interested 
observer in the present Commission proceedings in Docket 
27682, attacking the present practice of assessing charges for 
transportation on gasoline and other kindred commodities 
shipped in tank cars on the basis of an estimated weight of 
6.6 pounds per gallon, I note that no thoughts have apparently 
been advanced in the testimony as to what would constitute 
a fair method of assessment of charge on such commodities. 

It occurs to me that, perhaps, the most practical—certainly 
the more accurate—method of test would be that of the specific 
gravity of the shipped substance at the origin point, properly 
certified. 

It is a well known chemical constant that water distilled 
—at a barometric pressure of 30 inches (60 deg. F.)—weighs 
8.3389 pounds per gallon. Therefore, is it not to be assumed, 
and rightly, that a substance at origin with a properly certified 
specific gravity of .737 would weigh 6.14 pounds per gallon? 

By a series of properly conducted test shipments, it would 
be very easy to verify such finding through the means of scale 
weights, but such proceeding should not be necessary, as the 
constant of water as 1.00 at 8.3389 pounds per gallon is gen- 
erally accepted. 

Would this suggestion not clear some of the cloud of 
doubt surrounding the correct method of assessing freight trans- 
portation charges on such products in tank cars? It is ap- 
parent that no two differently refined products of the same 
nature would weigh the same per gallon, especially in the 
petroleum field, owing therein to the many ramifications of 
the “cracking” process of the crude material. 

Peoria, Ill., April 9, 1938. Wesley A. Rogers. 


PICK-UP IN PENNSYLVANIA 

The Pennsylvania Public Utility Commission disagrees 
with the federal body as to the status of the Railway Express 
Agency in the performance of pick-up and delivery for the rail- 
roads. The federal body has held that when the Railway Ex- 
press Agency performs that service for a railroad, it is acting 
as agent for the railroad and to that extent is engaged in 
common carriage as a railroad. 

The Pennsylvania commission, after an investigation on its 
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own motion into the practices of the Railway Express Agency, 
ordered it to discontinue intrastate collection and delivery 
service until it had obtained authority from the regulating 
body for such service. The Pennsylvania body held that the 
express company’s certificate authorizing it to engage in, con- 
duct and to carry on the express transportation business in 
Pennsylvania, did not include authority to perform pick-up and 
delivery service. 

In the argument of the matter, the express company con- 
tended that the pick-up and delivery service for railroads was 
merely incidental and supplemental to its regular express 
service and that an agency relationship existed between it and 
the railroads not subject to the Pennsylvania body’s jurisdic- 
tion. The Pennsylvania commission said that that contention 
was untenable. It said that “a carrier who is an independent 
contractor and whose independence is so complete as to become 
a carrier in its own right, engaging, let us assume, in common 
carriage, is subject to the commission’s regulation; a common 
carrier does not cease to be such merely because the services 
it renders to the public are performed as agent for another.” 

According to the Pennsylvania commission, the federal 
Commission’s decision in the Scott Brothers, Inc., case deter- 
mining that pick-up and delivery service by motor carrier was 
common carriage by railroad rather than carriage by motor 
vehicle, had no bearing in this case because the federal act’s 
provisions differed from the provisions and requirements of 
the Pennsylvania law. 


ICING OF BEER 


Representatives of brewing interests in the middle west 
appeared before Examiner F. L. Sharp and J. C. Swinney, of 
the Commission’s bureau of accounting, at Chicago, April 12, 
to tell why the railroads should not be permitted to set up 
charges for icing services or for the hauling of ice in cars of 
beer. The case under hearing, Docket 20769, charges for pro- 
tective service to perishable freight, had been reopened as an 
aftermath of the order of the federal court enjoining the en- 
forcement of the Commission’s original order in that case (215 
I. C. C. 684) under which the railroads had filed icing charges 
on a number of commodities that had theretofore carried no 
such charges. In accordance with the court order (see Traffic 
World, Sept. 12, 1936, p. 478) the tariffs were cancelled. 

Icing of beer did not figure in the original order in the 
case or in the court order because, at the time the issues were 
originally heard, beer was an outlawed commodity. The Com- 
mission, therefore, reopened the proceedings for the purpose 
of taking testimony on beer as well as on cocoanuts and a few 
other commodities also omitted from the earlier considerations. 

At the April 12 hearing a number of brewery traffic men 
testified as to the practices in the icing of draft beer, substan- 
tially the same, they testified, at all breweries. The ice was 
purchased and put in the car by brewery employes when the 
beer was loaded, they said, and was always provided in suf- 
ficient quantity to carry the beer safely to its destination. 
Claims for damage on that traffic were unknown, they agreed. 

It was also alleged that the existing rates on beer had 
been originally made with the accompanying ice in mind and 
that there was therefore no justification on the part of the 
carriers to attempt to get additional revenue by assessing a 
charge on the ice in the cars. 

There were objections on the part of railroad attorneys 
to attempts by brewery witnesses to place in the record rules 
covering icing charges from the classifications and from other 
tariffs, the position of the witnesses being that these rules 
specifically exempted shipments where ice was furnished and 
loaded by shippers. The railroad position was that those rules 
ought to be read in connection with other parts of the classi- 
fications and tariffs cited and they asked the examiner to rule 
that the brewery men enter the entire documents in the record. 
The motion was taken under advisement. 


ROCK ISLAND ABANDONMENT 

The Commission, by division 4, in Finance No. 11785, 
Chicago, Rock Island & Pacific trustees abandonment, has 
authorized the carrier mentioned to abandon a branch extending 
from Evans to Knoxville, Ia., a distance of 20.4 miles. Aban- 
donment was opposed by the Iowa commission on behalf of local 
interests. The line was built in 1876 to serve an agricultural 
district and coal deposits in Marion county, Ia. The salvage 
value of the branch is estimated at $104,427 and the cost of 
removal at $32,340. 


COLLEGE OF ADVANCED TRAFFIC REGULATION 


Graduating exercises of the College of Advanced Traffic, 
Chicago, will be held at the Hotel Sherman April 23. A class 
of 59 will receive diplomas. George A. Rautenberg, president 
of the college, will preside. A dinner dance will follow the 
ceremonies. 


-—_ 
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OUTSTANDING ORDERS VACATED 


The Commission in furtherance of its plan to rid its records 
of orders requiring the maintenance of rates prescribed in 
various cases, because the rates have become embedded in the 
rate structure, has issued orders of vacation in three groups 
of such cases. 

One order covers a list of cases headed by No. 6030, 
Spartanburg Chamber of Commerce vs. Southern et al., 34 
I. C. C. 484 and 59 I. C. C. 346. Answers to the show cause 
order covering that list were made in respect of No. 10690, 
Philip Carey Manufacturing Co. vs. Director General et al., 59 
I. C. C. 640, and No. 10739, Central Iron and Steel Co. vs. 
Pennsylvania et al., 59 I. C. C. 385. Those who made answer in 
those cases asked that the orders be allowed to stand without 
modification. The Commission in announcing the vacation of 
outstanding orders in that list, said that it had denied the 
prayers for retention of the orders in the two cases mentioned. 

In a list headed by No. 5899, Mobile Chamber of Commerce 
et al. vs. Mobile & Ohio et al., 32 I. C. C. 272 and 57 I. C. C. 554, 
the Commission announced that it had denied the prayer for 
hearing in respect of No. 10461, Peerless Coal Co. of Illinois vs. 
A. ¥.. & S. F. et al, 37 L. C. C. 274. and 63:1. C. C. 335, and a 
sub-number thereunder, Jones & Adam Coal Co. vs. Same, 57 
i. C. C 24, and GL c..C. Sas. 

In a third list headed by No. 4181, Tionesta Valley Railway 
Co., Second Industrial Railways Case, 62 I. C. C. 473, the Com- 
mission announced that it had denied a petition in No. 11283, 
Miami Copper Co. vs. Director General et al., 62 I. C. C. 35, 
that its show cause order be vacated. 

The Commission has issued a show cause order with respect 
to orders in a list of cases headed by No.4181, Second Industrial 
Railway Case, Lake Erie & Fort Wayne Railroad Co. et al., 
63 I. C. C. 122, and 78 I. C. C. 475. The parties interested are 
to show cause not later than May 13 why the outstanding orders 
should not be vacated so far as they require continuance of 
the rates, etc., prescribed therein. Answers therein may be 
made not later than June 2. 

Another list of old cases headed by I. and S. No. 1303, 
rates to, from and between points south of the Ohio River, 
including the Mississippi Valley, 64 I. C. C. 107, 306 and 395, 
has been made the subject of a show cause order why the con- 
tinuance part of the outstanding orders should not be vacated. 
Those interested are required to show cause not later than May 
14, why the orders should not be vacated. Replies to the rep- 
resentations in favor of the maintenance of the orders may be 
made not later than June 3. 


INCREASED FREIGHT RATES 
The Traffic World Washington Bureau 


Necessity for the reissue of practically every freight tariff 
arising out of the increases permitted in Ex Parte 115 and 
123, has turned renewed attention to the simplification of tariffs. 
The Association of American Railroads has reorganized its 
committee dealing with simplification. It is hereafter to be 
known as the committee on freight tariffs. 

A special meeting of that committee is to be held at the 
Lincoln Hotel, New York City, April 26, to consider the reissue 
of Ex Parte 115 and 123 tariffs. The tariffs must be reissued 
in either six, nine or twelve months and in eastern territory 
the extra supplements must be dealt with within 90 days. 

In a letter announcing reorganization of the committee, 
W. J. Kelly, its chairman, has suggested to the chairmen of 
district committees that they notify the members of their com- 
mittees of the meeting and request them to submit to him 
precise and concrete suggestions as to improvements which 
may be made in freight tariffs and the method of stating rates 
in the reissues now in contemplation, so they will reach him 
not later than April 23. Mr. Kelly desires particular atten- 
tion be given to possible consolidation of the separate railroad 
tariffs and to agency tariffs, or the breaking up of present 
agency tariffs into separate agency tariffs on particular com- 
modities, or whether shippers would prefer that some of the 
agency tariffs be broken into separate tariffs to be published 
by individual railroads. He said he was sure the committee 
would welcome suggestions from shippers to the end that when 
these tariffs were reissued they would be in a form satisfac- 
tory to the shipping public generally. 

E. F. Lacey, executive secretary of the National Industrial 
Traffic League, has suggested to its members that they give 
prompt attention to this phase of tariff simplification, suggest- 
ing that interested members address replies to the Kelly invi- 
tation directly to H. A. Hollopeter, chairman of the League’s 
committee on rate construction and tariffs, at Indianapolis, with 
a copy to the executive secretary. Mr. Lacey urged League 
members to have their replies in Mr. Hollopeter’s hands not 
later than April 20. He said replies might also be sent di- 
rectly to Mr. Kelly with copies to him and Mr. Hollopeter. 
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W. A. Powers, chief of the tariff section of the Commis- 
sion’s Bureau of Traffic and the tariff representatives of the 
railroads have had a number of consultations with a view to 
bringing about uniformity in the preparation of tariffs incor- 
porating the rates resulting from the Commission’s decision 
in Ex Parte 123 in the reissued supplements. As that work 
was preliminarily treated, there was promise of great variety 
in efforts to connect the reissues with prior supplements, 
including the connecting link supplements whereby Ex Parte 
123 increases were put into effect March 28 and later dates. 

It was finally agreed that the reissued supplements should 
be published as if they were new publications, without refer- 
ence to the connecting link supplements, the rates shown being 
those that resulted from the use of the master tariff and the 
connecting link supplements. Each rate is to be symbolized 
to show that it makes no change in the existing charge. 

To the end that no one will use the connecting link supple- 
ment to inflate rates as stated in the reissues, the covering 
page of each supplement is to contain a statement to the effect 
that the supplement is not subject to the master tariff or con- 
necting link supplement—in other words that the reissue was 
pe! last and complete word on what the rate was at the time 
of issue. 

The National Association of Railroad and Utilities Com- 
missioners, in a bulletin issued by John E. Benton, general 
solicitor, said that the Tennessee commission had allowed Ex 
Parte 123 increases on one day’s notice, effective March 28, 
except that on wood—acid or pulp, the increase was five cents, 
and except that no increase was allowed on phosphate rock 
and clay, carloads, from Graysville to Chattanooga, and on 
specific commodity rates on sand, gravel or crushed stone, 
carloads, where they were published to meet truck or road- 
side competition. According to the bulletin, the Virginia com- 
mission allowed the increases on March 29, except those in- 
cluding accessorial services other than protective service 
against heat or cold, to become effective April 15. Also ex- 
cepted from the increases were rates on agricultural lime and 
ground limestone for acid soil treatment and agricultural lime- 
stone. Also, according to the bulletin, the commission stated 
that by order an increase of 20 cents a ton was allowed in the 
rates on land plaster, and that no further increase in that 
rate would be allowed; and on agricultural commodities, the 
increases permitted were not to exceed 5 per cent, whether 
the rates were any-quantity, carload or less-than-carload. 


PULLMAN FARES INCREASE 
The Traffic World Washington Bureau 


Taking of testimony in Ex Parte 125, Pullman fares and 
charges, 1937, was completed April 9 in Washington before 
members of division: 7, the division in administrative charge 
of the proceedings brought by carriers with a view to obtain- 
ing greater revenues by increases in rates and charges, freight 
and passenger. 

In closing the hearing Commissioner Aitchison said that 
the Pullman brief might be filed in thirty days and answers 
thereto fifteen days thereafter. Oral argument, he said, would 
be allowed. 

Supplementary data and testimony were submitted by E. P. 
Burke, passenger traffic manager; L. S. Taylor, a vice-president; 
H. R. Holgren, comptroller, and D. A. Crawfordy-Dresident df, 
the company. John E. Benton, general solicitor of, Natio al, ’ 
Association of Railroad and Utilities Co ers, cros - 


amined the witnesses. P S) 
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on a basis lower than 7.2 mills, the/gemeral answe 
to questions asked at the Chicago h¢éaging lst cae TY po; SUCHpe 
fares, shown in a statement submifted by rk revail’ 
between points of heavy travel, such as Ne Chiegge: 
Chicago and Pittsburgh; and Cleveland N York. 13 
Burke said that such fares were} hi , being b n 
charges established by companies \t ad been ver 


through the years by the Pullman C urke 
analyzed the traffic for two days overe vy travel 
routes where the fares were below the baSiS of 7.2 mills and 
said that those eleven routes accounted for 35.81 per cent of 
the revenue over 142 routes. The revenue, he said, was 10.77 
of the total standard car business in the two days of the test. 

Mr. Taylor, testifying as to the effect of the recession on 
the Pullman business, said the net income of the company in 
the first quarter of 1938 was $661,929, compared with $1,727,233 
in the first three months of last year. No allowance for the 
recession having been made, Mr. Taylor said that additional 
revenue was more necessary now than when the application 
for a ten per cent increase was filed. 

Answering questions by Mr. Benton, Mr. Taylor said wage 
increases that became effective in August and October last 
amounted to $3,345,000. He agreed with Mr. Benton that the 
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increases in wages were considerably more than one-half of 
the increase in revenue sought by the company. The wage 
increases, he added, did not take into consideration tips re- 
ceived by porters. Porters’ wages, he said, had been increased 
250 per cent in the past twenty years—more than those of 
any other class of employes. Mr. Taylor said he had no in- 
formation as to the amount of tips received by porters. As 
to anti-tipping statutes, he said that most of them had been 
repealed. 

Mr. Holmgren said the company had been able to make 
very little reduction in its forces in the face of the recession; 
that when a car was sent out that it had to be prepared to 
handle the business whether that consisted of one or a car 
load of passengers. 

Mr. Crawford also said the company did not know the 
amount of the tips received by porters and referred to the 
reticence of porters on that matter as a “conspiracy of silence.” 
In answer to questions by Mr. Benton, Mr. Crawford explained 
the tie-up between the Pullman Co. and the Pullman-Standard 
Car Manufacturing Co. That company, he said, built cars for 
the Pullman Co. on a cost plus ten per cent basis, the latter 
having placed a limit on the overhead factor in ascertaining 
costs. In the depression years, Mr. Crawford said, the Pull- 
man Co. earned only 2.19 per cent, while the car company 
earned six per cent on its commercial business. In answer 
to a question by Commissioner Aitchison Mr. Crawford said 
he knew of no reason why the sub-standard fares on the lines 
of heavy travel should not be increased except that the body 
of travel had become accustomed to the present rates. : 

Commissioner Porter wanted to know if an increase in 
those fares could not be explained as being for the removal 
of discrimination. Mr. Crawford expressed the opinion that 
it would be question of opinion as to how much heat would 
be engendered by such a move. 

Commissioner Aitchison wanted to know whether the Pull- 
man Co. had had any heat turned on it to leave things as they 
were. In answer to that Mr. Crawford referred to what he 
called uproars when the company had proposed to make minor 
changes. Yet, he added, he knew of no operating reason why 
the New York-Chicago basis should not be changed. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 4480, the Commission has suspended from 
April 11 until November 11, schedules in supplements Nos. 22 
and 24 to the New York, New Haven & Hartford I. C. C. No. 
F3477. The suspended schedules propose to reduce the rate 
on petroleum products, in tank cars, from the Providence, R. 
I., district to North Attleboro and Plainville, Mass., from 5.5 
cents to 4.5 cents per 100 pounds, to meet motor truck com- 
petition. 

In I. and S. No. 4481, the Commission has suspended from 
April 10 until November 10, schedules in supplements 5, 3 and 
4 to Pennsylvania I. C. C. Nos. 1524, 1525 and 1526, respec- 
tively. The suspended schedules propose to extend the time 
limit for the storage in transit of cocoa beans, in carloads, at 
points on the Pennsylvania railroad in the New York Harbor 
district, from twelve months to twenty-four months. 

In I. and S. Docket No. M-331, the Commission has sus- 
pended from April 11 until July 10, the operation of all sched- 
ules as published in supplement No. 47 to Tariff MF I. C. C. 
No. 1 of Alternate Agent B. E. Peterson. The suspended sched- 
ules propose to establish reduced class rates between St. 
Joseph, Mo., on the one hand, and various points in Nebraska, 
on the other hand. The following is illustrative: 


Class rates in cents per 100 pounds from St. Joseph, Mo., to Lin- 
coln, Neb.: 


1 2 3 4 
CC OT 96 81 67 53 
a ee eee 86 73 61 47 


In I. and S. No. 4479, the Commission has suspended from 
April 11 until November 11, the operation of certain schedules 
as published in supplement No. 45 to Erie I. C. C. No. 19451; 
supplement No. 22 to the Delaware, Lackawanna & Western 
tariff I. C. C. No. 23627; and tariffs of various other lines serv- 
ing the New York district. The suspended schedules propose 
to establish new rules which provide that on carload shipments 
of dairy products, meats and certain other articles entitled to 
free lighterage delivery in New York Harbor, the carriers will, 
on request, make delivery on public team tracks at certain 
terminals adjacent to New York City of all or part of the 
carload without extra charge; and that where a part of the 
carload is delivered on public team tracks at such terminals, 


The Traffic World 





Vol. LXI, No. 16 


the balance will be entitled to one free lighterage delivery in 
New York Harbor. 

In I. and S. No. M-330, the Commission has suspended from 
April 11 until July 10, the operation of certain schedules as 
published in supplement No. 1 to Agent D. T. Waring’s tariff 
MF I. C. C. No. 136. The suspended schedules propose a re- 
duced commodity rate on candy and confectionery, including 
chocolate, cocoa chocolate syrup, chocolate products, excluding 
hollow chocolate, minimum weight 20,000 pounds, from Hershey, 
Pa., to Baltimore, Md. An example of what is proposed is a 
reduction in a present rate of 20 cents to 12 cents. 

In I. and S. M-332 the Commission has suspended from 
April 12 until July 11 the operation of certain schedules as 
published in supplement 2 to Tariff MF-I. C. C. 2 of A. R. 
Fowler, agent. The suspended schedules propose to establish 
commodity rates resulting in reductions in rates on beverages, 
viz.: ale, beer, carbonated soft drinks, or mineral water, or 
root beer, from Minneapolis or St. Paul, Minn., to Fargo, N. D. 
The following is illustrative: , 

Beverages, viz.: ale, beer, carbonated soft drinks, etc., in 
cents a 100 pounds: 


From Minneapolis or St. Paul, Minn., to Fargo, N. D. Minimum 
weight 5,000 pounds, 39; 10,000 pounds, 30; 15,000 pounds, 26; being 


proposed rates. Less truckload, 52; 6,000 pounds, 42; being present 
rates. 


In I. and S. No. 4482, the Commission has suspended from 
April 13 until November 13 the operation of certain schedules 
as published in supplements Nos. 25 and 27 to Louisville and 
Nashville Railroad Co.’s tariff I. C. C. No. A-16242, supplement 
No. 14 to St. Louis-San Francisco Railway Co.’s tariff I. C. C. 
No. 10411, and supplements Nos. 37 and 38 to Southern Rail- 
way Co. tariff I. C. C. No. A-10572. The suspended schedules 
propose to reduce the rates on coal, carloads, for bunkerage 
purposes, from mines in Alabama on the L. & N., St. L.-S. F. 
and Southern to Gulfport, Miss., Mobile, Ala.. New Orleans and 
Port Chalmette, La., and Pensacola, Fla. The following is illus- 
trative, rates in cents a ton of 2,000 pounds: 


To Mobile, Ala., present 156, proposed 125; New Orleans, 
present 191, proposed 160. 


In I. and S. No. M-333, the Commission has suspended 
from April 14, until July 13, the operation of certain schedules 
as published in tariff MF-I. C. C. No. 2 H. Kemp, Queens, 
N. Y. The suspended schedules propose to establish for the 
first time a commodity rate of 25 cents on salad dressing and 
vinegar between New York, N. Y. and Philadelphia, Pa. The 
carrier has no present class or commodity rates on those ar- 
ticles from and to the points involved. 

In I. and S. M-334, the Commission has suspended from 
April 15 until July 14 the operation of certain schedules as 
published in supplement 1 to Tariff MF-I. C. C. 1 of H. R. 
Nielsen, agent. The suspended schedules propose to establish 
commodity rates resulting in reductions in rates on grain prod- 
ucts from Billings, Mont., to points in Wyoming. The following 
is illustrative, rates being in cents a 100 pounds: 


From Billings, Mont., to Cody, Wyo., minimum weight, 
pounds, proposed, 35; 6,000 pounds, proposed, 32; 
present, 21; proposed, 18; less truckload, present, 42. 


In I. and S. M-335, the Commission has suspended from 
April 15 until July 14 the operation of numerous schedules as 
published in tariffs of individual carriers and their agents. The 
suspended schedules propose to establish rates resulting in in- 
creases, reductions and changes in class and commodity rates 
between points in New England states, also between New 
England states on the one hand and points in eastern New 
York, points in New Jersey and New York in the New York 
metropolitan area on the other hand. 


La., 


2,000 
10,000 pounds, 


TERMINAL ALLOWANCES 

The Commission has reopened Ex Parte No. 104, practices 
of carriers affecting operating revenues or expenses, Part II, 
terminal services, A. E. Staley Manufacturing Co. terminal 
allowance, for further hearing. The notice of reopening says 
that the further hearing will be only to permit the presenta- 
tion of evidence relating to any changes in operating or other 
conditions at the Staley plant since the prior hearing. 


RAILWAY EDITORS’ MEETING 


The American Railway Magazine Editors’ Association will 
meet at Cincinnati, O., June 11. There will be a discussion of 
plans for a more elaborate, two-day meeting to be held at the 
La Salle Hotel, Chicago, October 14 and 15. Martha Moore, 
Frisco Lines, St. Louis, Mo., is president of the association, and 
M. W. Jones, assistant editor, Baltimore and Ohio Magazine, 
Baltimore, Md., secretary-treasurer. 





‘se? 


ee =~ ~~ a 6h 


"St Tho mee 


ll 
of 
le 


id 
e, 


April 16, 1938 





Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Supreme Court of Iowa.) In action against railroad to 
recover value of a stallion which died while in transportation, 
plaintiff had burden to establish ownership, delivery of stallion 
to railroad for transportation, the sound and healthy conditions 
of stallion at time of delivery, acceptance of stallion for trans- 
portation by railroad, railroad’s failure to deliver at destina- 
tion, and value of the stallion. (Vander Beed vs. Chicago & 
N. W. Ry. Co., 278 N. W. 201.) 

That a stallion died en route while being transported in 
railroad car could not in and of itself relieve railroad of lia- 
bility to owner of stallion.—Ibid. 

In action against railroad to recover value of stallion which 
died while being transported in railroad car, whether guttie 
causing death was not produced by violence but was result of 
inherent propensity or weakness so as to relieve railroad of 
liability was for jury under evidence disclosing that falling, 
sudden jars, and sudden stopping, which might produce a guttie 
and for which railroad would be liable, would not necessarily 
result in external or internal marks or bruises.—lIbid. 

While, where a shipper of live stock accompanies ship- 
ment, burden is on him to show that damage or loss of stock 
while in transit was caused by negligence or failure of carrier 
to perform its duty, such rule does not prevail where shipper 
does not accompany the shipment.—Ibid. 

When shipment of live stock is not accompanied by shipper 
or a caretaker, proof that stock was in good condition when 
delivered to carrier and that it was not delivered or was de- 
livered in bad condition at destination makes prima facie cause 
of action, and carrier must show that injury or death was not 
due to any negligence or failure of carrier to perform its duty. 
—Ibid. 

Where there was conflict in evidence as to whether guttie 
was cause of death of stallion while in transportation in rail- 
road car, whether guttie was result of inherent weakness or 
propensity and whether guttie could result from external vio- 
lence for which carrier would be liable, court could not say 
as matter of law that evidence conclusively showed that death 
was due to inherent weakness or propensity alone, and direct 
verdict for railroad.—Ibid. 

In action against railroad to recover value of stallion which 
died while in transportation, plaintiff would have been entitled 
to verdict upon her prima facie case if not evidence had been 
introduced by defendant, but where evidence introduced by 
defendant was in support of affirmative defense and not merely 
in denial of showing made by plaintiff, defendant was required 
to establish defense.—Ibid. 

In action against railroad to recover value of stallion which 
died while in transportation, instruction that if plaintiff had 
made prima facie case, burden of proof was shifted to rail- 
road to prove its freedom from liability by preponderance of 
evidence, was not erroneous on ground that burden did not 
shift, but rather that duty only shifted to defendant to go 
forward with evidence showing that loss was due to an ex- 
cepted cause.—Ibid. 

For such swaying, jarring, and sudden stopping as are 
ordinary incidents of transportation of live stock, even if they 
might be sufficient to cause a guttie, carrier would not be liable 
for death of stallion, since it is only when violence which pro- 
duces a guttie, whether it be swaying, jarring, sudden stopping, 
or other movement, constitutes negligence or failure to perform 
its duty, that carrier can be held liable for injury of loss caused 
thereby.—Ibid. 

In action against railroad to recover value of stallion which 
died while in transportation, instruction which required rail- 
road to show by preponderance of evidence that failure to 
transport horse to destination of shipment was not due to “any 
act of omission” upon its part was prejudicially erroneous, 
since instruction placed upon railroad a duty which is not im- 
posed by law.—Ibid. 


SIGNAL SYSTEMS 
The New York, Chicago & St. Louis has filed an applica- 
tion with the Commission for approval of proposed modifica- 
tion of signal systems or devices under paragraph (b), section 
26, of the interstate commerce act. Any interested party de- 
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siring hearing should advise the Commission in writing within 
15 days from April 11. 

The Missouri Pacific and Minneapolis & St. Louis have filed 
applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing 
within 15 days from April 8. 

The Baltimore & Ohio has filed an application with the 
Commission for approval of proposed modification of signal 
systems or devices under paragraph (b) section 26 of the 
interstate commerce act. Any interested party desiring hear- 
ing should advise the Commission in writing within 15 days 
from April 9. 

The Chicago & North Western; Lehigh Valley; Atchison, 
Topeka & Santa Fe; and Delaware, Lackawanna & Western 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b) section 26 of the interstate commerce act. Any 
interested party desiring hearing should advise the Commission 
in writing within 15 days from April 14. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

(District Court, W. D. Kentucky.) The public has no right 
to the use of a pipe line, and the owner cannot be compelled to 
allow any person producing oil to use it where it acquired 
none of its rights of way by condemnation, it does not hold 
itself out as a common carrier, and it uses it only to transport 
its own oil, there being no statute in Kentucky giving the public 
the right to use the pipe line. (Producers Pipe Line Co. vs. 
Martin, 22 F. Supp. 45.) 





(Springfield Court of Appeals, Missouri.) In action for 
injuries and damage from collision between school bus and 
truck, instruction referring to damages sustained from “acci- 
dent mentioned in the evidence,” and directing allowance of 
difference between value of plaintiff’s bus before and after “said 
accident,’ was not erroneous for failure to distinguish between 
accident involving school bus and truck and subsequent acci- 
dent mentioned in evidence, wherein plaintiff was also injured. 
(Kneezle vs. Scott County Milling Co. et al., 113 S. W. (2d) 
817.) 

An appellant could not complain that instruction was 
vague, indefinite, ambiguous, or misleading, where appellant 
failed to request a clarifying instruction.—Ibid. 

“Evidence” includes all kinds of proof, and has a broader 
meaning than “testimony,” although among the laity and even 
among attorneys the words are frequently used interchange- 
ably.—Ibid. 

An instruction referring jury to the “testimony” was not 
erroneous, notwithstanding that evidence was not entirely 
verbal and that other instructions referred jury to the “evi- 
dence,” since such instruction was not confusing, and did not 
conflict with other instructions.—Ibid. 

An instruction which was not complained of in motion for 
new trial could not be made the subject of error on appeal. 
—Ibid. 

Probate court judgments, which were based on compromise 
between insurer under liability policy covering school bus and 
certain parties injured in collision between bus and truck, and 
which were not authorized by owner of bus, were not res 
judicata of bus owner’s action for injuries and damage to bus 
against owner and driver of truck and milling company which 
allegedly conspired for trucking of its products without statu- 
tory public service commission permit, or of issue of contribu- 
tory negligence of bus owner. Mo. St. Ann., Sec. 5264 et seq., 
p. 6679 et seq.—Ibid. 

In considering defendant’s assignment that trial court 
erred in not giving peremptory instruction offered by defend- 
ant at the close of all the evidence, all evidence favorable to 
plaintiff and all reasonable inferences favorable to plaintiff 
that may be drawn therefrom must be accepted as true.—Ibid. 

In action against truck owner, truck driver, and milling 
company for damages sustained from negligent operation of 
truck, under evidence that mill superintendent engaged truck 
owner for hauling of milling company products, knowing he had 
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no statutory public service commission permit, and that super- 
intendent informed truck owner that superintendent would 
“set him out of” trouble if he were caught, which superin- 
tendent did do in one instance, whether conspiracy existed to 
operate truck illegally, so as to make milling company liable, 
was for jury. Mo. St. Ann., Sec. 5264 et seq., p. 6679 et seq. 
—Ibid. 

The deposition of a party may always be used against him 
as an admission, even if he is ready to testify at the trial, 
and notwithstanding statute making deposition generally in- 
admissible unless witness is dead, absent, or incapacitated. 
Mo. St. Ann., Sec. 1780, p. 4037.—Ibid. 

A party vouched for the truthfulness of a witness whom 
he called.—Ibid. 

In action against truck owner, truck driver and milling 
company for damages sustained from negligent operation of 
truck, deposition of truck owner, showing conspiracy to haul 
milling company products without statutory public service com- 
mission permit, was admissible, notwithstanding truck owner’s 
presence at trial, and notwithstanding statute making deposi- 
tion generally inadmissible unless witness is dead, absent, or 
incapacitated, where truck owner was called by milling com- 
pany, no inquiry was made while he testified as to correctness 
of deposition, and deposition was not contradicted. Mo. St. 
Ann., Sec. 1780, 5264 et seq., pp. 4037, 6679 et seq.—Ibid. 

In action for damages from collision of school bus and 
truck, plaintiff had burden of establishing both negligence and 
proximate cause.—Ibid. 

In action against truck owner, truck driver, and milling 
company for damages from negligent operation of truck, evi- 
dence that mill superintendent engaged truck owner for hauling 
of milling company products, knowing he had no statutory 
public service commission permit, that superintendent informed 
truck owner that superintendent would “get him out of” 
trouble if he were caught, which superintendent did do in one 
instance, and that, while hauling milling company products, 
truck driver negligently sideswiped and wrecked plaintiff’s 
school bus after overtaking it and injured plaintiff, made case 
for jury. Mo. St. Ann., Sec. 5264 et seq., p. 6679 et seq.—Ibid. 

All parties to a conspiracy are responsible for the acts of 
one party in carrying out the conspiracy.—Ibid. 

Where milling company, truck owner, and truck driver 
conspired for hauling of milling company products without 
statutory public service commission permit, and, while con- 
spiracy was being carried out, truck driver negligently side- 
swiped and wrecked school bus and injured owner of school 
bus, milling company was liable for damage to school bus and 
injuries to its owner. Mo. St. Ann., Sec., 5264 et seq., p. 6679 
et seq.—Ibid. 


LOANS TO RAILROADS 


Congressional action on S. 3735, the bill broadening the 
powers of the RFC to lend money to business enterprises but 
stipulating that loans to railroads must still be approved by 
the Commission, has been completed. The House passed H. R. 
10055, identical with S. 3735, except as to the railroad loan 
provision. Later it accepted the Senate bill and the Senate 
indefinitely postponed the House bill. This legislation effects 
no change in the making of loars:to railroads, the proponents 
of the provision dealing with that subject merely wishing to be 
certain that the RFC could not make loans to railroads with- 
out prior approval of the Commission as provided in the RFC 
act. 

. The Colorado & Southern, in Finance No. 11941, applica- 
tion for a loan from the RFC, has asked the Commission to 
issue a supplemental order modifying a paragraph in its con- 
clusion and its certificate, heretofore issued, so as to make 
clear that the $27,444,300 of the applicant’s extended refunding 
and extension bonds now owned by the RFC, and $2,000,000 
of general mortgage 4 per cent bonds of the Chicago, Burling- 
ton & Quincy, pledged directly by the latter to the RFC pur- 
suant to an agreement of April 27, 1935, shall not apply or be 
required as security for the loan and other obligations of the 
applicant proposed in this application. 

The Commission, by division 4, in Finance No. 11500, Salt 
Lake & Utah Railroad Corporation reconstruction loan, has 
approved a loan of $400,000 to that carrier by the RFC. The 
proceeds of the loan are to be applied to the purchase and 
acquisition of all the properties of the Salt Lake & Utah Rail- 
road Co. The sale of the property of that company to the 
corporation has been authorized by the court which has the 
company in receivership. As security for the loan, the appli- 
cant is to deposit and pledge with the RFC $400,000 of its first 
mortgage ten-year 4 per cent bonds, with a sinking fund pro- 
vision attached, secured by a closed first mortgage on all the 
property and assets acquired. A condition of the loan is that 
prior to the time of the making thereof the RFC is to be 
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satisfied that the railroad corporation has acquired unencum- 
bered title to all the property and assets of the company that 
is being liquidated. 

In Finance No. 11514, Salt Lake & Utah Railroad Cor- 
poration securities, the Commission has granted authority to 
the corporation to procure authentication and delivery of not 
exceeding $400,000 of sinking fund first mortgage 4 per cent 
bonds, which are to be pledged as security for the loan from 
the RFC of like amount, which was approved at the time this 
authorization was given. At the same time, the Commission 
authorized the Salt Lake & Utah corporation to issue and sell, 
at not less than par, not exceeding $154,000 of noncumulative 
7 per cent first preferred stock, each share to be of $100 par, 
and $55,000 of common stock with a par of $25, the proceeds 
to be applied to the cost of acquiring the properties of the 
Salt Lake & Utah Railroad Co. 

The monthly report of the RFC showed that as of March 
31, railroad loans disbursed totaled $550,659,239.11, and that 
repayments totaled $187,688,521.08. The statement showed that 
the RFC had approved in principle additional loans in the 
amount of $61,155,984.65 on performance of specified conditions. 

Chairman Jones, at his press conference, April 14, said that 
in addition to the recent application of the Southern Pacific for 
a loan, the RFC had one or two tentative applications for loans 
to railroads, the names of which he did not disclose. He knew 
of no steps that had been taken thus far to liberalize the loan 
provisions of the RFC act with respect to railroads. Asked 
about how soon it might be expected there would be an increase 
in railroad traffic after President Roosevelt’s proposed spending 
program got under way, Mr. Jones said he expected an increase 
in traffic this summer, regardless of the spending program. 

The chairman revealed that the RFC had made a study of 
future earnings of the Western Pacific and had sent a report 
thereon to the Commission. This report, said he, was much 
more optimistic as to the earnings than was the examiner’s 
report in the Western Pacific reorganization case. He said the 
RFC did not like the treatment accorded it in the examiner's 
report. He said that the RFC was making an examination of 
the earnings of a number of roads in which it was interested, 
but he did not reveal their names. 

The Commission, by division 4, in Finance No. 11941, 
Colorado & Southen reconstruction loan and financing, has ap- 
proved a loan to that carrier of $525,500 by the RFC. The 
Commission has also approved purchase by the RFC for 
itself, at a price equal to their face value ,of not exceeding 
$546,500 of Galveston Terminal Railway Co. first mortgage 6 
per cent gold bonds which matured March 1 and are to be 
extended to March 1, 1948, at 5 per cent. 

The Commission concluded that on the basis of present 
and prospective earnings the Colorado & Southern might rea- 
sonably be expected to meet its fixed charges without a reduc- 
tion thereof through judicial reorganization. 

As security for the loan the applicant is to deposit $728,000 
of its general mortgage series A 4% per cent bonds and a first 
mortgage on the lots and parcels of land located in Dallas, 
Tex., title to which is now held by John A. Hulen in trust for 
the benefit of the applicant. 


L. & A. AND L. A. & T. MERGER 


In a proposed report in Finance No. 11844, Louisiana & 
Arkansas Railway Co. et al. merger, etc., embracing also No. 
11865, Louisiana & Arkansas Railway Co. bonds, Examiners 
W. J. Schutrumpf and G. M. Eddy have recommended that the 
Commission authorize the merger of those properties. 

The examiners recommended that the acquisition by the 
Louisiana & Arkansas of control of the Louisiana, Arkansas 
& Texas Railway Co. by acceptance of the latter’s capital 
stock, and the merger of the properties of both corporations 
into the Louisiana & Arkansas for ownership, management, 
and operation, be approved and authorized; that the L. & A. 
be authorized to procure the authentication and delivery of 
$850,000 of first mortgage five per cent bonds, series C, in 
connection with the merger of its properties, the bonds to be 
held in the treasury subject to further order of the Commission. 

Protests, the report said, were filed in Finance No. 11844, 
and a hearing was held in both cases. It said the cities of 
Winnsboro, Daingerfield and Jefferson, and the chambers of 
commerce of Hughes Springs and Sulphur Springs, all in Texas, 
intervened in support of the application in No. 11844; and that 
the state of Texas, the city of Greenville, Tex., the Greenville 
Chamber of Commerce, the Greenville Board of Trade, the 
Brotherhood of Railway & Steamship Clerks, Freight Han- 
dlers, Express and Station Employes, and the Brotherhood of 
Maintenance Employes, intervened in opposition to the applica- 
tion. 

A syndicate, the report said, owned 3,000 of the 4,000 out- 
standing shares of capital stock of the L. A. & T., and all of 
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the outstanding stock, common and preferred, except 2,000 
shares of six per cent cumulative preferred stock, of the L. & 
A. The L. & A. owns 1,000 shares of the L. A. & T.’s capital 
stock, and the latter’s entire outstanding issue of $750,000 first 
mortgage six per cent bonds, said the report. The report fur- 
ther said that the syndicate had agreed to deliver the 3,000 
shares to the L. & A., if such acquisition was authorized by 
the Commission. To effectuate the merger, if authorized, the 
report said, the L. & A. will surrender to the L. A. & T. the 
latter’s bonds, and cancel all unsecured indebtedness due the 
former by the latter, approximately $400,000. Thereupon the 
L. A. & T. is to convey all of its properties, except its franchise, 
to the L. & A., whereon the L. & A. will surrender the L. A. 
& T. capital stock to the latter company, said the report. 

The applicants, said the report, represented that the pro- 
posed merger would be in the public interest in that it would 
strengthen both lines in the solicitation of traffic, permit more 
efficient operation, assure the permanency of the Texas line, 
eliminate one carrier from the routing of traffic, add to the 
prestige of the L. & A. as operating lines of railroad from 
New Orleans to Dallas and from the Mississippi River at the 
Natchez crossing to Dallas, and effect savings in operating 
expenses. 

The city of Greenville opposed the merger on account of its 
fear that the general offices and other employes of the L. A. 
& T. would be moved to Shreveport, La., at an annual loss to 
it of $480,000. The applicant said it contemplated to move only 
the general offices and not any other employes. 

The Brotherhood of Railway Clerks asked that, if the 
Commission found the merger to be in the public interest, as a 
condition of approval the applicants be required to guarantee 
adequate protection to the employes adversely affected along 
the lines afforded by railroads in the agreement made at Wash- 
ington, that is, under the so-called Washington agreement. It 
was pointed out that general office clerks had investments in 
real estate at Greenville totaling almost $30,000, which they 
contended would be adversely affected by the removal of its 
owners to Shreveport. 

The examiners said that the Commission should find that 
the record made in the case now under consideration did not 
show that, based on consideration of public interest in a broad 
sense, the imposition of the condition requested would be in 
the public interest. 


U. S.-CANADIAN GRAIN RATES 


The Traffic World Washington Bureau 


The old controversy over higher freight rates on wheat on 
American railroads than on the Canadian railroads was re- 
vived in the Senate April 8 in debate on the tax revision bill. 

Asked by Senator Norris, of Nebraska, Senator Frazier, 
of North Dakota, said freight rates in Canada on farm prod- 


ucts were approximately 60 per cent of what they were in the 
United States. 


“What kind of a railroad is it in Canada that makes the 
freight rates cheaper?” asked Senator Norris. 


“Canada has two great railway systems,” said Senator 
Frazier. ‘One is a privately owned system, and the other is a 
government-owned system.” 


“Does not the government’s owned system fix the rates of 
charge by the privately owned system, so that it has to come 
to the rates of the government-owned system?” asked Senator 
Norris. 

“That is correct,” said Senator Frazier. 

“Then, after all, does the fact that our railroads are pri- 
vately owned have anything to do with the matter?” asked 
Senator Norris. “Our railroads are privately owned and have 
to make a big profit and pay the gamblers in railroad stocks, 
and that does not apply to the government-owned railroads 
in Canada. The shippers in Canada get a lower rate on the 
government-owned railroad there than shippers received on 
the privately owned railroads in the United States.” 

“Yes; I think that has something to do with it, without any 
question,” said Senator Frazier. 

“Is the senator aware that that government-owned railway 
in Canada showed a loss of $21,000,000 during the last year?” 
asked Senator Austin, of Vermont. 

Senator Frazier said he did not know how much the loss 
was but that some of the American railroads had shown large 
losses also. 

“Some of the railroads in the United States have been 
showing losses all the time,’ said Senator Norris. 

Senator Austin said the taxpayers in Canada had to make 
up the deficits of the nationally owned railway in Canada, 
whereas the taxpayers of the United States did not have to 
support the privately owned railways of the United States. 

Senator Norris said the taxpayers of the United States 
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were lending millions of dollars to the railways to keep them 
going. 

Senator Frazier said he could not help but feel that the 
fact that Canada had a government-owned railroad had had 
the effect of reducing their freight rates. Of course, said he, 
the government-owned road did not pay any taxes. 

“That is all well and good,” continued he, “but, at any rate, 
they have saved the people a great deal of money in freight 
rates; and one reason why the farmers in the border states 
have had a hard time competing with the farmers in Canada 
- because of the lower freight rates on the other side of the 
ine.” 

This question of U. S. and Canadian rates was investigated 
by the Commission in 1928 as requested in a Senate resolution 
offered by Senator Wheeler. In its report to the Senate, De- 
cember 6, 1928 (Traffic World, December 8, 1928, p. 1297), 
the Commission made the following statement: 

“In 1926 the taxes of all railroads in the United States, 
if reduced from their average of $1,591 per mile to the aver- 
age Canadian basis of $267 per mile, would have been reduced 
in the grand total of $330,000,000, and, under the Canadian 
policy of subsidy and taxes, the Class I railroads in the United 
States, from 1923 to 1927, could have handled free all grain, 
flour, meal and live stock and had left $403,332,826 more rev- 
enue than they actually received.” 


NEW HAVEN REORGANIZATION 


Finding it fair and equitable as circumstances will permit, 
the Commission, by division 4, in Finance No. 10992, New York, 
New Haven & Hartford reorganization, has recommended to 
the court having charge of that case, the method or formula of 
the trustees of the New Haven for the segregation and alloca- 
tion of the earnings and expenses of the New Haven between 
and to its various mortgaged and leased lines. Under the Com- 
mission’s accounting classifications, accounts of a railroad sys- 
tem operated as such, are required to be kept for the entire 
system and reflect the results of operations of the system as 
a whole. Separate operations, revenue and expense accounts 
are not required to be maintained for individual mortgaged or 
leased lines of its system. 

The bankruptcy act authorizes the judge having jurisdic- 
tion to direct a debtor or the trustee or trustees to keep records 
and accounts as will permit of a segregation and allocation as 
the necessities of the case may require, of the earnings and 
expenses between and to the division and parts of the railroad 
or other property of the debtor which are separately subject 
to the liens of the various mortgages or deeds of trust, or are 
separately subject to lease. 

The Commission said that it construed an order of the 
court referring the question of method or formula to it as re- 
quiring it to recommend to the court such a method or formula. 

In the hearings on the plans for the reorganization of the 
New Haven, evidence was introduced on behalf of the lines 
comprising the Old Colony system, part of the New Haven, 
in support of a contention that the segregation study or the 
application of the study by the New Haven under the method 
used by the trustees inadequately reflected matters such as 
severance value or strategic value, contribution of traffic 
originating or terminating on particular mortgaged lines to 
system earnings, value of particular facilities, and effect of 
potential operating economies on particular leased or mortgaged 
lines, and the like. 

The Commission said there were no fixed rules generally 
in effect for the compensation of terminal lines for higher costs 
but that they were always recognized in two methods generally 
used and that the results obtained by either of the methods 
necessarily were somewhat conjectural. It said that consider- 
ing the character of the debtor’s operations, involving short 
hauls and heavy terminal expenses, it was of the opinion that 
the trustees’ method was well adapted to the New Haven’s 
system. , 

The Commission, in the same proceeding, has authorized 
Rufus I. Rogers, William H. Steiner, and Eugene S. Brooks 
to serve as a protective committee for holders of Housatonic 
Railroad Co. five per cent fifty-year consolidated mortgage 
gold bonds due November 1, 1937. The members of that com- 
mittee asked authority to solicit authorizations to represent 
holders of such bonds and to act for them in the reorganization 
of the New Haven. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the In- 
ternational Association of Machinists, the International Brother- 
hood of Blacksmiths, Drop Forgers and Helpers, the Inter- 
national Brotherhood of Boilermakers, Iron Ship Builders and 
Helpers of America and the Brotherhood Railway Carmen of 
America, operating through the railway employes’ depart- 
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ment, A. F. of L. have been designated and authorized to 
represent respectively, the machinists, blacksmiths, boiler- 
makers, carmen, (including coach cleaners), the helpers and 
apprentices thereof, employes of the Savannah & Atlanta Rail- 
way; the Brotherhood of Railway and Steamship Clerks, 
Freight Handlers, Express and Station Employes to represent 
all of the craft or class of clerical, office, station and storehouse 
employes of the Maine Central Railroad and the Portland 
Terminal Co.; and the International Longshoremen’s Associa- 
tion to represent deck personnel—captains, mates, pilots, deck 
hands, wheelsmen, bridgemen, quartermasters, cooks, waiters; 
engine room personnel—engineers, firemen, oilers; and hosting 
engineers, employes of the Pennsylvania Railroad, for the pur- 
poses of the railway labor act. 

The board also has concluded that all the maintenance 
of way employes involved in the dispute of the Delaware, 
Lackawanna & Western Railroad Co., constitute one craft or 
class for the purpose of representation under the railway labor 
act. The board said that one ballot must therefore be spread 
among ail the employes represented to afford all of them an 
opportunity to indicate their choice of representatives. 

The National Mediation Board has certified that the Broth- 
erhood of Dining Car Employes has been designated and au- 
thorized to represent chefs, cooks, waiters-in-charge, waiters, 
pantrymen and train porters, employes of the Boston & Maine 
Railroad; Dining Car Employes’ Union, Local 370, Hotel and 
Restaurant Employes’ International Alliance, to represent chefs, 
cooks, waiters, waitresses, waiters-in-charge, bar attendants, 
grill and cafeterial attendants, countermen, dishwashers and 
club car porters, employes of the New York, New Haven & 
Hartford Railroad; and the International Brotherhood of 
Boilermakers, Iron Ship Builders and Helpers of America, and 
the Sheet Metal Workers’ International Association, operating 
through the railway employes’ department, A. F. of L., to 
represent boilermakers and sheet metal workers, their helpers 
and apprentices, respectively, and the Shopmen’s Association 
to represent molders, their helpers and apprentices, employes 
of the Atlantic Coast Line Railroad, for the purposes of the 
railway labor act. 

The board also has certified that the International Asso- 
ciation of Machinists, International Brotherhood of Boilermak- 
ers, Iron Ship Builders and Helpers of America, International 
Brotherhood of Blacksmiths, Drop Forgers and Helpers, Broth- 
erhood Railway Carmen of America, operating through the 
railway employes’ department, A. F. of L., have been desig- 
nated and authorized to represent machinsts, boilermakers, 
blacksmiths, carmen, including coach cleaners, their helpers and 
apprentices, respectively, employes of the Pittsburgh & West 
Virginia Railway; and John Somerville to represent electrical 
workers, their helpers and apprentices, employes of the Pitts- 
burgh & West Virginia, for the purposes of the railway labor 
act. 


CHICAGO-NEW ORLEANS AIR RATE 


Examiner Lucian Jordan, in air mail docket No. 23, air mail 
rates for route No. 8, has recommended that the Commission 
find that rates of compensation for the transportation of air 
mail over route No. 8, between Chicago, IIll., and New Orleans, 
La., by the Chicago Southern Air Lines, Inc., be found not to 
have been fair and reasonable from and after May 28, 1937. 
Intermediate stops on that route are scheduled at Peoria and 
Springfield, Ill., St. Louis, Mo., Memphis, Tenn., and Green- 
ville and Jackson, Miss. 


The examiner said that the fair and reasonable rates from 
and after May 28, 1937, the date of the petition in this case, 
were and for the future would be, for each airplane mile 
actually flown with mail, the rates for 300 pounds of mail, or 
less, determined by applying the provisions of the Commis- 
sion’s order in Air Mail Compensation, 206 I. C. C. 675, as 
amended, to a base rate of 32 cents an airplane mile for a 
base mileage of 110,000 miles a month. 

The present rate of compensation for Chicago Southern 
Air Lines, Inc., were prescribed in the case mentioned, the 
decision having been made March 11, 1935. The company 
asked for a reexamination of the rate then prescribed, claiming 
that it was less than fair and reasonable. The Postmaster 
General denied that the rate so determined was less than rea- 
sonable. 

According to the report, the carrier’s books, as corrected 
in the report, show a net deficit from operations, of $94,782 
in the period, June, 1934, to May, 1937, inclusive, including 
taxes assignable to operations. ' 

The examiner said that since the present rate was pre- 
scribed by the Commission, operating and traffic conditions had 
made it necessary for the carrier to procure more expensive 
flying equipment. He said that direct competition was encoun- 
tered from the American Air Lines, Inc., between Chicago and 








The Traffic World Vol. LXI, No. 16 


St. Louis, and between Chicago and Memphis, by a circuitous 
route. Railroads, he added, also competed with all parts of 
the route, for passenger and express traffic. While operating 
expenses had been increased by higher charges for depreciation 
on the more expensive equipment, the examiner said the operat- 
ing losses had been reduced to the more favorable results 
from passenger operations. 

The Postmaster General, he said, contended that the mail 
rate should not be increased and had submitted several analyses 
on a ton-mile basis and otherwise purporting to~show that 
mail operations had been profitable to the carrier, whereas 
passenger and express services had been very unprofitable. 
That evidence, said the examiner, was substantially the same 
in nature as that considered by the Commission in Air Mail 
Compensation, supra, and disregarded for reasons there stated. 
The mail contract, the examiner said, required the carrier 
to furnish passenger facilities and that the record showed the 
carrier had exerted every reasonable effort to determine the 
operating losses incident to such service. 

In practically all the period of mail service, the operat- 
ing expenses had exceeded the operating revenue, said the 
examiner. The revenues for certain months, he said, had ex- 
ceeded expenses, but in no year or other reasonable test period 
had the profit amounted to a reasonable return on the net 
investment in operating property. It was also clearly shown, 
said he, that with the present rate, future operations would 
result in substantial operating losses to the carrier. 

The examiner said that as the result of additions, better- 
ments and retirements, the investment in real property and 
equipment, depreciation, and net book value as of June 1, 1937, 
were $280,411, $85,024 and $195,387, respectively. The amounts 
in figures, for flying equipment, the examiner said, were $229,- 
980, $71,893 and $158,087, respectively. 


FOREIGN AIR MAIL CONTRACTS 


Representative Mead, chairman of the House committee 
on post office and post roads, has introduced H. J. Res. 650, 
authorizing the Postmaster General to extend existing foreign 
air-mail contracts for a period not exceeding one year in each 
case, covering routes 5, 6, 7, 8, 9 and 10 bewteen the United 
States and Central and South America and the West Indies. 
Rates of compensation now authorized would be paid under the 
resolution. 


TRESPASSERS ON RAILROADS 


A total of 2,569 illegal train riders and other trespassers 
on railroad property lost their lives in 1937, according to com- 
plete reports for the year received by the protective section of 
the Association of American Railroads. At the same time, 
2,629 trespassers were injured. 

The number of fatalities to trespassers on railroad property 
in 1937 was a reduction, however, of 169 compared with 1936, 
and a decrease of 65 in the number of trespassers injured, 
according to the association, which adds: 


Trespassing on railway property has materially increased in recent 
years and has brought about a serious safety problem, due to the 
fact that accident studies show that approximately 50 per cent of the 
accidents to trespassers result fatally. Because of that fact a concerted 
drive is being made by the railroads of this country to reduce tres- 
passing as much as possible. 

Reports just received by the protective section show that approxi- 
mately 3,600,000 illegal train riders or trespassers were removed from 
trains, prevented from getting on trains, or ejected from railroad 
premises, but not arrested, by eighty of the principal railroads of 
this ~<a in 1937. This was an average of 300,000 trespassers per 
month. 

In January, this year, 211,561 trespassers were ejected from trains 
or from railroad premises, an increase of fourteen per cent, compared 
with January, 1937, and in February, this year, the number was 211,- 
035, or an increase of twelve per cent compared with February, last 
year. 


THROUGH ROUTES BILL 

The subcommittee of the House committee on interstate 
and foreign commerce, headed by Representative Maloney, 
of Louisiana, has concluded its hearings on S. 1261, the bill 
passed by the Senate giving the Commission power to require 
establishment of through routes even though such routes may 
result in the short hauling of a carrier. Additional witnesses 
heard against the bill were R. J. Doss, freight traffic manager 
of the Atlantic Coast Line; W. G. Story, freight traffic manager 
of the Delaware & Hudson; Joseph H. Eshelman, assistant 
general counsel of the Pennsylvania; Charles R. Webber, gen- 
eral attorney of the Baltimore & Ohio, and John Wagner, Jr., 
assistant general freight agent of the Reading. 

The opposing rail lines charge that the principal purpose 
—s the bill is to divert traffic from the trunk lines to the 
short lines. 
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i Express Takes to the Air 





Second of a series of articles on air transportation by G. Lloyd 
Wilson, professor of transportation and public utilities, University of 
Pennsylvania, and chairman, committee on education and research, 
Associated Traffic Clubs of America. 


venture was undertaken experimentally in the winter of 

1919 by the American Railway Express Company. A four- 
motored military bomber with a wing-spread of 132 feet was 
loaded with 1,100 pounds of merchandise at New York to be 
transported to Chicago. Adverse weather conditions and fuel 
difficulties caused landings to be made first at Pittsburgh and 
again near Cleveland, and the loss of the wings of the plane in 
landing the ship at the latter place ended the first experiment 
in transportation of goods by airplane in the United States. 

Several air transportation companies carried package 
freight in small quantities between 1919 and 1926, but it was 
not until the latter year that the transportation of freight by 
airplane was undertaken as a regular service. The total amount 
of goods transported by air in 1926 was 1,733,090 pounds. In 
1927 the Ford services between Detroit, Chicago, Cleveland, 
and Buffalo transported over two million pounds of Ford Motor 
Company traffic. 

In September, 1927, the American Railway Express Com- 
pany established an air express transportation service. Con- 
tracts were made with regular air transport lines engaged in 
the transportation of passengers and mail to transport express 
traffic under the control of the American Railway Express 
Company over their regular routes. 

An air express tariff, Air Express Tariff No. 1, was issued 
by the American Railway Express Company, effective Septem- 
ber 1, 1927. This tariff published rules and regulations govern- 
ing the transportation of goods by air and rates in cents for 
each four ounces or fraction thereof. Shipments were handled 
between the terminals on the air routes by airplane and between 
these points and cities or towns not on the airlines by the regular 
railroad service of the American Railway Express Company. 

The Railway Express Agency, Inc., was organized in 1929 
to take over the assets and business of the American Railway 
Express Company. The air express service was also taken over. 

In the period of development of the air express business, 
the private carriage of freight by air was the more important 
branch of the service, judged by the volume of freight trans- 
ported. The amount of freight traffic transported by air lines 
increased steadily year by year from 1926 to 1932 despite the 
business depression. The amount carried by private carriers 
increased less steadily, but exceeded the amount carried by 
the transport lines in every year from 1926 to 1931, though the 
volume of goods transported by the lines has increased more 
rapidly than the quantity privately carried. In 1932, the volume 
of freight carried by transport lines exceeded the amount trans- 
ported by private carriers for the first time. Since 1934, the 
growth in air express traffic has been rapid, as indicated by 
the figures shown in the accompanying table.’ 

The United States Department of Commerce, Bureau of 
Air Commerce, reports over four billion pound-miles of air 
express transportation in 1937. 

The domestic air transport lines carrying express or freight 
have increased the number of miles of airways over which air 
express service is conducted from a few thousand miles in 1927 
to 31,084 miles in 1938. Every air transportation company 
performing passenger transportation service is also engaged in 
the transportation of air express. 


Tre first transportation of goods by air as a commercial 





1Compiled from Civil Aeronautics in the United States, U. S. Dept. 
of Commerce, Bureau of Air Commerce, p. 37, and ‘‘Air Commerce 
Bulletin,’’ Vol. 9, March 15, 1938, p. 221. 


Air express travels in 


. special compartments on 
The transportation of goods by tuxurious passenger 


air has only recently emerged from _ planes, like the Main- 
the experimental stage. It offers speed liner, of the United Air 
far exceeding the fastest land trans- Lines, shown above fly- 
portation speed available, though speed '"9 ge mi of 
between air terminals is reduced to , 
some extent by the necessity of trans- 

porting the goods to and from the air terminals by railroad, 
motor vehicle, messenger, or other means of conveyance. The 
service is available also to transport relatively small quantities 
of freight in a small and flexible unit of transportation, so that 
frequent service may be offered with a considerable degree of 
flexibility as to time and route. About 30 per cent of the air 
traffic transported by the Railway Express Agency moves for 
part of the distance by rail. 


Place of Air Express Service 


Volume of freight 

and express transported Volume of freight 
by transport lines and express 
—domestic U. S. carried by private 


Year services (pounds) carriers (pounds) Total 

Eerste alos oie. are 3,555 1,729,535 1,733,090 
WY es Seck<kes 45,859 2,217,621 2,263,480 
SEs Haxs'o Neon 210,404 1,631,512 1,841,916 
ME heck cones 249,634 1,609,436 1,859,070 
So ole S astern 359,523 2,400,684 2,760,207 
ee 788,059 © 1,532,156 2,320,215 
WE avicde avec 1,033,970 669,011 1,702,981 
NE oo ass c-vigiwaee pS: Se ree 1,510,215 
NO 5 tin ce tedns -es Ser ee 2,133,191 
WN ox 5.bra wuexrese Eo ie ee 3,822,397 
pn 8 yy ; Se ee 6,958, 777 
BE sskavuvwaes aa Ul OW ha ether 7,127,369 


The development of air freight traffic is limited by the 
relatively small carrying capacity of the planes, which causes 
rates to be relatively high as compared with rates for other 
modes of transport, except for very high grade goods of high 
value and small bulk, and emergency shipments where trans- 
portation costs are not a consideration. 

Important items of traffic carried in the air express service 
include: Gold and currency; financial documents; jewelry and 
precious metals; plans and specifications; sample goods; perish- 
able goods of sufficiently high value to bear the transportation 
charges including rare or early fruits and vegetables, fancy 
meats and fish and flowers of extraordinary value; style or 
specialty goods, including high-grade wearing apparel, mil- 
linery, perfumery, and sporting goods, textile fabrics; elec- 
trotypes; and, emergency shipments, including machinery parts 
and other articles needed in a hurry. 

Briefly, any goods of light weight, small size, and high 
value; goods urgently needed; and those that are valuable and 
highly perishable, are ideal air express. The average weight for 
shipments of goods moving in the air express service of the 
Railway Express Agency, Inc., in 1937, was 6.88 pounds, and 
the average length of haul was 831 miles. 


Air Express Service of Railway Express Agency 


Though a number of individual air transport companies 
have been engaged independently in the air transportation of 
express traffic or have transported goods in connection with 
other air express transportation companies in the past, most 
of these services have been discontinued and the companies 
are now engaged in the transportation of goods as carriers 
working with the Railway Express Agency, Inc. 

Practically all classes of merchandise carried in regular 
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railway express are eligible for transportation in the air ex- 
press service of the Railway Express Agency, Inc.—money, 
jewelry, and other valuables up to a maximum value of $25,000 
a shipment; perishables, when of a character to withstand the 
hazards of transportation by air and properly packed to stand 
such transportation and to prevent damage to the planes or to 
other shipments; motion picture films, when prepared for ship- 
ment according to the specification provided for the general 
express service; clothing; small machine part samples, and 
other traffic of this general character. 

The goods must be packed and marked as when forwarded 
by railway express service, unless special preparation is neces- 
sary for movement by air. A special form of receipt is used 
for shipments by air express service—the air service uniform 
express receipt. This shipping paper is issued for all shipments 
forwarded by air express service whether the shipments are 
to be carried all the way by air or partly by railway and partly 
by air. It is required, in all cases, that the nature of the con- 
tents of packages be declared in the receipt, with a statement 
of the value of the shipment. 

Special classes of goods are excluded from the air express 
service, in addition to those excluded from railroad express 
service—shipments exceeding $25,000 in value, explosives, live 
stock or animals, inflammables, acids, and articles of extreme 
fragility. Packages exceeding 400 cubic inches are charged for 
at the rate of one pound for each 400 cubic inches. Shipments 
of extreme length or of unusual shape and packages weigh- 
ing more than two hundred pounds are accepted for transporta- 
tion only if arrangements have been made for their accommo- 
dation. The carrier interprets shipments of “extreme length 
or unusual shape” to include: 


1. Packages exceeding 106 inches in combines length and girth. 

2. Packages exceeding 60 inches in length. 

3. Packages exceeding 19 inches in width. 

4. Packages exceeding 40 inches in length and over 4 inches in 
depth.? 


Liability of Air Express Carrier 


The Railway Express Agency, Inc., transports property 
by air under a limited liability contract. It agress to carry 
the goods subject to definite terms and conditions that tend to 
limit its liability. The liability limitation is made in considera- 
tion of the rates charged. The charges are based on the value 
of the articles which must not exceed $50 for any shipment of 
100 pounds or less, and not to exceed 50 cents a pound of actual 
weight for any shipment exceeding 100 pounds in weight. The 
agreed or released value is binding on the shipper unless a 
greater value is specifically stated in the contract. The liability 
of the carrier is limited to $50 for any shipment of 100 pounds 
or less, or to 50 cents a pound, actual weight, for any shipment 
of more than 100 pounds, unless a higher valuation is declared 
by the shipper and extra charges are paid to the carrier for 
the assumption of the greater liability." An additional charge 
of 10 cents is made for each $100 or fraction of $100 of extra 
valuation fixed by the agreed or limited liability valuation, 
subject to the maximum valuation of $25,000 discussed above. 
Unless caused by its own negligence or that of its agents, the 
express company is not liable for differences in the weight or 
quantities of the goods shipped caused by shrinkage, leakage, 
or evaporation, or for the loss of money, bullion, bonds, cur- 
rency, coupons, jewelry, precious stones, or other articles of 
extraordinary value, unless the articles are specifically enumer- 
ated in the express receipt. 


Neither is it liable, unless the loss, damage, or delay is 
caused in whole or in part by its own negligence or that of 
its agents, for loss, damage, or delay caused by the act of 
default of the shipper or owner of the goods; by the nature, 
defect, or inherent vice of or in the property transported; by 
improper, insecure, or insufficient packing, securing, or ad- 
dressing of the goods; by acts of God, public enemies, authority 
of the law, quarantine, strikes, riots, perils of navigation, haz- 
ards or dangers incident to a state of war, or occurrences in 
customs warehouses; by the examination of the goods or 
partial delivery of C. O. D. shipments to consignee; or for 
delivery of the goods at stations where the company has no 
agent, after the goods have been left at such stations. 


These restrictions or limitations on the liability of the car- 
rier parallel those imposed by the express company in connec- 
tion with goods carried in its railway service. The express 
company in its air service, as in other branches of its service, 
requires that the packages containing fragile articles or articles 
composed wholly or partially of glass, be packed so as to insure 
safe transportation by express with the exercise of ordinary 
care. All packages containing fragile articles must be plainly 
marked in order to indicate the nature of the contents, and, if 


2R. E. A., Inc. Air Express Tariff, No. 6, Rules 2 and 4. 
*R. E. A., Inc. Air Express Tariff No. 6, Rule 3. 
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the fragility is such as to make the goods liable to damage from 
shock, they are not accepted for transportation by air. 


Coordinated Land and Air Service 


Air express shipments from or to points not reached by 
airplane are handled by rail express to or from the nearest 
airport city and pay the rail express rate to or from the 
points of connection with the air express service, plus the 
regular air express rate between the points reached by air- 
plane. About 30 per cent of all air express shipments either 
start or finish by rail. Through express receipts are issued for 
such shipments. 

Shipments consigned to places where the express company 
does not have offices must be directed to the express stations 
at which delivery will be accepted, or marked with forwarding 
instructions if the goods are to be taken beyond the express 
company’s line by a carrier other than the express company. 
Free delivery is made by the express company only in places 
where a regular service of this character is provided by the 
company through the use of its own delivery vehicles or those 
of its contract agents. Deliveries are made without extra 
charge in the sections of the cities and towns shown as free 
delivery points, but not to addresses beyond the free delivery 
limits established and published by the express company. 


Claims 


Claims against the express company for loss, damage, or 
delay in connection with goods transported by air must be 
made in writing, as a condition precedent to recovery within 
nine months after delivery of the goods, or in case of failure 
to make delivery within nine months and fifteen days after 
date of shipment. This regulation applies in all cases except 
where the loss, damage, or injury for which claim is filed is 
due to delay or damage while the goods are being loaded or 
unloaded or to damage while in transit due to carelessness or 
negligence of the carriers. Suit at law for loss, damage, or 
delay must be instituted within two years and one day after 
the date when written notice was given by the carrier to the 
claimant that the claim of the latter has been disallowed wholly 
or in part.‘ 

Cc. O. D. Service 


Collect on delivery arrangements are available in connec- 
tion with air express transportation, subject to the same rules 
that govern C. O. D. shipments in rail express service. A 
charge for collecting and remitting the amount of C. O. D. bills 
is collected according to a sliding scale of rates, which ranges 
from 18 cents for a $2.50 bill to $3.25 for a $1,000 collection. 

The express company reserves the right to return C. O. D. 
shipments, at its option, to the consignors within thirty days, 
if the amounts to be collected are not paid. Notice of non- 
delivery is given by mail to the consignors and the carrier’s 
obligation is discharged by the return of the goods. 


If the goods carried by the express company are destined 
to foreign countries, the property is subject to all the terms 
and conditions of the shipping contracts of the ocean carriers 
that handle the shipments. These regulations apply, of course, 
to the portions of the ocean routes and to transportation lines 
abroad. The transportation and delivery of the goods by ocean 
and foreign carriers is subject to the laws, rules, regulations, 
and customs of the carriers and the governments concerned. 
The express company is not responsible for loss, damage, or 
delay to shipments occurring outside the boundaries of the 
United States occasioned by the acts of the ocean or foreign 
carriers or of foreign governments. 

A period of nine months after the date of delivery is 
allowed for filing claims in connection with shipments to points 
outside the United States, or nine months and fifteen days after 
date of shipment, if the claims are for non-delivery. 

Shipments destined to foreign places subject to customs 
duties, taxes, or levies may be stopped in transit at foreign 
ports of entry, at the frontiers, or at depositories. Here they 
may be held awaiting examination and the assessment and 
payment of charges or fees. When duties, taxes, fees, or 
other charges are advanced by the carriers for the accounts 
of the owners of the goods, the owners are required to agree, as 
a condition precedent to the acceptance of the goods for trans- 
portation, that such charges be a lien on the goods. 

; These regulations applying to the transportation of export 
shipments are, of course, enforced when the goods move partly 
by air express service and partly by rail or ocean carrier in a 
through express export movement by express. 


Growth of Air Express 


Air express, since its beginning, September 1. 1927, has 
made enormous strides. In 1936 it transported 465.727 ship- 
ments weighing 1,866 tons. The first six months of 1937 showed 


‘Uniform Express Receipt, Section 7. 
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a 42.2 per cent increase in gross revenue over 1936. Speed 
in transportation of air express in the first ten years has 
about doubled. The average length of haul for the first six 
months of 1937 was 831 miles and the average weight a ship- 
ment was 6.88 pounds. 

Frequency of departure and coordination of air-rail service 
are said to have contributed more than any other factors to 
the increased use of air express. Between New York and Chi- 
cago, where more express probably is flown than between any 
two other cities in the world, there are forty-four regularly 
scheduled flights daily by three major air lines. 


Air Express Rates 


The charges for transportation of express matter by air 
are quoted in cents a pound or fraction of a pound, beginning 
with an initial rate for shipments of three-quarters of a pound. 
The rates are graded by quarter pound increments in weight 
up to five pounds; by half pound gradations up to ten pounds; 
and by one pound additions beyond ten pounds. The rates are 
divided upward also by distance. Twenty-four scales of rates, 
numbered 1 to 24, are provided to reflect the difference in dis- 
tance. The air express rates are based on weight with the 
provision that the shipment may not measure more than 400 
cubic inches to each pound. The standard rates are based also 
on a limitation on the liability of the carrier to not over $50 
for each shipment of 100 pounds or less, or 50 cents a pound 
of actual weight in cases of shipments weighing more than 100 
pounds. The charges are computed separately for each package, 
if the shipments consist of more than one package, if any 
package exceeds 400 cubic inches a pound. In cases where the 
packages do not exceed 400 cubic inches a pound, two or more 
packages from the same shipper to the same consignee may be 
charged for at the aggregate gross weight, as if the shipments 
where one package. 


Shipments of cubic measurement exceeding 400 cubic inches 
a pound are rated according to space at the rate provided for 
each pound or 400 cubic inches. Thus, a shipment weighing 
five ounces that measures 20 inches, by 10 inches, by 4 inches, 
would be rated at two times the pound rate. The cubic meas- 
urement, 20 inches, by 10 inches, by 4 inches, equals 800 cubic 
inches, which, divided by 400 cubic inches, equals two. This 
quotient is used, then, as the poundage basis for rate quotation 
without regard to the actual weight, if the weight is less than 
the quotient obtained. Thus, measurement weight takes prece- 


dence over actual weight, if the former is greater than the 
latter. 


Air express rates are based on the size and weight of ship- 
ments, the value of the articles, and the distance transported. 
They are the same for transportation in either direction. Some 
typical rates are shown below: 

Charges for a 





five-pound 

Between And Rate Scale package 
Cheyenne, Wyoming—New York City.......... 16 $3.36 
Chicago, Ill.—New York City ....... nes oe 1.96 
Dallas, Texas—New York City .... 13 2.88 
Denver, Colorado—New York City .. o- ae 3.52 
El Paso, Texas—New York City ...... . 2 3.84 
Indianapolis, Ind.—New York City .... 6 1.76 
Minneapolis, Minn.—New York City 11 2.56 
New Orleans, La.—New York City 12 2.72 
Pittsburgh, Pa.—New York City .............. 3 1.28 
Portland, Oregon—New York City ............ 24 4.80 
San Francisco, Cal—New York City ........... 24 4.80 
Salt Lake City, Utah—New York City ......... 20 4.00 
Tulsa, Oklahoma—New York City ............. 12 2.72 


These rates may be regarded as typical between the im- 
portant air traffic centers and representative of the air rates 
of the Railway Express Agency, Inc., for similar distances.* 

Shipments offered for air transportation by the Railway 
Express Agency are subject to minimum charges a package 
if the charges on the basis of size and weight are less than the 
minimum rate. The minimum rate a package is based on the 
rate for a three-quarter pound package, which is blanketed to 
all points at 85 cents.° 

If shipments transported by the Railway Express Agency 
air service are moved to or from the air terminals by railway 
express, the normal railway express rates between the air 
ports and the points of origin or destination are added to the 
air express charges. Pick-up and delivery services are per- 
formed by the Express Agency in connection with the move- 
ment of the goods between store-doors of shippers or consignees 
and the airports. 

The Railway Express Agency’s working agreements with 
the several air transport companies carrying the express mat- 
ter are in the experimental stage. No uniform contracts for the 
division of earnings, expenses, and liabilities between the ex- 
press company and the air carriers have been worked out. The 


SR. E. A., Inc. Air Express Tariff No. 6, Sections 2 and 3. 
*R. E. A., Inc. Air Express Tariff No. 6, Section 3. 
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contracts of the future between the Railway Express Agency, 
Inc., and the air carriers will probably be influenced, to a greater 
or less extent, by the uniform express contracts applicable be- 
tween the railways and the Express Agency, as well as by the 
regulatory measures to which air express transportation may 
in the future be subjected. At present, the charges for the 
transportation of goods by express in connection with railroad 
service are regulated in interstate commerce by the Interstate 
Commerce Commission, and the contracts between the Railway 
Express Agency, Inc., and the railways are subject to federal 
regulatory supervision. Express rates for transportation in air 
express service and the contracts entered into by the express 
company with the air lines are not subject to regulation by the 
Commission nor is the tariff quoting air express rates filed with 
the Commission, as are the Railway Express Agency’s railway 
express tariffs. 


United States-Foreign Air Express Service 


Air express service is maintained between the United States 
and foreign countries by all air transport companies operating 
between the United States and these countries and by the joint 
service of the Railway Express Agency, Inc., in connection 
with these lines. The volume of freight transported by the air 
transport companies engaged in foreign service has grown from 
6,240 in pounds transported in 1928—the first year in which 
there is record of such service—to 1,786,698 pounds in 1937. 
Twenty-five foreign air express routes are now being operated 
by seven air transport companies. The daily average airplane 
miles scheduled in foreign air express service is 19,410 plane- 
miles. These services are maintained over 26,454 miles of air 
express routes.’ 





United States Department of Commerce, Bureau of Air Commerce, 
‘‘Air Commerce Bulletin,’’ Vol. 9, No. 9, March 15, 1938, p. 222. 


SHIPPING AND AVIATION 


As the result of a hearing before the House committee on 
rules at which a rule was sought for bringing before the 
House for consideration H. R. 9710, the Bland merchant marine 
bill reported by the merchant marine committee, Chairman 
Bland of the latter committee said a revised bill, minus pro- 
visions giving the Maritime Commission jurisdiction over de- 
velopment of trans-oceanic aviation, would be reported. Ques- 
tion was raised before the rules committee by Chaimran O’Con- 
nor as to the Maritime Commission being given jurisdiction 
over that phase of aviation while it was proposed in other bills 
to create an aviation authority. The view was expressed that 
there should not be such conflict of authority. 


STORAGE CHARGES AT NEW YORK 


The Maritime Commission has instituted an investigation 
in No. 482 into the lawfulness and propriety of certain agree- 
ments filed for approval under section 15 of the shipping act, 
1916, as amended, and of storage charges which the parties 
thereto contemplate putting into effect on coffee and other 
cargo remaining on piers after the expiration of free time. 

In Storage of Import Property, decided November 16, 1937, 
the commission required respondents therein to cease allow- 
ing more than ten days’ free time (exclusive of Sundays and 
legal holidays) on import property at the port of New York. 
Following that decision, certain of the respondents filed for 
section 15 approval two agreements under which they would 
establish and maintain uniform storage charges to apply on 
cargo remaining on their piers after the expiration of the free- 
time period. 

One agreement (No. 6205) covers traffic from Argentina, 
Uruguay, Paraguay and certain Brazilian ports. Parties to this 
agreement propose to charge on coffee, a bag of 60 kilos, for 
the first five calendar days or fraction thereof, 1 cent a bag, 
and for the second five calendar days or fraction thereof, 2 
cents a bag. If the goods should not be removed before the 
expiration of the second five-day period, they would be placed 
in public storage at the risk and expense of the goods. The 
charges on all other cargo would be 2% cents a 100 pounds, 
or 1 cent a cubic foot, for the first five calendar days or frac- 
tion thereof, scaled upward for succeeding five-day periods with 
no limitation upon the time such cargo might remain on the 
piers. The other agreement (No. 6215) covers traffic of any 
origin. Parties to it propose to charge on coffee 1 cent a bag of 
any weight for the first five calendar days or fraction thereof, 
and after one five-day period all coffee remaining on the 
piers would be placed in public storage at the risk and expense 
of the goods. The charges on all other cargo would be 2 cents 
a 100 pounds, or 1 cent a cubic foot, other conditions to be the 
same as on coffee. 

Protests received by the commission alleged that the 
charges on coffee would be so nominal as in effect to amount 
to additional free time and contrary to the spirit of the decision 
and order in the case above cited. 
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. . ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





(District Court, S. D. New York.) The general strike ex- 
ception clause in a charter party does not prevent the running 
of demurrage, but a similar phrase is necessary in conjunc- 
tion with demurrage clause to free charterer from burden of 
paying demurrage when delay is due to strikes. (Continental 
Grain Co. vs. Armour Fertilizer Works, 22 Fed. Supp. 49.) 

Under charter party stipulating demurrage only for deten- 
tion by default, charterer may be liable for demurrage, even 
though detention was due to a strike or other cause for which 
he was not at fault, since “default” means failure to perform 
whatever charterer was bound to do without regard to how 
the failure came about, subject only to vis major doctrine.— 
Ibid. 

A charterer was liable for demurrage for delay and failure 
to discharge cargo, notwithstanding general longshoremen’s 
strike in port and refusal of charterer’s men to continue to 
unload ship because of threats by longshoremen’s association, 
where ships were being worked regularly, and charterer could 
have made arrangements to discharge cargo by applying to 
local maritime committee.—Ibid. 


“Demurrage” is merely an allowance or compensation for 
the delay or detention of a vessel, and, though a demurrage 
charge is a sum agreed upon as liquidated damages, damages 
are for delay, and they do not include every expense which 
might arise.—Ibid. 


Where voyage charterer which had agreed to load, trim, 
and discharge cargo free of expense to vessel satisfactorily 
loaded vessel but did not discharge it because of strike and 
fear of violence by longshoremen, voyage charterer’s superin- 
tendent notified captain and time charterer’s agent that he was 
going to make no further attempt to unload, time charterer’s 
action in shifting berths and discharging cargo was reasonable, 
and time charterer could recover from voyage charterer for 
expenses incurred in shifting berths and discharging cargo.— 
Ibid. 


Where there was insufficient proof with respect to some 
items which time charterer was entitled to recover from voyage 
charterer for expenses incidental to discharging cargo which 
voyage charterer failed to discharge, and several items were 
disputed, claim would be referred to special commissioner to 
determine amount and report it to admiralty court.—Ibid. 


A time charterer could not recover from voyage charterer 
damages resulting from cancellation of time charter because 
of loss of subsequent cargo on ground that voyage charterer’s 
failure to discharge vessel within a reasonable time caused 
loss of subsequent cargo, where captain failed to obtain a full 
crew for two weeks after discharge was completed, and charter 
was not canceled until four or five days after date when ves- 
sel could have left port had captain been able to obtain a full 
crew.—Ibid. 





SHIP SUBSIDY PROBLEMS 


“We cannot subsidize losses,” said Admiral Land, chair- 
man of the Maritime Commission, in an address April 14 at 
Richmond, Va., before the Virginia State Chamber of Com- 
merce. 

“If that were the case, there would be little point in the 
payment of subsidies; the government might as well own and 
operate the line itself. To obtain a subsidy, a steamship line 
must have some economic justification for its existence. The 
implication is plain. Our ships must carry more business.” 

Referring to the Baltimore Mail Line and the Hampton 
Roads-Yankee-Oriole Lines, the latter being government owned, 
Admiral Land said: 


Here at Hampton Roads you will have a graphic illustration of this 
situation right at your door-step. For years, as I have just cited, the 
volume of foreign trade passing through this area has been steadily 
increasing, but, in the meantime, two principal American flag lines 
serving this port have been beset with constant. economic difficulties. 
I refer to the privately-owned Baltimore Mail Line and the government- 
owned Hampton Roads-Yankee-Oriole Lines. 

The Baltimore Mail Line is now operating on a temporary subsidy 
which is much less than the liberal subsidy it received under its old 
ocean mail contract, with the help of which it was unable to get out 
of the red; at least it was unable to pay dividends. As for the other 
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line, it likewise has operated consistently at a loss and would have been 
out of business long ago but for government beneficence. 

I don’t know what is going to happen to these two lines in the 
final solution of this grave problem. If the Baltimore Mail Line could 
not operate successfully under its liberal ocean mail contract, what 
chance of survival does it have operating under a greatly reduced sub- 
sidy? Its fate seems obvious unless it can attract more business. The 
commission is directed by the merchant marine act to sell or charter 
all of its lines which it is operating through managing agents or man- 
aging operators. It has refrained from doing so, considering the time 
to be inopportune, as one attempt to charter the lines resulted in very 
unsatisfactory bids. But it is the intent of the act, and that intent is 
plainly expressed, that the commission shall terminate this method of 


operation as soon as practicable, and the commission can not postpone 
this action much longer. 


These are the blunt facts of the case. They are unpleasant, but 
nothing can be gained by avoiding them, It is unfortunate that the 
condition of these two American-flag lines today should mar the other- 
wise great record of the development of this port. 

The Maritime Commission recognizes the great importance of 
Hampton Roads as a port, both from the standpoint of the nation’s com- 
merce, and from the standpoint of the national defense. The commis- 
sion also recognizes the boundless potentialities for development pos- 
sessed by the port by reason of its geographical advantages; its easy 
accessibility, both from the interior and from the sea; its climate; its 


exceptional terminal facilities, and the wealth and productivity of the 
territory it serves. 


Furthermore, the Maritime Commission desires to give to the 
Hampton Roads and the Chesapeake areas an adequate American flag 
steamship service to foreign ports with fast and modern vessels and 
whatever disposition is made of the problem now before us, I give you 
my personal pledge that Hampton Roads will have this service. 

The desire of the commission to give you this service is as strong 
as the desire you have expressed to have such a service. 

But it is not enough for you to simply say you want this service. 


You must be prepared to support it. This support requires increased 
patronage of American-flag ships. 


The answer rests squarely with the shippers of this state and this 
territory. 


FOREIGN TRADE ZONE 


The Traffic World New York Bureau 


The City of New York has completed the draft of a new 
form of contract for the private operation of Foreign Trade 
Zone No. 1 at Staten Island. It will advertise for bids for 
the privileges and rights of private operation and this time, 
unlike the experience of a year ago, when there was one bidder 
and no award of a contract, an award is thought almost certain 
to be made because of the pressure brought by the Foreign 
Trade Zones Board at Washington urging the city to get busy 
and by May 1 show some serious attempt to put the work 
of the zone on a business basis. It is realized that the city, 
handicapped by not being permitted, under federal law, to go 
out to drum up business here and abroad is not able to make 
the venture pay for itself. The only chance of success, if any, 
is through operation by a private company, it is believed. 

It is learned that there is a likelihood of three or more 
bids being made. One of them may be by a warehouse com- 
pany. Another is to be by E. Poncelet, who was the only 
bidder last year. He said he believed a company with $50,000 
ought to find that sufficient capital. 

Under the terms of the new contract it is provided that 
the rates to be imposed for warehouse or storage of goods must 
be approved by the Dock Commissioner before they can go 
into effect. Under the old contract the operator was allowed 
to charge what he liked. The operator must advertise the 
zone and forward its business. Out of the gross receipts all 
expenses of operation are to be deducted. The former contract 
allowed the operator to take 70 per cent of the gross receipts. 
After expenses have been deducted, the balance is to be shared 
by the operator and the city. What that will be will depend 
on the terms offered by the bidders. The city will have the 
option to terminate the contract at the end of a year if it does 
not turn out satisfactory. The operator will be able to cancel 
it on shorter notice. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Maritime Commission on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended. 

Agreements Approved 

6085 between Kawasaki Kisen Kabushiki Kaisha and Pan-Atlantic 
Steamship Corporation (Pan-Atlantic Line) provides for the transporta- 
tion of cargo under through bills of lading from ports in Japan and 
China to New Orleans, Louisiana, Mobile, Alabama, and Panama City, 
Florida, with transhipment at New York. 

6140 between Aktiebolaget Svenska Amerika Mexiko Linien, Unter- 
weser Reederei A/G, Aktiebolaget Transmarin, and the other carriers 
parties to the Swedish Baltic/United States North Atlentic Freight 
Agreement provides for the transportation of woodpulp and wallboard 
under contracts for joint account, from Swedish Baltic ports north of 
and including the Gefle District to United States North Atlantic ports 
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north of Cape Hatteras, and apportionment of cargo between the 
parties in specified ratios. 

6249 between Koninklijke Nederlandsche Stoomboot Maatschappij 
N. V. (Royal Netherlands Steamship Company) and Isthmian Steam- 
ship Company provides for the transportation of baled sisal under 
through bills of lading from Fort Liberte, Haiti, to Los Angeles Harbor, 
San Diego, and San Francisco, California, with transhipment at New 
York. 

6264 between Great Lakes Transit Corporation and Minnesota At- 
lantic Transit Company provides for operation of an extra vessel for 
joint account in the transportation of automobiles eastbound and auto- 
mobiles and package freight westbound between Detroit and Buffalo. 


Cancellation of Agreements 


2980 between Nelson Steamship Company, Matson Navigation Com- 
pany, The Oceanic Steamship Company, and Los Angeles Steamship 
Company provides for the transportation of cargo under through bills 
of lading from United States Atlantic Coast ports to the Hawaiian 
Islands, with transhipment at Los Angeles Harbor or San Francisco. 


2995 between Dollar Steamship Lines Inc., Ltd., and United States 
Lines Company provides for the transportation of canned goods, dried 
fruit, high density cotton, apricot kernels, honey, and dried beans under 
through bills of lading from United States Pacific Coast ports to Ger- 
many, England, and France, with transhipment at New York. 


3112 between Pacific Steamship Lines, Ltd., and Nelson Steamship 
Company provides for the transportation of cargo under through bills 
of lading from United States Pacific Coast ports to United States 
Atlantic Coast ports, with transhipment at San Francisco. 


3123 between Nelson Steamship Company and Pacific Steamship 
Lines, Ltd., provides for the transportation of cargo under through 
bills of lading from United States Atlantic Coast ports to United 
States Pacific Coast ports, with transhipment at Los Angeles Harbor. 

3459 between McCormick Steamship Company and Berkeley Trans- 
portation Company provides for the transportation of cargo under 
through bills of lading between specified United States Atlantic Coast 
ports and Berkeley and Emeryville, California, with transhipment at 
San Francisco. 

3960 between Pacific Steamship Lines, Ltd., and A. F. Klaveness & 
Co. A/S (Klaveness Line) provides for the transportation of cargo 
under through bills of lading from United States Pacific Coast ports 
and British Columbia to Japan, China, Hongkong, and the Philippine 
Islands, with transhipment at San Francisco, Los Angeles Harbor, 
Portland, Astoria, Seattle, or Tacoma. 

4106 between A. F. Klaveness & Co. A/S (Klaveness Line) and Paci- 
fic Steamship Lines, Ltd., provides for the transportation of cargo under 
through bills of lading from Sumatra, Federated Malay States, Straits 
Settlements, Dutch East Indies, the Philippine Islands, and Hongkong 
to United States Pacific Coast ports, with transhipment at Los Angeles 
Harbor or San Francisco. 


4385 between States Steamship Company (California-Eastern Line) 
and Freighters, Inc., provides for the transportation of cargo under 
through bills of lading between United States Atlantic Coast ports and 
Sacramento and Stockton, with transhipment at San Francisco. 


4598 between Union Steam Ship Company of New Zealand, Ltd., and 
Pacific Steamship Lines, Ltd., provides for the transportation of cargo 
under through bills of lading from Australia, New Zealand, Fiji Islands, 
Samoan Islands, and Papeete to United States Pacific Coast ports, 
with transhipment at San Francisco or Los Angeles Harbor. 


4640, as amended, between Aktiebolaget Svenska Amerika Mexiko 
Linien, Aktiebolaget Transmarin, American Scantic Line, Inc., and the 
other carriers comprising the membership of the Swedish Baltic/North 
Atlantic Freight Conference, which agreement was terminated by with- 
drawal of the parties, effective December 31, 1937. This agreement has 
been replaced by agreement 6140. 


4861 between United Fruit Company and Pacific Steamship Lines, 
Ltd., provides for the transportation of cargo under through bills of 
lading between ports in Central and South America, Canal Zone, Pana- 
ma, Cuba, and Caribbean Sea ports and specified United States Pacific 
Coast ports, with transhipment at Los Angeles Harbor or San Fran- 
cisco. 


4904 between Panama Mail Steamship Company (Grace Line) and 
Pacific Steamship Lines, Ltd., provides for the transportation of cargo 
under through bills of lading between Mexico, Central and South 
America, Canal Zone, Panama, Cuba, and Caribbean Sea ports and 
specified United States Pacific Coast ports, with transhipment at Los 
Angeles Harbor or San Francisco. 


5094 between Nippon Yusen Kaisha and Pacific Steamship Lines, 
Ltd., provides for the transportation of cargo under through bills of 
lading between Japan, China, Hongkong, Manchukuo, the Philippine 
Islands, Straits of Settlements, and India and United States Pacific 
Coast ports, with transhipment at Seattle, Tacoma, Los Angeles Har- 
bor, or San Francisco. 

5127 between Silver Line, Limited, and Pacific Steamship Lines, 
Ltd., provides for the transportation of cargo under through bills of 
lading from Shanghai, Hongkong, the Philippine Islands, Straits Settle- 
ments, Ceylon, British India, Dutch East Indies, and Federated Malay 
States to United States Pacific Coast ports, with transhipment at Port- 
land, Seattle, Tacoma Los Angeles Harbor, or San Francisco. 

5288 between Pacific Steamship Lines, Ltd., and Silver Line, Li- 
mited, provides for the transportation of cargo under through bills of 
lading from United States Pacific Cozst ports to Shanghai, Hongkong, 
the Philippine Islands, Straits Settlements, Ceylon, British India, Dutch 
East Indies, and Federated Malay States, with transhipment at Port- 
land, Seattle, Tacoma, Los Angeles Harbor, or San Francisco. 

5290 between Silver Line, Limited, and Pacific Steamship Lines, 
Ltd., provides for transportation of cargo under through bills of lading 
from South Africa (Capetown-Beira Range) to specified United States 
Pacific Coast ports, with transhipment at Portland, Seattle, Tacoma, 
Los Angeles Harbor, or San Francisco. 
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SHIP BIDS REJECTED 


The Maritime Commission has rejected all bids for the con- 
struction of eight of the twelve standard steel cargo vessels 
which were opened February 1, and invited new proposals for 


be nee of twelve ships of the same type, returnable 
ay 3. 


The commission recently approved the bid of the Tampa 
Shipbuilding and Engineering Company of Tampa, Fla., for 
the construction of the remaining four of the twelve vessels on 
which proposals were originally sought, but the award of the 
contract is in abeyance until the company makes financial 
arrangements satisfactory to the commission to insure the 
completion of the ships. 


The Tampa company, which was the low bidder of the 
eight firms which submitted proposals on the vessels, bid 
$7,262,652, or $1,815,663 each for building four vessels with 
diesel propulsion, prices which the commission approved as 
falling within the range of its own estimates of what the ships 
should cost. Others bids were as much as 68 per cent higher. 


In announcing the action of the commission, Emory S. 
Land, chairman, said that the commission had been seeking 
through negotiation to induce other bidders to reduce their 
prices in line with the commission’s estimates so that contracts 


— be awarded for the construction of all the vessels. Said 
e: a 


The commission approached the problem from the standpoint of 
the ‘‘prudent business man’’ described in the merchant marine act in 
an effort to avoid readvertising for bids, and also to find a way of 
obtaining more reasonable bids in the future. It is obvious that ships 
built at the prices quoted could not be operated successfully as a com- 
mercial proposition. 

The shipbuilders gave us excellent cooperation. Our negotiations 
resulted in materially lowering the prices bid and while modifications 
and concessions were made in the matter of specifications they were 
not such as to impair the over-all efficiency of the design of the vessel. 

From the progress that was made it was apparent that these 
negotiations, which are of the type commonly encountered in private 
business transactions, would have produced satisfactory results, and 
contracts could have been awarded for the other eight vessels, but in 
surveying the legal phases of the matter, it was decided that the 
clauses of the act, as well as other statutes governing competitive 
bidding on government contracts, made the contemplated procedure 
doubtful from a legal standpoint. 

Accordingly, the commission reluctantly determined to reject all 


bids on the eight ships and readvertise including four more in the new 
invitation. 


The new ships are to be built to a standard design, known 
as the C-2 design, which has been developed by the commis- 
sion’s technical staff with the collaboration of private shipbuild- 
ing experts and steamship operators. They will be 435 feet 
long, 63 feet in breadth, with a load draft of 25% feet, a dis- 
placement of 13,900 tons, a cruising radius of 13,000 miles, and 
a speed of 15% knots. Changes and modifications in the speci- 
fications, resulting from the commission’s negotiations with 
shipbuilders over the original bids, have been incorporated in 
the design. 


M. C. ARGUMENT 


The Maritime Commission has announced that oral argu- 
ment on exceptions to the proposed report in No. 436, Dant & 
Russell, Inc., vs. American-Hawaiian Steamship Co. et al. will 
be heard beginning at 10 o’clock a. m., April 25, in room 2062, 
Department of Commerce building, Washington, D. C. 


M. C. HEARINGS 


The Maritime Commission has postponed hearing in No. 
471, in the matter of rates, fares, charges, regulations and 
practices of Inter-Island Steam Navigation Co., Ltd., between 
points in Hawaii, from April 25 to May 27. Hearing will be 
held in Honolulu, beginning at 10 o’clock a. m., standard time, 
before Chief Regulation Examiner G. O. Basham. Address of 
the hearing room will be furnished at a later date. A proposed 
report will be issued in this case. 


PENALTY ON FOREIGN TUGS 


The House committee on merchant marine and fisheries 
held a hearing April 14 on H. R. 8533, a bill to increase the 
penalty against foreign tugs towing American flag vessels 
between U. S. ports. The penalty is now 50 cents a ton and 
the bill calls for a flat penalty of $250. It was said that in 
some cases this would be less than the 50-cent penalty. The 
bill is supported by the Commerce Department and Maritime 
Commission. The committee was asked to exempt from the 
bill movement of traffic over through routes such as is ex- 
empted from section 27 of the merchant marine act of 1920. 
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JAPANESE BEETLE QUARANTINE 


A revision of the Japanese beetle quarantine regulations, 
effective April 11, has been announced by Secretary of Agri- 
culture Wallace in a statement which follows: 


The revision brings within the regulated areas for the first time 
part of Schuyler county, N. Y., parts of the Ohio counties of Coshocton, 
Portage and Summit, and parts of the West Virginia counties of Berke- 
ley and Jefferson. This action is considered necessary because of the 
establishment of the Japanese beetle therein. There were added also 
infested areas in New York, Pennsylvania, Ohio, Maryland, and Vir- 
ginia counties, parts of which were formerly under regulation. Wheel- 
ing, W. Va., and Coshocton, Ohio, are brought under regulation and 
placed in the same category as Buffalo, Cleveland, and other outlying 
cities in that a certificate or permit is required in shipping restricted 
fruits and vegetables to these cities but no restrictions are placed on 
the interstate movement therefrom. 

Shippers of produce also will find that Lancaster ocunty, Pa., has 
been added to the special area from which the movement of fruits and 
vegetables by motortruck or refrigerator car is regulated. 

Some outlying areas where Japanese beetle infestations have been 
found are not included because of assurance from the states concerned 


that adequate measures will be taken to prevent the spread of the pest 
from these areas. 


Of interest to nurserymen is the elimination of restrictions on the 


movement of aquatic plants except during the period from June 15 to 
October 15. 


Restrictions on the movement of sand are modified to exempt from 
certification construction sand, silica sand, greensand, marl, ‘‘bird sand,’’ 
‘‘bird gravel,’’ and pottery clay, when free from vegetable matter, and 
when labeled as to contents on the container. 


WHARFAGE AT BOSTON 

Pursuant to petitions filed with it by the Boston Port 
Authority, Boston Wool Trade Association, Boston Coffee 
Brokers’ Association, and other Boston interests, the Maritime 
Commission has ordered an investigation of wharfage charges 
and practices, and agreements relative thereto, of the Boston 
& Albany Railroad, Boston & Maine Railroad and New York, 
New Haven & Hartford Railroad Company in connection with 
interstate and foreign water-borne commerce of the United 
States, in No. 481, in the matter of wharfage charges and prac- 
tices at Boston, Mass. 

The charges for wharfage on these railroads’ piers were 
increased approximately ten per cent April 5. The petitions 
allege, among other things, that the charges and practices ob- 
jected to are unreasonable in violation of section 17 of the 
shipping act, were arrived at by agreement between the rail- 
roads, and that such agreement was and is being carried out 
in violation of the filing and approval requirements of such act. 

The commission’s investigation was instituted under section 
15 of the shipping act, which empowers the commission to dis- 
approve, cancel, or modify any agreement, whether or not 
previously approved by it, that it finds is unjustly discriminatory 
or unfair, or detrimental to commerce of the United States, 
and under section 22 of the same act, which empowers it to 
investigate any violation of the shipping act. 

Dates for the hearings in the investigation will be an- 
nounced later. 


IRON AND STEEL VIA NEW ORLEANS 


The Maritime Commission, by special permission No. 964, 
has authorized John F. Girault, as agent for affected carriers, 
to establish rail-ocean rates, on 10 days’ notice, on iron and 
steel via New Orleans to Pacific coast ports on the same basis 
as rates from Pittsburgh via Baltimore and ocean lines. Re- 
cently the latter rates were increased under Ex Parte 123, 
in Supplement 3 to Agent Sperry’s 42-J, I. C. C. 380. 

The rail-ocean and the rail-barge-ocean rates through New 
Orleans, on account of the Mississippi Valley Barge Line, com- 
parable with the eastern seaboard adjustment, will be published 
effective April 20, says Mr. Girault in his application. Rail- 
barge-ocean rates published on account of the Federal Barge 
Lines in Tariff 32-L, I. C. C. 135, will be increased, according 
to advice received by the commission from Mr. Girault, effec- 
tive about April 25, under special permission No. 167170. Barge- 
* ocean-rates in Girault’s S. B.-I. No. 3, are made in relation to 
rail-barge-ocean rates through New Orleans in Sperry’s Tariff 
42-J and Inland Waterways Corporation Tariff 32-L. 

Therefore, said Mr. Girault, in asking permission, it was 
necessary that his rates in the tariff mentioned be revised, 
effective not later than April 25, to reflect the same advances, 
in cents by the hundred pounds. Mr. Girault asked for au- 
thority to make the increases on 5 days’ notice, but the com- 
mission, in its special permission, required 10 days’ notice. 


TRANSPORTATION OF PRE-COOLED FRUIT 


Agents at ports of destination of Argentine pears are re- 
ported to have found the fruit shipped from ports in that 


The Traffic World 





Vol. LXI, No. 16 





country on refrigerating vessels to be in excellent condition on 
arrival, according to a report to the Department of Commerce 
from the office of the American commercial attache at Buenos 
Aires. 

One of the refrigerating ships carried approximately 66,000 
boxes of pears consigned to the ports of Havre, Antwerp, and 
Rotterdam, while another was loaded with approximately 50,000 
boxes consigned to New York, the report stated. 

The success of these trial shipments was cited by the local 
trade in Argentina as proof of the theory that pre-cooling of 
fruit could be effectively carried out on board ocean carriers, 
it was stated. 

The objective of this experiment was to find ways and 
means to develop a direct outlet or a part of the fruit crop 
of the upper Rio Negro Valley, it was reported. The output 
of this region had formerly been shipped at considerable added 
expense directly to Buenos Aires where it was transhipped for 
export, according to the report. 


PANAMA CANAL TRAFFIC 


In March, according to a report to the War Department 
from the governor of the Panama Canal, 506 ocean-going com- 
mercial vessels, on which tolls of $2,015,585.34 were paid, 
transited the Canal. For the preceding month the number of 
vessels was 436 and the tolls $1,786,611.45. 

For the nine months ended with March, the number of 
transits was 4,127 as against 3,898 in the corresponding period 
of 1936 and 1937, and tolls amounted to $17,520,314.68 as 
against $16,588,066.19 for the corresponding period of 1936 
and 1937. 

It was noted by the department that even with the re- 
duction in toll rates under the new rules for the measurement 
of vessels and rates of toll, effective March 1, 1938, the collec- 
tions for March exceeded collections in each of the preceding 
eight months, except July and August. 


MARITIME UNEMPLOYMENT BILL 


Representative Havenner, of California, has introduced 
H. R. 10205, a bill to establish a system of federal maritime 
unemployment compensation which would be administered by 
the Social Security Board. Employers would be subject to a 
tax of 3 per cent annually on their payrolls to provide the 
money for unemployment compensation. 

The bill provides that each eligible maritime employe who 
is totally unemployed in any week shall be paid with respect 
to such week benefits at the rate of 12% per cent of his full- 
time monthly wages but not more than $18 a week nor less 
than $5, or three-sixteenths of his full-time monthly wage, 
whichever is the lesser. The maximum total amount of benefits 
payable to any unemployed and eligible maritime employe for 
“any benefit year” shall not exceed sixteen times his weekly 
ag amount. A “benefit” year consists of 52 weeks, under 
the bill. 


COTTON, GRAIN, BAGGING, ETC. 

The Maritime Commission has amended its order institut- 
ing No. 480, in re rates, charges, rules, regulations and prac- 
tices, for or in connection with cotton, bags and bagging, and 
grain and grain products (see Traffic World, April 9), so as 
to cover an inquiry as to such rates over the lines of the Bull 
Steamship Line, Lykes Coastwise Line, Inc., Newtex Steamship 
Corporation, and International Freighting Corporation, between 
Gulf and north Atlantic ports. 


SULPHUR RATE PROPOSAL 


The Maritime Commission has vacated and set aside its 
order withholding approval of the increased rates and charges 
on sulphur published in Supplement 25 to E. H. Dulaney’s 
tariff S. B. 27 (see Traffic World, Dec. 18, p. 1393). The com- 
mission said that the respondents had established new provi- 
sions in lieu of the schedules withheld. The commission’s action 
was taken with respect to its section 18 rate order No. 4 of 
December 16, 1937. 


COTTON, GRAIN, BAGGING, ETC. 


The Maritime Commission has announced postponement of 
the hearing in No. 480, in rerates, charges, rules, regulations 
and practices for or in connection with cotton, bags and 
bagging, and grain and grain products, at New Orleans, La., 
before Examiners J. A. Russell and J. H. Eisenhart, Jr., from 
April 13 to April 19 (see Traffic World, April 9, p. 851). 


INTERCOASTAL STEAMSHIP AID 
Notwithstanding announcement by President Roosevelt 
that he could not approve the proposed legislation, the Senate 
commerce committee, April 14, ordered a favorable report on 
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H. J. Res. 613, providing for government operation in the inter- 
coastal trade of the vessels California, Pennsylvania and Vir- 
ginia, if the vessels are acquired by the Maritime Commission 
from the Panama Pacific Line. The resolution recently was 
passed by the House. 


N. Y. SHIPPERS’ CONFERENCE 
The Traffic World New York Bureau 


Opposition to bills in Congress that would provide for the 
regulation of the rates of carriers on the State Barge Canal and 
the Great Lakes was reaffirmed by the Shippers’ Conference 
of Greater New York at its meeting April 13. It takes the 
position that it is not actually opposed to the regulation of 
rates, provided they uniformly apply also to the barge lines of 
oe See and also between Canadian ports and the Great 

akes. 

Val Raymond, of the National Sugar Refining Company, 
expressed the view that the rates on the inland waterways 
were not always stable, at times uneconomic, that railroads, 
to meet competition, forced rates down to a point where they 
did not pay, and it might, therefore, be in the carrier interest 
to have the rates regulated. If the rates were fixed too high, 
he said, nobody would want to use the water carriers. 

To which W. H. Brusche, speaking for W. H. Chandler, 
chairman of the legislative committee, who was attending the 
hearings on the Southern rate case at Birmingham, Ala., said 
that some of the large carriers did not favor regulation while 
some of them did. 

Reporting for the classification committee, W. R. Settgas 
said the Manufacturers’ Association of Connecticut had been 
canvassing the views of shippers and enlisting their support in 
connection with a proposal to induce the rail carriers to adopt 
a more liberal rule applicable to mixed carload shipments. 


Briefly, the proposed changes in Section No. 1 of Rule 10 
are: 


1. It is suggested that the actual carload class or commodity rate 
applicable to each article in the carload should be used as the basis 
for determining charges; 

2. Any deficit in the carload minimum weight (which would be the 
highest provided for any article in the carload) would be charged for 
on the basis of the lowest classed or rater article in the mixture; 

3. The weight of any articles included in the car moving at less- 
than-carload or any quantity rates or ratings would be used to make up 
any deficit in the carload minimum weight. 


The association said this modification had been approved by 
the Official Classification Committee, the National Industrial 
Traffic League, the New England Traffic League, and various 
other traffic organizations, as well as numerous shippers and 
the executives of certain railroads. The proposal was rejected 
by the Traffic Executive Association-Eastern Territory, largely 
due, it was said, “to conflicting ideas concerning the effect that 
its adoption would have upon the forwarding companies, sev- 
eral of these being controlled by certain of the Trunk Line 
railroads.” 

The committee said it was in accord with the belief of 
the association “that a liberalization of Rule No. 10 is sound 
and logical, and, therefore, recommended that the Conference 
go on record as favoring the proposed modification of Rule No. 
10 and authorize cooperation with the association and others 
in an endeavor to obtain approval and publication of the pro- 
posed rule.” The Conference by resolution, approved this step. 

The legislative committee reported, as to the southern rate 
case now being heard at Birmingham, that the complaint had 
been further amended so as to embrace other commodities in- 
cluding blackstrap molasses, cordage, including rope and 
binder twine, burlap, gunny and jute bags, fire hydrants, valves, 
or brass pipe fittings, veneering, finished heading staves and 
broom handles and cooperage. 

On motion of Frank Rich, Chairman Robert A. Cooke 
was named chairman of the Mayor’s Committee on Port 
Development. 

George Hichborn, of the U. S. Rubber Products Co., was 
named to speak for the conference on the American merchant 
marine at a hearing to be held on April 18 in New York by 
the Maritime Commission. It is to hear those interested in the 
building up of American shipping as to what suggestions they 
have to make as to shipping routes, ship subsidies, and other 
plans under the commission’s guidance and jurisdiction, to the 
end that American steamship lines might get a larger share of 
freight traffic. 

A report told of Governor Lehman having signed the motor 
carrier regulation bill which would place motor carriers under 
the jurisdiction of the state commission. 

Another report stated that a grand jury was investigating 
charges filed against a local teamsters’ and chauffeurs’ union 
of compelling employing motor carriers to employ men they 
did not need in their business. 
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The advantages of the Perfect Shipping Month—April—to 
shippers were stressed as tending to reduce loss of and damages 
to freight in course of transit. 

C. M. Smith reported that the Panama Pacific Line had 
definitely suspended all operations in the intercoastal trade. 
It was also reported that there had been a persistent rumor 
that the Grace Line, which suspended its intercoastal opera- 
tions a few months ago, would reenter the intercoastal trade. 
It was the understanding, it was stated, that the line had not 
withdrawn its membership in the Intercoastal Steamship 
Freight Association. 

It was also reported that a hearing would be set for some 
time this month on trucking rates between New York-Philadel- 
phia-Wilmington area. 


HANDLING FRUITS AND VEGETABLES 


More adequate wholesale and jobbing markets. would mate- 
rially reduce the $1,500,000,000 paid each year or the handling 
of fruits and vegetables from the producer to the consumer, 
according to a report on terminal market conditions issued by 
the U. S. Department of Agriculture. 

The study, “Wholesale Markets for Fruits and Vegetables 
in 40 Cities,” was made by the Bureau of Agricultural Econ- 
omics. The author of the bulletin by the same title is William 
C. Crow. 

“Changes in market buildings and facilities, the study in- 
dicates, often have failed to keep pace with the changing buy- 
ing habits of consumers, the increased costs of marketing, the 
expanding use of motor truck transportation, and chain-store 
methods of purchase and sales,’ says the department. “In 
many cities, markets have been recently constructed at large 
cost only to prove inadequate either in design or in location 
for the needs of the buyers and sellers who use them. 

“A large part of the retail fruit and vegetable dollar goes 
to pay the costs of distribution from the farm to the consumer. 
Of the estimated $2,500,000,000 that consumers spend each year 
for fruits and vegetables, about 40 per cent goes to the pro- 
ducer. The other 60 per cent pays the costs of transportation 
and wholesale and retail handling. 

“Transportation accounts for a considerable part of the 
costs of distributing fruits and vegetables, as do retail margins. 
But in most instances, the author states, the greater part of 
these marketing costs occurs after the produce has reached the 
large cities. The high handling costs are attributed to ineffi- 
cient practices, improper organization, and unsuitable facilities.” 

Copies of the bulletin, Department of Agriculture No. 463, 
may be obtained from the Superintendent of Documents, Gov- 
ernment Printing Office, Washington, D. C., for 15 cents each. 


ROBBERY FREIGHT CLAIMS 

Claims resulting from robbery of freight in transit paid 
in 1937 by the railroads of the United States and Canada 
amounted to $532,939, the smallest amount on record for any 
one year, according to the Association of American Railroads. 

“This was an average of 1.3 cents for each car loaded with 
revenue freight,” said the association. 

“Robbery claims paid in 1937 were a reduction of $155,853 
or nearly 2.3 per cent less than those in 1936, and a decrease 
of $308,797 or 37 per cent compared with 1935. 

“Freight claim payments resulting froth thefts of coal and 
coke in 1937 amounted to $140,456, a reduction of 41 per cent 
compared with the preceding year. Payments for theft of 
cigarettes and other tobacco manufactured products totaled 
$85,064, a decrease of 31 per cent compared with the year 
before. 

“This reduction in claims due to robbery of freight in 
transit results largely from the increased efficiency of the 
police organization maintained by the railroads and the vigi- 
lance of those organizations in guarding the billions of dollars 
worth of freight which the railroads transport annually.” 


MOTOR PROPOSED REPORTS 


(Continued from page 882) 


Household goods and movables, lice stock, farm produce and 
machinery and hardware between points in Oregon, on the one 
hand, and points in Idaho, on the other. Exceptions, if any, 
must be filed within 25 days from date of service. 

MC 5907, Silver Fleet of Memphis, Inc., Birmingham-Jack- 
son extension. Examiner J. L. Bradford. Served April 14. 
Dismissed at request of applicant. Certificate of general com- 
modities between Birmingham, Ala., and Jackson, Miss. 

MC 5907, Silver Fleet of Memphis, Inc., common carrier 
application. Examiner J. L. Bradford. Served April 14. 
Granted. General commodities, with exceptions between St. 
Louis, Mo., and New Orleans, La., and between Little Rock, 
Ark., and Birmingham, Ala. 
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TRUCK PERMIT ONLY PRIMA FACIE 


A contract carrier permit issued under the grandfather 
clause of the Utah motor carrier statute is only prima facie 
evidence of the permittee’s right to operate; and if persons 
adversely affected so request, the commission of that state 
must grant a rehearing or reconsideration. 

The foregoing is the substance of a holding by the Supreme 
Court of Utah in McCarthy et al. vs. Public Service Commis- 
sion of Utah et al. Pfs 

On account of the fact that the Commission is issuing 
permits without hearing, the opinion of the Utah court is re- 
garded as of great significance. So far as known, it is the 
first time a court has dealt with the question as to the value 
of a permit issued in such circumstances. While it is not 
binding on the federal regulating body, the reasoning of the 
Utah tribunal, it is believed, would be persuasive in the event 
the question were raised in a federal court, as it could, were 
the Commission inclined to attribute a value to a permit is- 
sued by it beyond that of a document establishing a right 
subject to being overturned after hearing from opposing in- 
terests. The court, in part, said: 


It was never intended by the legislature that these permits issued 
under the act to existing or antecedent contract carriers without a 
hearing or notice to others should be conclusive and binding deter- 
minations. . . . In the nature of the case such permits can only operate 
as prima facie evidence of the right of the permittee to operate there- 
under. Least of all, can it be properly said that such a permit, issued 
on application, excludes the right of a competitor to contend and to 
show to the Commission by protest, objection or otherwise that the 
permittee in his operations thereunder has exceeded the limits or 
character of service permitted thereby. . . . In any such case it would 
be the Commission’s duty to receive and file the complaints or objec- 
tions made and to order a hearing to determine the truth of the mat- 
ter, notwithstanding that a permit had already been issued. ... 
Upon constitutional principles the applicant cannot expect a conclusive 
or binding determination upon an ex parte application. Least of all, 
can he expect that persons adversely affected by his application shall 
be held bound or affected by the mere self-serving declarations or 
statements contained in his application for a permit. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 


MC F-500, Complete Auto Transit, Inc., purchase, Drive- 
away Co. of Missouri, as of April 6; MC 1534, Sub. No. 2, 
O. C. Stinson, contract carrier application, as of March 30; 
MC 2186, Sub. No. 1, Southern Stages, Inc., extension of 
operations, as of March 29; MC 2743, Sub. No. 1, Dixie 
Greyhound Lines, Inc., extension of operations, as of March 
30; MC 2997, Sparks and Schlegelmilch, contract carrier 
application, as of March 28; MC 2997, Sparks and Schlegel- 
milch, extension of operations, as of March 28; MC 4283, Sub. 
No. 1, J. Harry Kelly, extension of operations, as of March 
29; MC 5613, Sub. No. 1, C. P. Houghton, extension of opera- 
tions, as of March 28; MC 8038, Sub. No. 1, E. S. and H. K. 
Prentice, extension of operations, as of March 28; MC 13300, 
Sub. No. 1, Carolina Coach Co., extension of operations, as 
of April 1; MC 17732, Andrew P. Keegan, contract carrier 
application, as of March 30; MC 18298, H. J. Beam, common 
carrier application, as of March 28; MC 18462, Charles Webster 
Brown, broker application, as of April 1; MC 18632, Edward 
Thomas Owens, common carrier application, as of April 1; MC 
19395, Russell K. Drayer, common carrier application, as of 
March 30; MC 24123, Roy P. Barnet, common carrier applica- 
tion, as of March 29; MC 34553, and Sub. No. 1, A. V. Chest- 
nut, common carrier application, as of April 1; MC 36371, W. M. 
Moore, broker application, as of April 1; MC 40088, Sub. No. 
1, L. L. Buchanan & Co., Inc., extension of operations, as of 
March 29; MC 43806, Sub. No. 1, Mercer Charles Smith, exten- 
sion of operations, as of April 2; MC 44219, Advance Freight- 
ways, Inc., common carrier application, as of March 28; MC 
49126, Sub. No. 1, Orlando Zimmerman, extension of opera- 
tions, as of March 29; MC 50556, E. H. Fitkin, common carrier 
application, as of March 29; MC 50664, George W. Drew, com- 
mon carrier application, as of April 4; MC 50676, Schmitts, 
Fast Freight, contract carrier application, as of March 29; 
MC 59238, Sub. No. 2, Virginia Stage Lines, Inc., extension 
of operations, as of March 29; MC 60748, Merchants Trucking 
Co. contract carrier application, as of March 31; MC 63554, 
Sub. No. 1, R. N. Hopkins, extension of operations, as of March 
29; MC 67214, E. L. Geakley, contract carrier application, as 
of March 30; MC 75119, J. S. Garrett, contract carrier appli- 
cation, as of March 30; MC 77068, Sub. No. 2, Page-Way Stage 
Lines, Inc., common carrier application, as of April 1; MC 
84165, Louis A. D’Agostino, common ‘carrier application, as 
of March 29; MC 86013, Frank Engles, common carrier appli- 
cation, as of March 30; MC 86415, Joe Anderson, common 
carrier application, as of March 31; MC 86442, New Mexico 
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Express Lines, common carrier application, as of March 30; 
MC 86442, Sub. No. 1, New Mexico Express Lines, extension of 
operations, as of March 30; MC 86444, Leonard Loftis, common 
carrier application, as of March 30; MC 86555, Bernard M. 
Guy, common carrier application, as of March 30; MC 86569, 
Ralph Harold Cooper, common carrier application, as of April 
1; MC 86595, Joseph Wood, carrier application, as of March 
28; MC 86623, Leslie Martinie, common carrier application, as 
of March 29; MC 86662, Sam Johnston, common carrier appli- 
cation, as of April 1; MC 86677, Norman D. Tucker, contract 
carrier application, as of March 29; MC 86709, Edwin C. Burke, 
contract carrier application, as of March 31; MC 86713, Ed- 
ward A. Rivers, common carrier application, as of March 29; 
MC 86728, James C. Workman, common carrier application, 
as of March 30; MC 86730, Jacob S. Sirota, common carrier 
application, as of March 30; MC 86739, Alexander Cadena, com- 
mon carrier application, as of March 30; MC 86780, Roger S. 
Williams, common carrier application, as of April 4; MC 86783, 
James H. Luther, contract carrier application, as of March 
30; MC 86825, William J. Callaghan, contract carrier applica- 
tion, as of March 31; MC 86900, J. Arthur Kennedy and Son, 
Inc., contract carrier application, as of March 30; MC 86918, 
Dan Dye, common carrier application, as of March 31; MC 
88042, Virgil Jones, common carrier application, as of March 
31; MC 88140, Buen Amigo Tours, common carrier application, 
as of March 31; MC 88152, Falce Trucking Co., Inc., common 
carrier application, as of March 31; MC 88238, John M. Brad- 
ford, contract carrier application, as of March 30; MC 88298, 
Harley Fleetwood, common carrier application, as of March 
30; MC 88322, Frank W. Wheeler, common carrier application, 
as of March 31; MC 90738, James J. McGuigan, common car- 
rier application, as of April 1; MC 93319, William H. Francis, 
common carrier application, as of April 1; MC 94058, W. F. 
Herrett, common carrier application, as of March 29; MC 18, 
John Robbins Barnes, contract carrier application, as of 
April 6; MC 1820, Sub. No. 1, Monongahela Railway Co., 
extension of operations, as of April 6; MC 4412, Sub. No. 1, 
Al’s Transportation Co., common carrier application, as of April 
6; MC 5942, Grizzle Brothers, common carrier application, as of 
April 5; MC 6009, Sub. No. 2, Georgia Stages, Inc., extension 
of operations to Lumpkin, Ga., as of March 30; MC 6009, Sub. 
No. 3, Georgia Stages, Inc., extension of operations to Moultrie, 
Ga., as of March 30; MC 9541, Sub. No. 1, William G. Osborne, 
contract carrier application, as of April 6; MC 17940, Sub. No. 
1, Joyt Berryman, extension of operations, as of April 6; MC 
36112, Sub. No. 1, Southeastern Greyhound Lines, Inc., exten- 
sion of operations, as of April 4; MC 48580, Sub. No. 1, John 
C. Dixon, extension of operations, as of April 5; MC 49378, Subs. 
1, 2 and 3, Oregon Motor Stages, extension of operations, as of 
April 4; MC 50126, J. F. Briggs & Son, contract carrier applica- 
tion, as of April 6; MC 50241, John L. Foley, common carrier 
application, as of April 4; MC 50465, Gilbert Luett, contract 
carrier application, as of April 5; MC 50630, F. J. Riedesel & 
Sons, common carrier application, as of April 5; MC 50761, 
John A. Fritsch, common carrier application, as of April 4; 
MC 62398, John Zupcoe, common carrier application, as of 
April 6; MC 66579, Ed. F. Pickell, Jr., common carrier applica- 
tion, as of April 4; MC 69790, Fisher Bros. Truck Line, common 
carrier application, as of April 5; MC 74722, Sub. No. 1, Ala- 
bama Coaches Co., Inc., extension of operations, as of April 6; 
MC 86171, Clarence Wachter, contract carrier application, as 
of April 4; MC 86095, Oscar H. Carlson, common carrier appli- 
cation, as of March 31; MC 86443, Almer Hultgren, common 
carrier application, as of April 4; MC 86464, Main Street Garage 
Corporation, contract carrier application, as of April 4; MC 
86480, Mrs. Eleanor Gramlich, common carrier application, as 
of April 4; MC 86544, Glen R. Phillips, common carrier applica- 
tion, as of April 4; MC 86615, Central Express Co., contract car- 
rier application, as of April 6; MC 86667, Frank S. Swotkewicz, 
common carrier application, as of April 6; MC 86715, James 
Ferrara, common carrier application, as of April 5; MC 86778, 
D. W. Rose, contract carrier application, as of April 5; MC 
— Earl Gray, contract carrier application, as of 
pril 5. 


WESTERN TRUCK MEETINGS 


The featured speakers at the annual convention of the 
Washington Motor Freight Association at the New Washington 
Hotel, Seattle, April 23, 24 and 25, will be Commissioner East- 
man and Director Blanning, of the Commission’s motor car- 
rier bureau. Commissioner Eastman will speak at the banquet 
the evening of April 25, and he and Mr. Blanning will both 
speak at the business session the afternoon of that day. 

Mr. Blanning will also speak at the meeting of western 
states members of the American Trucking Associations, Inc., 
at the Ambassador Hotel, Los Angeles, April 29 and 30. Ted 
V. Rodgers, president of the association, will take part in 
that meeting. 
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MOTOR RATES IN NEW ENGLAND 


On its own motion, the Commission, by division 5, in Ex 
Parte MC 22, motor carrier rates in New England, has insti- 
tuted an investigation into the rates, charges, classifications, 
rules, regulations and practices by motor common carriers in 
the New England states and parts of New Jersey and New 
York, with a view to prescribing new rates or practices if the 
present ones are found unlawful. All carriers by motor vehicle 
in the affected territory are made respondents. 

The proceeding has been set for hearing before division 5, 
April 29, at 10 o’clock a. m. at the Hotel Manger, Boston, Mass. 

The territory embraced by the proceeding are the six New 
England states and those parts of New Jersey and New York 
on and within an irregular line running generally southwest 
beginning at the northeast corner of the state and at the 
intersection of the state boundaries of New York and New 
Jersey with the Hudson River at a point on the opposite shore 
from Hastings-on-the-Hudson, N. Y., thence by the westerly 
shore of the Hudson River, Upper Bay, Kill van Kull, Newark 
Bay, Arthur Kill, and across the Raritan River at its entrance 
to Raritan Bay to South Amboy, N. J., thence by U. S. High- 
way 9 from South Amboy to point of intersection with New 
Jersey Highway S-28, thence generally northwestward by New 
Jersey Highway S-28 to the boundaries of the city of New 
Brunswick, N. J., and along said boundaries to the Raritan 
River and thence by said river to Bound Brook, N. J., thence 
generally northeastward from Bound Brook by U. S. Highway 
22 to its point of intersection with New Jersey Highway 23 and 
thence by New Jersey Highway 23 to its intersection with U. S. 
Highway 202, thence by U. S. Highway 202 to the point of in- 
tersection with the state boundary, thence generally southeast- 
ward by the state boundary of New York and New Jersey to 
the point of beginning; that part of the state of New York 
within New York, N. Y. (comprising the boroughs of Man- 
hatten, Bronx, Brooklyn, Queens, and Richmond) and the re- 
mainder of Long Island, N. Y., and the counties of Westches- 
ter, Putnam, Dutchess, and that portion of Columbia county 
lying south of a line running generally northwestward from 
the intersection of New York Highway 23 with the western 
boundary of Massachusetts, and by New York Highway 23 and 
the southern boundary of the city of Hudson, N. Y., to the east 
shore of the Hudson River, and that portion of Orange county 
which includes the corporate limits of Newburgh, N. Y.; that 
part of the state of New York on and within a line beginning 
at the northeast corner of the state of New York at its inter- 
section with the international boundary of Canada and the 
United States, and thence generally south by the westerly shore 
of Lake Champlain to Whitehall, N. Y., thence from Whitehall 
by the shortest distance to the westerly boundary of Vermont 
and by the westerly boundaries of Vermont and Massachusetts 
to the intersection of said Massachusetts boundary with New 
York Highway 23, thence generally northwesterly by New 
York Highway 23 and the southern boundary of the city of 
Hudson, N. Y., to the east shore of the Hudson River, thence 
generally northwesterly by the east shore of the Hudson River 
to a point opposite the southerly boundary of the city of Albany 
and across the Hudson River to said point and by the southerly 
and westerly boundaries of Albany to their intersection with 
U. S. Highway 20, thence by U. S. Highway 20 to its inter- 
section with New York Highway 7 at or about Duanesburg, 
N. Y., thence by New York Highway 7 to Schenectady, N. Y., 
thence by New York Highway 50, U. S. Highway 9, New York 
Highways 9N, 86A, 408, 86, and 10, to the international 
boundary of Canada and the United States, and thence easterly 
by said international boundary to the point of beginning. 


MANUAL FOR TRUCKMEN 


The Household Goods Carriers Bureau, Washington, D. C., 
has issued a manual of elementary instructions, written by 
J. F. Rowan, its executive secretary, with regard to personal 
appearances before the Commission. It is being distributed 
to the members of the bureau to help them in their difficulties. 

Mr. Rowan as transmitted a copy of the manual to Com- 
missioner Aitchiscon, who deals with applications to practice 
before the Commission, saying that through the medium of that 
manual the officers, directors and membership of the bureau 
would have him to know of their appreciation of his individual 
and collective administrative efforts in connection with the 
motor carrier act. Mr. Rowan said the bureau sincerely desired 
to cooperate with Commissioner Aitchison in this effort. 

In one of the introductory paragraphs Mr. Rowan said it 
was most desirable for members of the bureau to employ Com- 
mission practitioners or attorneys with experience under the 
motor carrier act to represent them at the many hearings in 
which they might be interested. The fact that such an ar- 
rangement was not always financially possible or practical, 
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Mr. Rowan said, should not discourage the members from 
making personal appearances in any cases in which their in- 
terests might be involved. He said that on a _ preliminary 
examination the bureau’s effort might appear as encouragement 
to embryo practitioners. He said that that thought was furthest 
from the minds of men in the bureau. He said the fact was 
that in many hearings before the Commission involving rights 
under the motor carrier act there was not sufficient presen- 
tation of evidence on which to base a well defined decision. 
Consequently, he said, when a certificate had been issued there 
immediately occurred a reaction among carriers who failed to 
recognize their own shortcomings in failing to respond to the 
call for the hearing. That, he said, was the evil the bureau 
was endeavoring to correct. It was felt, he said, that when 
the carriers had a better understanding of the nature of the 
hearings their interest might be developed to the point of 
personal appearance from which they would readily learn the 
value of placing their case in the hands of competent counsel. 


C. F. A. MINIMUM TRUCK RATES 


The Central States Motor Freight Bureau will make no 
attempt to justify individual rates in its tariff as proper com- 
mon carrier truck minimums when its application to have those 
rates as a body declared minimums for application in C. F. A. 
territory comes up for hearing at Chicago April 25, according 
to officials of the bureau. Instead it will attempt to show that 
the general basis of rates in the territory is now too low to be 
compensatory and that the basis proposed in its area tariffs, 
now under suspension pending the determination of the case, 
Ex Parte 21, motor carrier rates in central territory, and others 
of its publications, will result in fair charges to shippers and 
adequate revenue to carriers. 

The bureau has filed a supplementary petition asking that 
the same rates be declared proper minimums for contract car- 
riers. It was not expected, however, that any hearing that may 
be held on that application would be consolidated with that 
already set on the common carrier petition. 

The bureau expects to make it clear that it will consider 
alleged discriminations in its tariffs with expedition as soon as 
the commission issues an order. To that end, its standing rate 
committee will be used as a board to hear testimony of both 
shippers and carriers and to recommend action in individual 
cases to a central committee consisting of the board of direc- 
tors of the bureau and representatives of non-member operators 
in the territory. The important thing at the moment, it was 
pointed out, was to settle on a general basis of minimum rates, 
and the area and other publications were considered by the 
bureau reasonable for that purpose. The bureau, it was said, 
would cooperate to the fullest extent in removing individual 
descriminations and injustices from those tariffs as soon as the 
Commission made its mind known in the matter. For the most 
part, such rates will be corrected by supplement before the 
effective date of the area tariffs which is also dependent on the 
date of the decision. 


MONEY FOR HIGHWAYS 


An appropriation of $100,000,000 for improvement of high- 
ways in the fiscal year beginning July 1 is carried in the 
Department of Agriculture appropriation bill reported by the 
House committee on appropriations. Of the total, $63,000,000 
is for federal aid highways, $10,000,000 for federal-aid feeder 
roads, $20,000,000 for elimination of grade crossings, and $7,000,- 
000 for forest roads and trails. The amount recommended rep- 
resents a reduction of $80,000,000 as compared with the total 
appropriated for the fiscal year which will end June 30. 


The committee said the estimates of the Bureau of the 
Budget, which were recommended to be appropriated, were 
submitted with regard to the recommendations of the President 
that the 1939 road authorizations be canceled. Congress did 
not cancel those authorizations and commitments for highway 
projects were now being made by states thereunder, the com- 
mittee pointed out. The result would be, it said, that the 
obligations of the federal government would be increased. It 
said it assumed that budget estimates for the amounts neces- 
sary to meet all obligations which could reasonably be expected 
to accrue before the next session of Congress would be sub- 
mitted by the President in time for action this session. 

Thomas H. MacDonald, chief of the U. S. Bureau of Public 
Roads, told the committee that, as of January 1, 1938, there 
remained available for “programmed” projects a balance of 
previously apportioned funds of $151,570,307. 

In the fiscal year 1937 a total of $337,747,071 was paid the 
states from federal-aid highway funds, said he. 

President Roosevelt has approved an allotment by the 
Works Progress Administration of $24,031,863 for the construc- 
tion of a super-highway extending from Harrisburg to Pitts- 
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burgh, Pa., 162 miles. The federal allotment will supplement 
a local contribution of $29,483,193 by the Pennsylvania Turn- 
pike Commission. It is estimated the project will give 
employment to from 14,000 to 16,000 workers. There will be 
four traffic lanes. 


EXCEPTIONS TO MOTOR REPORTS 
MC 55778, E. E. Mills Trucking Co., Inc., common carrier 
application and extension of operations. Time for filing excep- 
tions to recommended order extended to April 23. 


MOTOR ORDERS STAYED 
The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 
MC 72942, Floyd Douglas Spencer, broker application. 


CENTRAL STATES MOTOR RATES 
The Commission, by division 5, has changed the plan with 
regard to Ex Parte MC 21 motor carrier rates in central terri- 
tory, with which I. and S. M-278 was joined, so as to have the 
hearing before division 5 at Chicago, April 26, at the Hotel 
Sherman, instead of at that place, April 25, before Examiner 
A. S. Parker. (See Traffic World, April 9, p. 849). 


ATA DIRECTORS MEETING 


The American Trucking Associations, Inc., by its president, 
T. V. Rodgers, has announced that a special meeting of the 
board of directors of the association will be held in St. Louis, 
at the Jefferson Hotel, April 22. The special meeting was 
decided on following a meeting of the national labor relations 
committee of the American Trucking Associations, Inc., which 
asked for a clarification by the directors of the labor resolu- 
tion adopted at the association’s convention at Louisville last 
November. 


CENTRAL MOTOR FREIGHT ASSOCIATION 
CONVENTION 


The annual convention of the Central Motor Freight Asso- 
ciation will be held at the Stevens Hotel, Chicago, May 25. 
There will be a dinner at that hotel in the evening. Invitations 
to attend have been sent to Commissioners Eastman, Rogers 
and Lee. The program of speakers, as yet incomplete, includes 
Ted V. Rodgers, president, American Trucking Associations, 
Inc. Local arrangements are in the hands of a committee 
headed by Frank Sinkler and Madeline Trinen, both of the 
association’s staff. More than 500 are expected to attend. 


TRUCK REBATING FINES 


The Commission has received word, according to a state- 
ment by Secretary Bartel, that Judge Reeves, in the federal 
court for the western district of Missouri, southern division, on 
pleas of guilty, has imposed fines on Powell Brothers Truck 
Lines, Inc., the Central Shoe & Leather Co., and Springfield 
Grocer Co., for soliciting, accepting, giving and receiving con- 
cessions, in violation of the motor carrier act. 

The court fined the carrier $500 on the first count of an 
information in 46 counts, and $1 on each of the remaining 
counts, as well as imposing the costs. The Central Shoe & 
Leather Co. and the Springfield Grocer Co. were also fined $500 
on the first count and $1 on each other count in informations 
of 26 and 18 counts respectively, and costs. 

Powell Brothers Truck Lines, Inc., is a common carrier 
operating between Chicago, Ill., Kansas City, Kan., and Spring- 
field, Mo. The grocer company is a wholesaler and the leather 
company is a wholesaler of leather, both at Springfield. 

According to the informations, from September 16, 1936, to 
February, 1937, the carrier transported a large number of 
shipments from Chicago and Kansas City for the leather com- 
pany and the grocer company for less than its lawful tariff 
rates; that the carrier billed the consignee at the correct rates, 
but the consignees in each case paid less than the lawful tariff 
rates. 


MILWAUKEE RAILROAD ASSISTS GARDENERS 

J. T. Gillick, chief operating officer, C. M. St. P. & P., has 
issued a notice to division superintendents of the railroad, to 
make available to former railroad workers and part time 
employes unused land belonging to the railroad for use in 
gardening. The 56 chapters of the Milwaukee Road Women’s 
Club will assist by providing seed and in forming garden clubs. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


N this column will be answered questions of both legal and practica) 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department. 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 


lems. We do not desire to take the place of the traffic man but to help him 
in his work. 


The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Basis for Charges on Overflow Portions 
of Shipments 


Illinois —Question: Will you be kind enough to give us 
your opinion as to the proper charges that should be assessed 
on the following shipment, which was made on January 8, 
tendered to a common carrier that is a party to the Central 
States Motor Freight Bureau Tariffs and Exceptions and mov- 
ing from Chicago to Detroit, Mich.: 

82 empty used steel containers, 31 gal. capacity 

130 empty used steel containers, 15% gal. capacity 

10 empty used steel containers, 8 gal. capacity, 
all set up, total weight 20,124 lbs. All containers made of 16 
gauge or thicker. 

The dimensions of the truck furnished was 20 ft. 6 in. in 
length and 7% ft. in width and 6% ft. in height. Due to the 
fact that all of these containers could not be loaded on this 
truck, it was necessary to ship 50 of the 15% gal. capacity 
containers on another truck, which followed on January 10. 

Answer: In the absence of a follow-lot or overflow rule, 
there is no authority for the loading of more than one truck 
and the assessment of the truck load rate on the entire quan- 
tity, which is the purpose of, and can be accomplished only by 
an overflow rule. 

In the absence of an overflow rule charges on the amount 
loaded in the second truck are assessable on the basis of the 
less than truck load rate. 


Transit—Back or Out-of-Line Haul 


Pennsylvania.—Question: Would it be permissible for us 
to transit inedible tallow and grease at Philadelphia, originat- 
ing at various origin points as covered by Jones 492-A, I. C. C. 
2553, to Baltimore, Md., B. & O. delivery, routing the ship- 
ments from Philadelphia, Penna. R. R. c/o B. & O. at Bay 
View, Md. Of course, there would be in addition to the through 
rate a charge of 7c, out of route charge, I. C. C. 1411, about 
131 miles from Harrisburg, Pa., to Baltimore, Md., over the 
Pennsylvania Railroad. You will note that Jones 492-A, I.C.C. 
2553, is an open tariff as to route, and in Supplement 84 of this 
tariff it dictates that the rates named in this tariff will apply 
via all routes made by use of the lines of any of the carriers 
parties to this tariff. The Pennsylvania Railroad advise us 
that the route would be too circuitous, and, that they would 
also be obliged to pay the B. & O. their long haul earnings. 
This does not seem to answer our question. Are we, or are 
we not permitted to route in this manner, in order to make 
Philadelphia intermediate over the Pennsylvania Railroad in 
order to transit this material? 


We do not want to wilfully do this, but it happens once 
in a while that we run out of New England material for transit 
to Baltimore, Md., and could use this western material to ad- 
vantage. 


Answer: In its decision in Jonesville Milling Co. vs. New 
York Central R. Co., 109 I. C. C. 601, the Commission stated 
that it had frequently found that rates between any given 
points, where no restrictions are made as to routing, apply over 
all routes of the carriers parties to the tariff naming rates, 
whether such routes are circuitous or not, if there be no back- 
haul; that likewise transit arrangements applicable in connec- 
tion with such rates, where no special restrictions as to transit 
is contained in the tariff, are coextensive with the routes over 
which the rates apply, provided routes are not employed which 
necessitate a back-haul. 

In the instant case there is no back-haul involved in the 
application of transit at Philadelphia to shipments moving from 
points north and west of Harrisburg, Pa., on shipments des- 
tined to Baltimore, Md., although there is an out-of-line haul. 
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Provision, however, is made in the transit tariff for an addi- 
tional charge to cover this out-of-line haul, and there is no 
provision in the transit tariff which would preclude the applica- 
tion of the transit privileges published therein to shipments 
receiving transit at Philadelphia and destined to Baltimore. 

We are unable to locate any decision in which the Com- 
mission has fixed a percentage of circuity for out-of-line haul 
under a transit privilege where an additional charge is author- 
ized by the tariff to cover an out-of-line haul. 

Considering the entire haul of the shipment from point of 
origin to final destination, it does not appear that the per- 
centage of circuity would be undue where shipments transited 
at Philadelphia and, in view of the fact that the carrier is 
compensated for the out-of-line haul by the additional charge 
provided for in Rule 19 of the transit tariff, P. R. R. I. C. C. 
1411, we see no basis for the denial of transit on this traffic. 


Tariff Interpretation—Effect of Decision in Acme Fast Freight, 
Inc., Case 


New York.—Question: We would appreciate your views and 
any decisions in connection with the following: 

A certain steamship company has in effect a tariff bear- 
ing an “SB” number, which applies from a New England port 
to New York Harbor in connection with carriers engaged in 
the intercoastal business. 

We make shipments to the coast, consigning them to a 
certain carloading company whose rates on this traffic are 
published in a tariff bearing an M. F. I. C. C. number. In the 
body of the bill of lading we mark, “For John Doe, 77 East 
7th St., Seattle, Wash.” 

Now the steamship line has just ruled that the tariff bear- 
ing the “S B” number cannot be used in connection with a 
tariff bearing an M. F. I. C. C. number. 

We claim that there is no basis for their contention in 
view of the fact that the status of the carloading companies 
have not been definitely determined. Further, when the boat 
line completes delivery to the intercoastal line they have com- 
pleted their contract and to whom the shipment is consigned is 
no concern of them. If the shipments were consigned either 
direct to the customer care of the steamship company, or, if 
consigned to ourselves, care of the carloading company, the 
latter acting as a shipper, and routed via the intercoastal line, 
then they would have to protect the lower rate to New York. 
Then why should there be any difference when the carloading 
company acts as our shipper beyond the port of New York? 

Answer: As we understand, the shipments to which you 
refer are consigned to move via a carloading company in the 
capacity of a common carrier and not as a shipper, under its 
tariff filed with the Interstate Commerce Commission, although 
the carloading company uses the facilities of the intercoastal 
line for the transportation of the goods. 

In its decision in Acme Fast Freight, Inc., Common Car- 
rier Application, 2 M. C. C. 415, the Commission held that a 
forwarder not actually performing the transportation service is 
a shipper and not a common carrier where it uses the services 
of a rail or water carrier for the transportation of goods which 
have come into its custody. 

It therefore appears that the contention of the steamship 
company is correct in that the tariff of the forwarding com- 
pany purports to cover a common carrier service which it 
may not perform under the decision of the Commission in 
the above referred to case. 


Tariff Interpretation—Application of Overflow Rule 


Ohio.—Question: A shipment of steel stampings of a very 
light and bulky nature to the extent that approximately 8,000 
pounds will completely fill a truck 2 feet above the sides of 
which the actual size of the truck is 74% x 7% x 20 feet and 
on which there was an overflow of approximately 3,400 lbs., 
which occupied about 40 per cent of the space of another truck 
of the same size. 

The shipment was first rated at L. T. L. and shipper filed 
claim for overcharge basing same on 20,000 lbs. for the first 
truck under the light and bulky rule and the overflow at the 
same truck load rate, which was 41c, but at the actual weight, 
although, as stated, the overflow consumed about 40 per cent 
of the space in the second truck. 

We paid the claim based on the rate of 41c at 20,000 Ibs. 
for the first truck and contended that the overflow which was 
of the same light and bulky nature should carry a weight of 
8,000 Ibs., which was 40 per cent of the minimum weight re- 
quired to obtain the truck load rate. 

It does not seem reasonable to us that the light and bulky 
rule would apply on the one truck and not on the other in 
proportion to the space occupied and therefore will appreciate 
your opinion. 

Answer: Ordinarily, under an overflow or follow-lot rule, 
transportation charges are based on the actual weight but not 
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less than the minimum weight of the first car or truck and at 
actual weight at the carload or truck load rate on the portion 
loaded in the second car or truck. Unless there are provisions 
which authorize the assessment of charges on the overflow 
portion of the shipment on the basis of a stated minimum 
weight, the above rule would be applicable in arriving at the 
charges on the overflow, if, as we assume, the tariff under 


which the shipment moved or moves publishes an overflow or 
follow-lot rule. 


Rates—Increases Under Ex Parte No. 123 


Illinois—Question: During the year 1937, the classification 
on carload lots on a certain commodity was changed from 
Sth class to Column 40, increasing carload rates from Peoria, 
a to New York, on export shipments, from 55c cwt. to 62c 
cwt. 

In your opinion, does this constitute an increase in freight 
rate and should the 10 per cent increase, under Ex Parte 123, 
be applied on the 55c of the 62c rate? 


Answer: In its decision in Ex Parte 123, 226 I. C. C. 41, 
the Commission, on page 139, said: 


But in making such increases, all effective increases accomplished 
under the authority of the decision last cited, or in the transcon- 
tinental rates which were increased in connection therewith as before 
recited, and in the cotton rates and in those on other commodities 
effective early in 1937, as above described, shall be taken into account 
and considered as part of the increases here authorized, so that the 


above-mentioned percentage increases shall not be made cumulative 
thereon. 


Unless the rate to which you refer is one which falls with- 
in the purview of the statement of the Commission set forth 
above, the rate of 62c is the rate which should be increased 
under the provisions of the Decision in Ex Parte 123. Suf- 
ficient information is not given to enable a determination of 
whether the rate of 62c, to which you refer, is within the ex- 
ceptions to the application of the increases authorized by Ex 
Parte 123 that such increases are not to be cumulative. 


Consolidated Carloads 


__ .Missouri.—Is there anything to prevent two or more firms 
joining together in loading a carload of one commodity freight 
in interstate commerce? 

We have in mind that each firm would contribute part of 
the load to make up a minimum car and offer it to the carrier 
on one bill of lading, to be distributed at destination by a 
warehouse man or through other arrangements. This operation 
to be weekly or oftener. 

Answer: In its decisions in Wholesale Fruit & Produce 
Association vs. Atchison, T. & S. F., 14 I. C. C. 410 and Export 
Shipping Co. vs. Wabash R. Co., 14 I. C. C. 437, the Commis- 
sion held that a carrier may not refuse to apply the carload 
rate on a carload of freight consisting of freight of various 
owners where the goods are consigned on a single bill of 
lading to a single consignee. See, however, in this connection, 
the provisions of Rule 23 of Consolidated Freight Classification. 


Cars—Furnishing of—Right of Shipper to Order Cars of Cer- 
tain Capacity 


Tennessee.—Question: We made a shipment of coal and 
wood, and oil burning heating stoves to Spokane, Washington, 
the total weight of which was 53,234 pounds. We ordered a 
50-foot car, but because of the bulky construction of this com- 
modity we were only able to load in the 50-foot car, 35,704 
pounds, and the railroad then furnished us another car for 
the overflow in which we loaded 17,530 pounds. Freight was 
assessed on the large car at a 40,000 minimum, and the actual 
weight on the overflow. Consignee is claiming that we could 
have ordered two 40-foot cars and that it would have been 
assessed on the actual weight in each car but yet receive the 
benefit of the rate applying on the weight of a 50-foot car. 

Our reply has been that if we ordered two 40-foot cars, 
he would have been assessed the rate applying on a car of that 
size, which is much higher than the rate on the 50-foot car. 
But we ordered the 50-foot car in order to get him the cheaper 
rate, and as long as the railroad could furnish us a 50-foot 
car, they could not furnish two 40-foot cars instead with- 
out a violation of the traffic rule. In other words, if the 
railroad could not have furnished us a 50-foot car, they could 
then at their own convenience have furnished two 40-foot cars, 
and the cheaper rate would apply. But as long as they could 
furnish a 50-foot car, they could not substitute two 40-foot 
cars without violating the traffic rule. 


Answer: In its decision in Barker Brothers vs. Atchison, 
T. & S. F. Ry. Co., 132 I. C. C. 753, the Commission said: 


We have found that where there is a uniform minimum for all 
lengths, as in this case, the carrier is not required to furnish a car 
of any specific length, but is under the duty of establishing a minimum 
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weight that can be reasonably loaded into a car of the size furnished. 
Tull & Gibbs vs. N. & W. Ry. Co., 55 I. C. C. 17. The record shows 
that it would have been impossible to load either of the shipments into 
either of the cars furnished. Reparation has been awarded upon facts 
similar to those presented here. Riverside Mills vs. G. R. R., 25 I. 
C. C. 434; California Cotton Mills Co. vs. Director General, 68 I. C. C. 
403; California Cotton Mills Co. vs. S. Ry. Co., supra; Tull & Gibbs 
vs. N. & W. Ry. Co., supra. 


Furthermore, in Orvis & Clinger vs. Southern Pac. Co., 
167 I. C. C. 259, the Commission said that it is not prima facie 
unreasonable for a carrier to fail to include a so-called two- 
for-one rule in its tariff for application on a particular com- 
modity, in the absence of graded minima for cars of different 
sizes. 

Under a two-for-one rule a carrier may furnish two smaller 
cars where it is unable to furnish a car of the size ordered by 
the shipper, but as indicated in the decision last cited above, 
a two-for-one rule ordinarily applies only in connection with 
graded minima for cars of different sizes. In the absence of a 
two-for-one rule or so-called carrier’s convenience rule, a car- 
rier could not legally furnish two shorter cars in lieu of a 
large car ordered, and in the instant case in the absence of 
such a rule, the provisions of Rule 24, the follow-lot rule may, 
in the absence of a provision to the contrary in connection 
with the rate, be applied, but the minimum weight must be 
observed with respect to the amount loaded in one of the cars. 

It may be that the minimum weight is in excess of the 
amount which can ordinarily be loaded in equipment usually 
furnished, and if so, reparation could, in all probability, be 
had. See, Barker Bros. vs. Atchison, T. & S. F. Ry. Co., 123 
<< 


Liability of Carrier—Improper Packing or Loading by Shipper 


Pennsylvania.—Question: Will you please give us informa- 
tion concerning a motor carrier’s liability in handling ship- 
ments that are not properly packed. To make myself clear, 
we handled a shipment containing merchandise packed in car- 
tons that we considered not properly packed and made a nota- 
tion on our uniform bill of lading which we use, stating that 
the shipment is being handled at “shipper’s risk.” When the 
shipment was delivered we received a claim from the con- 
signee which we refused to honor on the grounds that the 
shipment was handled at “shipper’s risk,”’ which was so noted 
on the bill of lading. The shipper has come back with advice 
that regardless of what we write on our bill of lading we 
are still liable and that we must honor the claim. 

According to Item B, Section 1, that is shown on the back 
of the uniform bill of lading which we are enclosing herewith, 
which reads, “or the act or default of the shipper or owner” 
and interpret this phrase as a meaning that the shipper was 
at fault in not properly packing the merchandise. Will you 
therefore, please advise us whether or not we are liable for the 
damage so that we can handle the matter accordingly. 

We would also like to know that in the event you advise 
that we are liable for the shipments, since we handled same 
and have the right to refuse the shipment, how can we protect 
ourselves in limiting our liability in these cases? 

Answer: One of the exceptions to the carrier’s common- 
law liability arises in cases where the injuries are due to im- 
proper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of 
the carrier is simply to carry goods in the condition in which 
they are offered, and that where goods tendered are insuffici- 
ently packed, the carrier is not liable for loss or injury due 
to such defect, whether the defect in the packing is latent or 
not. Cohn vs. Platt, 43 Miscl. 378, 95 N. Y. S. 535; Nelson 
vs. Stephenson, 12 N. Y. Super. 538; R. Co. vs. Oil Co., 249 
Fed. 308; R. Co. vs. Morris, 249 Fed. 312. 


This principle would seem to be especially applicable where 
the shipper has failed to comply with a rule of the Interstate 
Commerce Commission prescribing the method for packing 
goods of the character which were destroyed. However, the 
foregoing view has not met with universal approval, and a 
number of decisions hold that the carrier, being entitled to 
reject defectively packed goods tendered for shipment, if it 
accepts for transportation goods which it knows are defectively 
packed, or which by the exercise of reasonable care it could 
have observed were defectively packed, it assumes to carry 
the goods as they are, and its common-law liability as carrier 
attaches, and it is subject to all the liabilities usually attach- 
ing to an ordinary shipment of the same character. But even 
where this view prevails, it cannot be said that the carrier must, 
at his peril, know that the goods are not in fact safely packed. 
Northwestern Marble, etc., Co. vs. Williams, 128 Minn. 514, 
151 N. W. 419; Mitchell vs. Nor. Pac. S. S. Co. (Calif.) 213 
Pac. 293. 

See, also Central of Ga. Ry. Co. vs. Grinner & Rustin, 
127 S. E. 878; Thomson vs. C. M. & St. P. Ry. Co., 238 S. W. 
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647, and St. Valentine & Co. vs. Atchison, T. & S. F. Ry. Co., 
220 Ill. App. 188. In the case last cited it was held that 
where defects in a shipment are perfectly apparent, it is the 
carrier’s duty to refuse the shipment, and, having elected to 
carry it in a defective condition, the carrier will not be al- 
lowed to urge these defects as a defense; but that this does 
not preclude the carrier from showing that the loss proceeded 
from a cause which existed, but which was not apparent, when 
he received the goods. 


AUTOMOBILE TRAFFIC MANAGERS 


Railroad traffic in automobiles, trucks, parts and tires in 
1937 produced freight revenues of $129,280,148 for the railroads 
and required 767,869 freight cars to transport, according to 
figures quoted by J. S. Marvin, who presided at a meeting of 
traffic managers of members of the Automobile Manufacturers’ 
Association at Detroit April 14. 


“In view of the extensive rail shipping by the automobile 
industry, the meeting was interested in the proposals that are 
being considered by Congress for rehabilitation of the rail- 
roads,” said a statement issued after the meeting. “A num- 
ber of rate and classification changes that would affect the 
industry’s costs in shipping cars, parts and supplies, were sub- 
mitted for study and action by the traffic group.” 
Among those represented at the meeting were: 


R. L. Reese, Buick; E. J. Tiedeman, Cadillac; C. R. Scharff and 
E, F. Stewart, Chevrolet; N. D. Hoke and N. J. Brennan, Chrysler; 
C A. Sullivan, Fisher Body; Leo Shaw, General Motors Traffic Asso- 
ciation; F. A. Allen, Hudson; E. B. Rogers, Pontiac; C. J. Shaar, 
Packard; M. S. Graham, Reo; A. M. Tesnow, White; J. E. Lind, Yel- 
tne and Coach; K. A. Moore, Automobile Manufacturers’ Asso- 
ciation. 


SS" ae | , 
Wie THOM DIXON, DRIVER OF THE HORSE-DRAWN 
COACH,” EXPERIMENT, TOOK COMPASSION ON HIS PASSENGERS 
ONE WINTER NIGHT AND PLACED A LIGHTED PENNY CANDLE ON 
THE TABLE INSIDE THE CARRIAGE, HE |NAUGURATED THE PRACTICE 
OF RAILWAY CAR LIGHTING, “HE EXPERIMENT” WHICH PLIED 
THERAILS BETWEEN DARLINGTON AND SHELDON, ENGLAND IN 1825 


WAS A RECOGNIZABLE ANCESTOR OF TODAYS RAILROAD COACHES, 
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Doings of the Traffic Clubs 





“Give the railroads equality of regulation and a chance to 
run themselves and there will be no need to worry about the 
railroad problem,” said R. S. Henry, assistant to the president, 
Association of American Railroads, in an address at a luncheon 
meeting of the Traffic Club of Jacksonville, Fla., at the May- 
flower Hotel April 11. Members of the Jacksonville Advertising 
Club, Exchange Club, Kiwanis Club, and other organizations 
attended. He said the trouble with much of the planning now 
in vogue among outsiders intended to help the railroads, was 
that the planners used erroneous reasoning and were not 
acquainted with facts. He added, however, that he believed 
that “from the President down” they were “all motivated with 
a sincere desire to help.” He said the inequality of treatment 
accorded by the government to railroads, on the one hand, 
and other types of transportation, on the other, was illustrated 
by the money spent in constructing and maintaining waterways, 
money of which was not paid by the users of those waterways. 
The capital cost of making the Ohio River waterway navigable 
was $145,000 a mile and the maintenance cost $3,500 a mile 
yearly, he said, as compared with an average railroad cost of 
$105,000 a mile with the users paying the total. If the govern- 
ment were to give the railroads $145,000 a mile, he added, they 
could be gold-plated and render service that could not be 
equalled. The club held a golf frolic at the Municipal Golf 
Course April 16. 

John McAuliffe, president, Isthmian Steamship Company, 
will speak on “Cooperation and Coordination” at a steamship 
day luncheon meeting of the Traffic Club of New York at the 
Hotel Biltmore April 19. James W. Lee, second vice-president 
of the club will preside. 





Lawrence N. Helm, foreign freight agent, Norfolk and 
Western, Cincinnati, O., will speak on “Export and Import 
Traffic” at a study class meeting of the Ky-O-Va Traffic Club 
at the Henry Clay Hotel, Ashland, Ky., April 18. The next 
meeting of the class will be held May 9. 


The Traffic Club of Danville, Ill., will hold a smoker at 
the Wolford Hotel the afternoon of April 21. Out-of-town 
members of the club have been especially invited. The Dan- 
ville Chamber of Commerce will hold its annual dinner at the 
Wolford Hotel the evening of that day. 








Hampton Reynolds, chairman, New Orleans Development 
Planning Board, spoke on the progress of the city at a dinner 
meeting of the New Orleans Traffic Club April 12. H. J. 
Breitenbach has been named chairman, and P. J. Stenger, 
vice-chairman, of a committee to organize a bowling league 
among club members. The club will hold a spring golf outing 
at the Metairie Golf Club May 5. Its annual outing will be held 
at Abita Springs June 19. 





The Los Angeles Transportation Club observed past-presi- 
dents’ day with a luncheon April 11. D. W. Pontius, chairman 
of the board, Pacific Electric Railway, recently returned from a 
tour of South America, was master of ceremonies. 





The Women’s Traffic and Transportation Club of Baltimore 
will hold a dinner meeting at the Hotel Longfellow April 20. 
The educational committee will present a program on public 
speaking and the entertainment committee will stage a dramatic 
presentation. On April 21 two teams selected from among the 
members of the club will debate the question of reciprocal 
switching at an educational meeting at the Longfellow Hotel. 
Two of those participating will be selected to represent the 
club in a joint debate with a team from the Traffic Club of 
Baltimore on the same subject on May 9. 





The Women’s Traffic Club of Metropolitan St. Louis will 
observe “boss’s night” at a meeting at the De Soto Hotel April 
21. The Reverend Harold Camp, pastor, St. Auburn Methodist 
Church, will speak on “Observations of a World Tour.” Chil- 
dren from a local dancing school will furnish entertainment. 





William J. Martin, F. V. Vandergrift Company, Philadel- 
phia, Pa., spoke on export and import rules and regulations at 
a recent meeting of the Traffic Club of the Manufacturers’ 
Association of Lancaster, Pa. V. C. Kline, division freight 
agent, Pennsylvania Railroad, Harrisburg, Pa., spoke on the 
Commission’s decision in Ex Parte 123. The following have 
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been named on the club’s nominating committee, elections to 
be held in May: Ira Risser, Hess Fritz, S. R. Posey, Harold 
Whitmyer and Clarence Mortzfield. 





Claude O. Meckley, Hanover, Pa., postmaster, spoke on 
“The March of Time,” basing his talk on biblical prophecies 
concerning transportation, at a dinner meeting of the York, 
Pa., Traffic Club at the Hotel Yorktowne April 14. 





The Miami Valley Traffic Club will hold a supper dance 
at the Miami Hotel, Dayton, O., April 23. 





Major Newton Speece, U.S. A., Fort Snelling, Minn., spoke 
on conditions in the far east, from which he recently returned, 
at a luncheon meeting of the Transportation Club of St. Paul 
at the Hotel Lowry, April 12. 





Captain John H. Taylor, Fort Wayne, Ind., detective 
bureau, will speak on “Modern Crime Detention Methods” at 
a dinner meeting of the Fort Wayne Transportation Club at 
the Chamber of Commerce April 21. 





The Indianapolis Traffic Club will hold a dinner dance at 
the Columbia Club April 21. There will be a floor show. 





The Milwaukee Traffic Club will hold a stag party at the 
Milwaukee Athletic Club April 20. There will be refreshments 
and a program of entertainment. The club is organizing a 
soft ball league. 





Motion pictures of the construction of the San Francisco 
Golden Gate Bridge, furnished by the Bethlehem Steel Com- 
pany, were shown at a luncheon meeting of the Traffic Club of 
Dallas at the Hotel Adolphus April 11. A. B. Chamness was 
chairman of the committee in charge of arrangements. 





The Kalamazoo, Mich., Chamber of Commerce will spon- 
sor a dinner meeting of the Kalamazoo Traffic Club April 19. 





Motion pictures of United States naval maneuvers in China 
waters will be shown at a forum meeting of the Cleveland 
Transportation Club at Mills Restaurant April 20. Members 
of the club’s speakers’ forum will deliver brief addresses. 





_ The Grand Rapids, Mich., Transportation Club will hold a 
dinner dance at the Rowe Hotel April 21. 





Samuel W. Heald, consul for the Republic of Panama at 
Houston, formerly general manager of the Panama Railroad, 
spoke on railroad operating methods in the tropics at a luncheon 
meeting of the Traffic Club of Houston at the Rice Hotel April 
12. S. G. Reed was in charge of the program. 





The newly organized Traffic Club of the Lower Rio Grande 
Valley will hold its next meeting at Weslaco, Texas, April 20. 
The club now has 53 members. The following is a list of its 
officers: President, J. H. Hartzog, traffic manager, Rio Grande 
Valley Citrus Exchange; first vice-president, Wills J. Carter, 
district freight and passenger agent, Southern Pacific; second 
vice-president, J. G. Philen, Jr., J. G. Philen and Company; 
third vice-president, K. L. Lake, Morris Product Company; 
secretary-treasurer, Leo J. Deasy, traffic manager, Brownsville 
Chamber of Commerce; members of the board of governors, 
L. A. Buckner, G. G. Bevil, Stuart Simmons, E. M. Crickett, 
and the elected officers above mentioned. 





The Transportation Club of Buffalo will hold a fortieth 
anniversary dinner party and sports night at the Hotel Buffalo 
April 26. On May 24 there will be a steamship and carloading 
day golf tournament at Cherry Hill Country Club, and on 
June 16 the club will take its annual lake cruise aboard one 
of the steamships of the Chicago, Duluth and Georgian Bay 
Line. There will be a motor transportation day golf tourna- 
ment at the Transit Valley Country Club July 19 and a rail- 
road day golf tournament, also to be ladies’ day, at the Meadow 
Brook Country Club August 16. The final golf tournament, 
to be held at the Wanakah Day Country Club, will be in 
observance of shippers’ day. The club’s annual dinner will be 
held at the Hotel Statler November 9. 





The Traffic Club of Newark, N. J., held a Perfect Shipping 
Month meeting April 11 at the Essex House, at which more 
than 500 were present. The speakers were Frank G. Love, 
superintendent of property protection, New York Central; 
W. J. Edwards, manager, Trunk Line Freight Inspection Bu- 
reau; J. T. Gallagher, manager, station service, Erie Railroad, 
and R. A. Fasold, special representative, freight claim division, 
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Association of American Railroads. W. M. Pierce, traffic man- 
ager, Pyrene Manufacturing Company, general secretary, At- 
lantic States Shippers’ Advisory Board and executive secretary 
of the Newark club, presided. 





The Omaha Traffic Club will hold a dinner meeting at the 
Hotel Fontenelle April 21. Several changes in the club’s con- 
stitution and by-laws will be considered. There will be a 
program of entertainment. 





The Traffic Club of Minneapolis held a Perfect Shipping 
Month luncheon meeting at the Hotel Nicollet April 14. The 
speakers included C. H. Dietrich, executive vice-chairman, 
freight claim division, Association of American Railroads; J. G. 
Mann, traffic manager, Northrup, King and Company, and P. 
F. Scheunemann, alternate general chairman, Northwest Ship- 
pers’ Advisory Board. At an educational meeting in the club 
rooms at the Hotel Nicollet the evening of April 11, the subject 
for discussion was “Freight Claims and Loss and Damage.” 
Leaders were H. F. Grochau, assistant freight claim agent, 
Chicago and Northwestern, and G. E. Hunt, traffic manager, 
Butler Brothers. 





The Pacific Traffic Association of San Francisco observed 
Aviation night at a dinner meeting at the Engineers’ Club April 
14. John B. Walker, vice-president, Transcontinental and West- 
ern Air, Inc., was the speaker. Ladies were guests. Robert 
McMaster spoke on “Old Man You” at a meeting of the club’s 
Tuesday Traffic forum April 12. 





C. R. Smith, president, American Airlines, Chicago, has 
declined an invitation to speak at the meeting of the Asso- 
ciated Traffic Clubs of America at Dallas April 26. In a letter 
to H. S. Snow, president of the association, he said that earlier 
engagements made his ability to be present doubtful and rather 
than risk being unable to fulfill the engagement, he preferred 
to say that he could not be present. 





The annual dinner of the New Haven, Conn., Traffic Club 
will be held at the Hotel Taft April 21. 





Joseph Scully, traffic manager, Johns-Manville Corporation, 
spoke on “Transportation Insurance” at a meeting of the Trans- 
portation Club of New York University April 12. The club will 
hold its annual dinner May 6 at the Forrest Hotel, New 
York City. 





The Woman’s Traffic Club of Chicago will hold its annual 
dinner dance at the Lake Shore Athletic Club May 14. Golda 
M. Luster, city passenger agent, Illinois Central, is chairman 
of the committee in charge. 





The following has been appointed to represent their re- 
spective clubs as delegates and alternates at the spring meeting 
of the Associated Traffic Clubs of America at Dallas, Texas, 
April 26 and 27: Traffic Club of Fort Worth: G. R. Angell, gen- 
eral freight agent, Rock Island Lines; N. E. McKillip, assistant 
traffic manager, Montgomery Ward and Company; J. L. Parker, 
traveling freight agent, Southern Steamship Company; E. P. 
Byars, manager, Fort Worth Freight Bureau; J. B. Harris, 
traffic manager, Continental Oil Corporation; Y. E. Juge, as- 
sistant general freight agent, Burlington Lines in Texas; T. K. 
Hale, passenger agent, Texas Electric Service Company; L. D. 
Hill, chief rate clerk, Atchison, Topeka and Santa Fe. Women’s 
Traffic Club of Pittsburgh: Anne Lazor, Clarice Murphy and 
Eurith Brewer. Traffic Club of Wichita: E. J. Immele, city 
freight and passenger agent, St. Louis-San Francisco. Women’s 
Traffic and Transportation Club of New Orleans: Ruth Murphy, 
Gulf, Mobile and Northern; Florence Hecker, Celotex Com- 
pany; Aline Duhon, Aluminum Line; Billie Wilhelm, Roosevelt 
Travel Bureau. Sabine District Traffic Club: G. D. Switzer. 
Traffic Club of Dallas: Delegates, S. D. Sparkes, freight traffic 
manager, Missouri-Kansas-Texas of Texas; E. M. Dosser, traf- 
fic manager, Dr. Pepper Company; Gus Schreiber, traffic repre- 
sentative, Missouri Pacific; L. O. Langley, traffic manager, Hig- 
ginbotham-Bailey-Logan Company; alternates, J. Y. Cassell, 
southwestern freight agent, Akron, Canton and Youngstown; 
J. M. Cody, traffic manager, Butler Brothers; Charles Sorg, Jr., 
southwestern agent, Northern Pacific; Van B. Myers, traffic 
manager, Atlantic Refining Company. Junior Traffic Club of 
Chicago: W. J. Mitchell, general agent, M. N. & S.-W. & N. B.- 
M.I1.; A. S. Beery, commercial agent, Railway Express Agency; 
Curtis Byrne, Matson Lines; R. J. McBride, dean, College of 
Advanced Traffic; Walter Croake, commercial agent, Chicago 
and Eastern Illinois; J. M. Merrick, A. T. & S. F.; H. W. Coff- 
man, city freight agent, New York Central; Walter Schulten, 
traffic manager, Chicago District Electric Generating Corpora- 
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tion; R. J. Bayer, assistant editor, the Traffic World. Trans- 
portation Club of Louisville: Maxwell Glen, traffic manager, 
Colgate-Palmolive-Peet Company; Merle Denny, Commercial 
Motor Freight of Indiana; W. H. Robinson, assistant general 
freight agent, Chicago, Indianapolis and Louisville; J. D. White, 
district traffic manager, National Distillers; W. J. Ryan, dis- 
trict traffic manager, American Tobacco Company; W. T. Van- 
denburg, retired commercial agent, Seaboard Air Line Rail- 
road; E. H. Henken, traveling freight and passenger agent, 
Missouri-Kansas-Texas. 





The following have been appointed chairmen of the stand- 
ing committees of the Cincinnati Traffic Club: Auditing and 
finance, H. R. Hendrick; bowling, P. A. Vehr; constitution and 
by-laws, R. A. Ellison; educational, W. E. Willey; election, 
E. H. Dorenbusch; entertainment, L. H. Sickman; golf, L. E. 
Sauer; good of the club, H. J. Romer; house, J. J. McGuinn; 
interclub relations, O. R. Davies; membership, A. H. Jahnke, 
Jr.; publicity, H. W. Dunbar; reception, I. W. Humphrey; rec- 
reation, C. H. Cormany; speakers, J. H. Hague. 


NEW COMPLAINTS FILED 


Ex Parte MC-21, motor carrier rates in central territory. 

Investigation on the Commission’s own motion into maximum, 
minimum and precise basis of all rates, charges, and classifications 
and the rules, regulations, and practices relating thereto, appli- 
cable to the transportation by all common carriers by motor 
vehicle between all points in Illinois, Indiana, Michigan, Ohio, 
and Wisconsin, and all points in Iowa, Kentucky, Missouri, New 
York, Pennsylvania, and West Virginia. 

No. 27935, Sub. No. 1, H. G. Goelitz Co., Oak Park, IIl., vs. Illinois 
Central et al. 

Rate, petroleum asphalt, Destrehan, La., to Hawthorne (Cicero) 
Tll., in violation of sections 1 and 6. Asks reparation. (John H. 
Kane, 327 South LaSalle St., Chicago, Ill.) 

No. 27999, Hyman-Michaels Co., Chicago, Ill., vs. A. C. L. et al. 

Rates, scrap steel, Camden, Sumter and Wilson’s Mill, S. C., 
to Ashland, Ky., and Portsmouth, O., shipped in March and April, 
1936, in violation of section 1. Asks new rates and reparation. 
(John Andrew Ronan, 11 South LaSalle St., Chicago, IIl.) 

No. 28001, Sterling Meat Corporation, Los Angeles, Calif., et al. vs. 
Union Pacific. 

Charges for feeding and watering live stock in transit from points 
in Oregon, Idaho, Montana, Wyoming, Nebraska, Utah, Colorado, 
Nevada and California to Los Angeles and other destinations in 
southern California, in violation of section 1. Ask reparation. 
(Alex. Gould, 3351 Sunnynook Drive, Los Angeles, Calif.) 

No. 28002, Frank Pilley & Sons, Inc., Sioux City, Ia., vs. C. M. St. P. 
& P. et al. : 


Rates, butter and eggs, Tracy, Minn., to Sioux City, Ia., and 
from Sioux City, Ia., to Newark, N. J., and New York, N. Y., in 
violation of sections 1 and 6. Asks reparation. (E. L. Peterson, 
Commerce Bldg., Sioux City, Ia.) 

No. — Beveridge Paper Co., Indianapolis, Ind., vs. Pennsylvania 
et al. 


Charges, shipments from Indianapolis to Portsmouth, Ark., de- 
scribed as waste paper board or paper stock board, made after 
February 14, 1934, which in fact were pulpboard, in violation of 
section 6. Asks reparation. (R. W. Schapanski, 1421 S. Aberdeen 
Street, S. Watermarket, Chicago, Ill.) 

No. 28004, Application of Railway Express Agency, Inc., and of the 
Southern Railway and other railroads, for authority to contract for 
the pooling and division of earnings. (H. S. Marx, vice-president 
and general counsel for Railway Express Agency; S. R. Prince, 
general counsel for Southern and other railroads; Clarence A. 
Miller and Sidney S. Alderman for other railroads; C. E. Ervin 
and T. M. Stevens, receivers of Mobile & Ohio.) 


MC C-80, Southern Motor Carriers Rate Conference, Atlanta, Ga., vs. 
R. L. Dance, dba R. L. Dance Trucking Co. 

Complainant alleges that the rates published by defendant have 
caused and are now causing a serious threat to the existence and 
maintenance to any general, reasonable and uniform level of rates; 
also that the rates of defendant as published in its MF I. C. C. 
No. 15 and supplements Nos. 2, 4 and 5 thereto, are illegal and 
unlawful in violation of section 202(a). Asks that defendant be 
required to file and maintain rates on a parity with his com- 
petitors operating in his territory; also that this complaint be 
assigned for hearing with I. and S. M-301, involving other of this 
defendant’s rates. (Edgar Watkins, Jr., 808 Bona Allen Blidg., 
Atlanta, Ga.) 

Ex Parte MC-22, motor carrier rates in New England. 

Investigation instituted by the Commission on its own motion 
into the rates charges, classifications, rules, regulations, and prac- 
tices of motor common carriers in the New England states and parts 
of New Jersey and New York. 

No. 28005, Cameron, Joyce & Co., Keokuk, Ia., vs. C. B. & Q. 

Rate, sand, LaGrange, Mo., to Montrose, Ia., in violation of sec- 
tion 1. Asks reparation. (H. C. Phillips, State Central Savings 
Bank Bldg., Keokuk, Ia.) 

No. 28006, White Cleveland Motor Co., Cleveland, O., vs. New York 
Central et al. 

Rate, automobile seat cabs, Indianapolis, Ind., to Cleveland, 
O., in violation of section 6. Asks new rate and reparation. (A. 
E. Whiteside, 322 Huron-9th Bldg., Cleveland, O.) 
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NOTE—lItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


April 18—Augusta, Me.—City Hall—Examiner Boss: 
MC 42420—Application of Lawrence I. Morton, East Union, Me., for 
certificate. 
April 18—Amarillo, Tex.—U. S. Court Rooms—Joint Board 210: 
MC 1954—Application of Lubbock Transfer & Storage Co., Lubbock, 
Tex., for certificate or permit. 
MC 94936—Application of Tom Shores Truck Line, Odessa, Tex., for 
certificate or permit. 


April 18—Columbus, O.—State Com.—Joint Boards 27 and 117: 
MC 45192 and Sub. 1—James E. Merriman and Joseph H. Hunter, 
dba M. & H. Transportation. 


April 18—Des Moines, la.—U. S. Court Rooms—Examiner Stiles: 
1. & S. 4418—Des Moines Union Ry. switching. 


April 18—Indianapolis, Ind.—State Com.—Examiner Driscoll: 
MC 88220—Application of Fred M. Meneely, Brazil, Ind., for certificate. 
April 18—Indianapolis, Ind.—U. S. Court Room—Joint Board 73: 
MC-F 541—Saunders & Douglass Motor Freight Service, Inc., pur- 
chase, Clifford L. and Gerald Griggs. 
April 18—Kansas City, Mo.—Hotel Baltimore—Examiner Simmons: 
1. & S. M-311—Alcoholic liquors. Ind., Ky. and Ohio to St. Joseph, 
Mo. 


April 18—Lansing, Mich.—State Com.—Joint Board 57: 
MC 86924—Application of Andersen Produce, Edmore, Mich., for 
permit. 
MC 86937—Application of Olen David Jenkins, Montgomery, Mich., 
for certificate. 
April 18—St. Paul, Minn.—State Com.—Joint Board 24: 
MC 29162, Sub. 1—Application of Oscar I. Haugen, Fertile, Minn., 
for certificate to extend operations. 
April 18—Superior, Neb.—Federal Bldg.—Examiner Sullivan: 
Finance 11900—Application Chicago, Rock Island & Pacific for cer- 
tificate permitting abandonment of line from Ruskin to Nelson, Neb. 
April 18—Washington, D. C.—Examiner Cheseldine: 
Fourth section application 17189—Woodpulp from Brunswick, Ga. 
April 18—Washington, D. C.—Examiner Kirby: 
* Finance 9918—Missouri Pacific reorganization; compensation of Jerome 
N. Frank. 


April 19—Amarillo, Tex.—U. S. Court Rooms—Examiner Booth: 
MC 58916—Application of Armstrong Transfer & Storage Co., Inc., 
Amarillo, Tex., for certificate or permit. 


April 19—Columbus, O.—State Com.—-Joint Boards 9, 57, and 60: 
MC 20347, Sub. 1—Application of Cannata Trucking Co., Columbus, 
O., for permit to extend operations. 
MC 20347—Application of Cannata Trucking Co., Columbus, O., for 
certificate or permit. 


April 19—Concord, N. H.—Public Service Com.—Jt. Bds. 132 and 20: 
MC 33421 and Sub. 1—Application of Byron L. Holmes, Claremont, 
N. H., for certificate or permit and to extend operations. 
MC 88740—Application of Lester Leroy Clark, Milford, N. H., for 
permit. 


April 19—Indianapolis, Ind.—State Com.—Examiner Driscoll: 
MC 21614—Application of Day’s Reliable Travel Service Agency, In- 
dianapolis, Ind., for certificate or permit. 
MC 21615—Application of Day’s Reliable Travel Service Agency, In- 
dianapolis, Ind., for license. 


April 19—Indianapolis, Ind.—State Com.—Joint Board 72: 
MC 67658—Application of Cooper’s Tours & Travel Service, Indian- 
apolis, Ind., for license. 
April 19—Lansing, Mich.—State Com.—Joint Boards 73 and 9: 
MC 66461—Application of Metro Motor Freight, Inc., Kalamazoo, 
Mich., for certificate or permit. 
MC 88171—Application of James Inman, Midland, Mich., for certif- 
icate. 
April 19—Louisville, Ky.—Brown Hotel—Joint Board 105: 
MC 1014—Forrest E. Miller, dba Eck Miller Transfer Co. 
April 19—New York, N. Y.—Hotel New Yorker—Examiner Naftalin: 
1. & S. M-322—Allen Bros., Inc., ratings on confectionery and groceries. 
1. & S. M-327—Dorn Transportation, Inc., commodity rates of. 
April 19—Washington, D. C.—Commissioner Meyers, Examiners Boyden 
and Walsh: 
Finance 10881—Chicago & North Western reorganization. 


April 20—Columbus, O.—Public Utilities Com.—Joint Board 58: 
MC 88885—Application of American Auto Transit Co., Springfield, 
O., for permit. 


April 20—Des Moines, ta.—U. S. Court Rooms—Examiner Simmons: 
1. & S. M-323—Classification exceptions in mid-western territory. 
April 20—Detroit, Mich.—Fort Shelby Hotel—Joint Boards 57, 73 and 
Examiner Later: 


MC 13344—Application of C. M. & O. Freight Lines, Inc., Flint, Mich., 
for certificate or permit. 
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MC 31911—Application of American Carloading Corporation, Detroit, 
Mich., for license. 

MC 34622—Application of American Transportation Co., Detroit, 
Mich., for license. 

MC 68614—Application of American Transportation Co., Detroit, 
Mich., for certificate or permit. 

MC 72300—Application of American Carloading Corporation, Detroit, 
Mich., for certificate. 

MC 72301—Application of American Carloading Corporation, Detroit, 
Mich., for permit. 


April 20—Indianapolis, Ind.—State Com.—Examiner Driscoll: 
MC 13777—Application of Speyer Trucking Co., Indianapolis, Ind., 
for certificate or permit. 
MC 26301—Application of F. R. Perkins Trucking Co., Indianapolis, 
Ind., for permit. 


April 20—Louisville, Ky.—Brown Hotel—Joint Board 208: 
MC 94137—Application of M & H Truck Line, Wiliamstown, Ky., for 
certificate. 
April 20—Montpelier, Vt.—U. S. Court—Examiner Boss: 
MC 7577—Application of Daniel Zabarsky, St. Johnsbury, Vt., for 
certificate or permit. 
MC 60896—Application of Highway Express, Inc., St. Johnsbury, 
Vt., for certificate or permit. 
MC 61486 and MC 61487—Application of St. Johnsbury Trucking Co., 
St. Johnsbury, Vt., for certificate or permit. 


April 20—Sioux City, la.—Hotel Warrior—Examiner Stiles: 
1. & S. 4419—Sioux City Terminal Ry. switching. 
27899—Cudahy Packing Co. et al. vs. Sioux City Terminal Ry. et al. 


April 20—St. Paul, Minn.—State Com.—Joint Board 141: 
MC 21346 and Sub. 2—Application of G. J. Lovlien Transfer, Pigeon 
Falls, Wis., for certificate or permit and to extend operations. 
MC 55190—Application of Oscar O. Lovlien, Pigeon Falls, Wis., for 
certificate or permit. 
MC 77541—Application of G. J. Lovlien Transfer, Pigeon Falls, Wis., 
for certificate or permit. 


April 21—Carlsbad, N. M.—La Caverna Hotel—Joint Board 33: 
MC 34180, Sub. 1—J. L. Naylor, dba El Paso-Pecos Valley. 


April 21—Montpelier, Vt.—U. S. Court—Examiner Boss: 
MC 85399—Murphy Transfer Co. 


April 21—New York, N. Y.—Hotel New Yorker—Joint Board 67: 
MC 152—Application of Motor Express and Terminal Corporation, 
Brooklyn, N. Y., for certificate or permit. 
MC 65519—Application of E. H. Miller Transportation Co., Inc., Brook- 
lyn, N. Y., for permit. 
MC 65520—Application of E. H. Miller Transportation Co., Inc., Brook- 
lyn, N. Y., for certificate. 
April 21—St. Joseph, Mo.—Federal Bldg.—Examiner Sullivan: 
Finance 11888—Aypplication Chicago, Rock Island & Pacific for certif- 
— permitting abandonment from Altamont, Mo., to Leavenworth, 
an. 
April 21—Toledo, O.—New Secor Hotel—Joint Board 27: 
McC 50511—Landis Wertz. 
MC 66846—Application of Thornburgh Sales Co., Sandusky, O., for 
certificate or permit. 


MC 66846,. Sub. 1—Application of Thornburgh Sales Co., Sandusky, 
O., for permit. ‘ 


ne ee Ala.—Thomas Jefferson Hotel—Commissioner 
askie: 

1. & S. 4422—Auto parts, Atlanta and Roseland to Birmingham. 

MC C-66—Auto parts by motor carriers, Georgia to Birmingham. 


April 22—Boston, Mass.—Manger Hotel—Examiner Boss: 
MC 6607—Application of J. J. Minnehan, Somerville, Mass., for cer- 
tificate or permit. 
MC 19976—Application of A & A Motor Transport, West Springfield, 
Mass., for certificate or permit. 
MC 30259—Application of Coast Line Express, Inc., Lowell, Mass., 
for certificate or permit. 


MC 93243—Application of Margaret J. Santolucito, Medford, Mass., 
for permit. 


April 22—Sioux City, !a.—Warrior Hotel—Examiner Stiles: 
a City Grain Exchange vs. Arkansas Valley Interurban 
et al. 
April 22—Indianapolis, Ind.—State Com.—Joint Boards 21, 58 and 149: 
MC 151—Application of Lovelace Truck Service, Terre Haute, Ind.. 
for certificate or permit. 
MC 75804 and Subs. 1 and 2—Application of Lovelace Truck Service, 
Terre Haute, Ind., for certificate or permit and to extend operations. 
April 22—Toledo, O.—New Secor Hotel—Joint Board 57: 
MC 1176, Sub. 1—Application of F. J. McKelvey Trucking Co., San- 
dusky, O., for permit to extend operations. 
April 22—Toledo, O.—New Secor Hotel—Joint Board 61: 
MC 60253, Sub. 1—Application of Arlington Truck Co., Toledo, O., 
for permit to extend operations. 
April 23—Boston, Mass.—Manger Hotel—Examiner Boss: 
MC 2768, Sub. 1—Bituminous Distributing Service, Inc., extension of 
operations. 
April 25—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
I. & S. M-319—Canned goods, etc., from Mobile, Ala., to Ala. points. 
1. & S. M-320—Roofing and asphalt, Mobile, Ala., to points in Ga. 
— aaa atiie Ala.—Thomas Jefferson Hotel—Commissioner 
askie: 
* 1. & S. 4482—Bunker coal, Alabama mines to gulf ports. 


April 25—Boston, Mass.—Manger Hotel—Examiner Boss: 
MC 173—Application of Abbt Motor Transportation Co., Cambridge, 
Mass., for certificate or permit. 
MC 39710—Application of C. E. Hall & Sons, Inc., Somerville, Mass., 
for certificate or permit. 
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Personal Notes 





The Minneapolis and St. Louis Railroad has announced 
the following promotions: H. W. Ward, traffic manager, pro- 
moted to be general traffic manager, at Minneapolis; C. L. 
Fuller, general agent, to be assistant general freight agent, 
Minneapolis; E. G. Gustafson, assistant traffic manager, to be 
assistant general traffic manager, Chicago; O. M. Sandahl, as- 
sistant general freight agent, to be general freight agent, 
solicitation, Minneapolis; L. S. Nichols, general freight agent, 
to be assistant traffic manager, rates and divisions, Minneapo- 
lis; R. W. Nelson, general agent, to be assistant traffic manager, 
New York City, and J. B. Helwig, assistant general freight 
agent, to be traffic manager, Los Angeles. 

E. R. Lockhart, assistant general agent, Southern Railway, 
New Orleans, La., died April 10. He had been with that rail- 
way for 55 years. 

J. E. Steele has been appointed division freight agent for 
the Baltimore and Ohio at Newark, O. 

Walter A. Rohde, who has been assistant manager of the 
transportation department of the San Francisco Chamber of 
Commerce for over five years, has been appointed manager of 
that department to succeed Edwin G. Wilcox, who resigned to 
enter the private practice of law. 

James W. Lee has been appointed foreign freight traffic 
manager, St. Louis-San Francisco, at New York City. 

Effective May 1 the organization of the consolidated traffic 
department of the United States Steel Corporation subsidiaries 
will be as follows: C. W. Trust will become traffic manager, 
eastern district, Pittsburgh, succeeding W. S. Guy, recently 
appointed acting general traffic manager of the consolidated 
traffic dapartment; A. C. Schweitzer, assistant traffic manager, 
eastern district; M. N. Billings, traffic manager, Western dis- 
trict, Chicago; J. W. Hoover, assistant traffic manager, western 
district; H. M. Knobel, traffic manager, Cleveland district, 
Cleveland, O., and R. H. Haley, traffic manager, New England 
district, Worcester, Mass. The following companies are repre- 
sented in the consolidated department: American Bridge Com- 
pany; American Steel and Wire Company; Carnegie-Illinois 
Steel Corporation; H. C. Frick Coke Company; National Tube 
Company, and United States Coal and Coke Company. 

E. A. Dougherty, formerly assistant chief engineer, New 
York Central, at New York City, has been appointed assistant 
to - vice-president, at Chicago, succeeding R. A. Feldes, who 
died. 

Karl A. Crowley has resigned as solicitor of the Post Office 
department. He figured in air mail activities of the department. 

Richard V. Rhode, aeronautical engineer on the staff of 
the National Advisory Committee of Aeronautics, has been 
awarded the Wright brothers medal for 1937 for his “new 
contributions to existing knowledge of the aeronautic art,” by 
the Society of Automotive Engineers. 

John W. Witherspoon has been appointed regional traffic 
manager, Pacific Coast division, United States Rubber Prod- 
ucts, Inc., at Los Angeles, Cal. His new duties are in conjunc- 
tion with his present position as traffic manager, Samson Tire 
and Rubber Company. 

W. H. Marriott has been appointed traffic manager of the 
Sioux City, Iowa, Grain Exchange. 

E. W. Saville has been appointed division freight agent, 
Pennsylvania Railroad, at Pittsburgh, Pa., to succeed H. H. 
Gray, who retired after 48 years of service with that railroad. 
Irvin T. Marine has been appointed division freight agent at 
Youngstown, O., to succeed Mr. Saville. K. M. Potter has 
been appointed district freight agent at Akron, O., to succeed 
F. B. Vandegrift, who has been promoted to be general south- 
ern freight agent at Atlanta, Ga. 

William J. Fitzgerald, traffic manager, Gypsum Association, 
Chicago, died at his home in Congress Park, Ill., April 14. 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Emmett M. Bagley, Salt Lake City, Utah; Hugh 
Robert Bolander, Jr., San Francisco, Calif.; Baldwin C. Bur- 
nam, Louisville, Ky.; Howard C. Ellis, San Francisco, Calif.; 
Herman W. Fishbein, Paterson, N. J.; Charles Lowrey Garnett, 
Columbus, Miss.; Patrick J. Garvey, Holyoke, Mass.; Cassius 
E. Gates, Seattle, Wash.; Sam S. Griffin, Boise, Ida.; Clarence 
A. Humble, Klamath Falls, Ore.; Bernard Jacobs, Lancaster, 
N. H.; T. J. Kiesselbach, Lincoln, Neb.; Asa Philip Kramer, 
Little Rock, Ark.; F. Maurice LaForce, Berlin, N. H.; Frank C. 
Owen, Columbus, Miss.; Charles H. Riegner, Washington, D. C.; 
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E. A. Simpson, Amarillo, Tex.; DeLancey C. Smith, San Fran- 
cisco, Calif.; Herbert F. Sturdy, Los Angeles, Calif.; Benjamin 
Weinberger, New York, N. Y.; Harry M. Weinberger, New 
York, N. Y.; Willis West, Salem, Ore.; Lionel Carter Wolfe, 
Los Angeles, Calif. 








April 25—Denver, Colo.—Public Utilities Com.—Examiner Sullivan: 
Finance 11114—Colorado & Southern abandonment. 
Finance 11988—Application of Colorado Railroad, Inc., for authority 
to acquire properties of Colorado-Kansas Ry. and to issue stock. 


April 25—EI Paso, Tex.—Paso Del Norte Hotel—Joint Boards 129 and 33: 
MC 59894—Myron Edgar Fowler, dba Fowler Truck Line. 


April 25—New York, N. Y.—New Yorker Hotel—Examiner Naftalin: 
1. & S. M-229—Cotton and rayon piece goods, Mass. and R. I. to N. J. 
* 1, & S. M-315—Floor covering, Harrison, N. J., to greater New York. 


April 25—Springfield, 111.—State Com.—Joint Boards 21 and 54: 
MC 74321, Sub. 1—Application of B. F. Walker, Ft. Worth, Tex., for 
certificate to extend operations. 
MC 86933—Application of W. H. Sloan, Salem, IIl., for certificate. 


April 25—Washington, D. C.—Examiner Weems: 
27377—-Delaware, Lackawanna & Western Coal Co. vs. B. & O. et al. 


April 25—Washington, D. C.—Argument: 
Ex Parte MC-2—In the matter of hours of service of motor carrier 
employes. 
April 26—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Peterson: 
1. & S. M-321—R-B Distributing Co., commodity rates, Minn., N. D. 
and S. D. 


April 26—Atlanta, Ga.—Henry Grady Hotel—Joint Board 131: 
* MC 22697, Sub. 1—Applictaion of W. R. Dobson, Jr., Truck Line, 
Augusta, Ga., for certificate to extend operations. 


April 26—Boston, Mass.—Manger Hotel—Examiner Boss: 
MC 60769—Application of Youlden, Smith & Hopkins, Boston, Mass., 
for certificate or permit. 
MC 93977—Application of Donahue Trucking Co., Woburn, Mass., for 
certificate. 


April 26—Chicago, Ii!1.—Hotel Sherman—Division 5: 
* Ex Parte MC 21—Motor carrier rates in central territory. 
* |. & S. M-278—Rates in central territory. 


April 26—St. Louis, Mo.—Coronado Hotel—Examiner Stiles: 
27737—-Baltimore & Ohio R. R. et al. vs. St. Louis National Stock- 
yards Co. et al. 


April 26—Washington, D. C.—Examiner Nye: 
Air mail docket 29—Petition of Continental Airlines, Inc., for fair 
and reasonable rates. 
Air mail docket 40—Varney Air Transport, Inc.—Varney Speed Lines, 
Inc., rates review 1934-1937. 
Air mail docket 41—In re rates for Continental Air Lines, Inc. 


April 26—Washington, D. C.—Examiner Lyle: 

* Finance 11448—Application of Curtis Bay R. R. for certificate au- 
thorizing operation as terminal switching carrier in interstate com- 
merce at Baltimore, Md. 


April 27—Boston, Mass.—Manger Hotel—Joint Board 69: 
MC 38876—Application of Daigle Bros., Lowell, Mass., for certificate or 
permit. 
MC 39330—Application of Eagle Transportation Co., Lowell, Mass., 
for certificate or permit. 


April 27—Dallas, Tex.—Baker Hotel—Examiners Mackley and Hall: 

* |. & S. 4208—Grain to, from and between southern territory. 

* 17000, part 7-A—Rate structure investigation, grain and grain prod- 

ucts to and within southern territory. 

* 27705 and Sub. 1—Corporation Commission, State of Oklahoma et al., 
vs. Arkansas R. R. et al. 

27594—-New Orleans Joint Traffic Bureau vs. Abilene & Southern et al. 

27727—-Texas Industrial Traffic League vs. Arkansas R. R. et al. 

27817—Missouri Millers’ Association vs. Abilene & Southern et al. 

27892—Merchants Exchange of St. Louis, Mo., vs. Alton et al. 


April 27—Evansville, Ind.—U. S. Court Rooms—Examiner Driscoll: 
MC 43038, Sub. 1.—Application of Commercial Carriers, Inc., Pontiac, 
Mich., for certificate to extend operations. 
MC 51174, Sub. 1—aApplication of S. & C. Transport Co., Detroit, 
Mich., for certificate to extend operations. 
MC 65392, Sub. 1—Application of Automobile Shippers, Inc., Detroit, 
Mich., for certificate to extend operations. 


April 27—Joplin, Mo.—Federal Bldg.—Joint Boards 180 and 36: 
MC 29486—Application of J. C. Teter Transfer Co., Pittsburg, Kan., 
for certificate or permit. 
MC 88018—Application of James A. Jameson, Joplin, Mo., for permit. 
April 27—New York, N. Y.—Hotel New Yorker—Examiner Palmer: 
MC 86338—Chester Bagley. 
MC 91537—Application of Lightbody Bros., New Rochelle, N. Y., for 
certificate or permit. 


April 27—San Antonio, Tex.—Hotel Plaza—Joint Board 77: 
MC 88432—Application of Hancock and Tibbs, Corpus Christi, Tex., 
for certificate. 
MC 88610—Application of C. A. Russell, Taft, Tex., for certificate. 
April 27—Washington, D. C.—Head Valuation Examiner Pattison: 
Valuation docket 1211—In the matter of the tentative valuation of 
the properties of Empire Pipelines Co. 
April 28—Boston, Mass.—Manger Hotel—Joint Boards 227 and 22: 
MC 59836—Blue Way, Inc. 
* MC a of Vincent D’Agata, Philadelphia, Pa., for 
pe ; 
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SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
. to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 
Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street 





Chicago, Ill. 


Vol. LXI, No. 16 
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April 28—Joplin, Mo.—Federal Bldg.—Examiner Harrison: 
MC 88422—Application of Butler Motor Co., Monett, Mo., for permit. 
MC 88745—Application of Joplin Distributing Co., Joplin, Mo., for 
permit. 
April 28—Macon, Ga.—Hotel Lanier—Examiner Sharp: 
27776 and Sub. 1—F. M. Gaissert et al. vs. A. B. & C. et al. 
April 28—San Antonio, Tex.—Hotel Plaza—Joint Board 177: 
MC 50059—Application of Valley Forwarding & Receiving Co., Mc- 
Allen, Tex., for certificate. 


April 29—Boston, Mass.—Manger Hotel—Examiner Naefe: 
MC 39372—Old Colony Coach Lines, Inc., common carrier application. 


April 29—Boston, Mass.—Hotel Manger—Division 5: 
* Ex Parte MC 22—Motor carrier rates in New England. 


April 29—Boston, Mass.—Hotel Manger—Division 5: 
* 1, & S. M-228—Commodity rates in New England territory. 
* 1, & S. M-335—Classes and commodities in New England. 


April 29—Joplin, Mo.—Federal Bldg.—Examiner Harrison: 
MC 88704—Application of E. L. Cagle, Joplin, Mo., for permit. 
April 29—La Crosse, Wis.—U. S. Court Rooms—Examiner Peterson: 
1. & S. M-326—Harrison Transfer Service—rate on machine springs. 


April 29—New York, N. Y.—Hotel New Yorker—Joint Board 67: 
MC 86332—A. Mastroberte. 


April 29—New York, N. Y¥Y.—Hotel New Yorker—Joint Board 3: 
MC 7793—New York and New Jersey Coast Line, Inc. 


April 29—Paducah, Ky.—County Court House—Joint Board 156: 
MC 31302, Sub. 1—Application of Mohawk Stages, Cape Girardeau, 
Mo., for certificate to extend operations. 


April 29—San Antonio, Tex.—Hotel Plaza—Joint Board 77: 
MC 88459—Application of Lay Trucks, Inc., Alice, Tex., for certificate. 


April 29—Washington, D. C.—Examiners Witters and Hechmer: 
Air mail docket 32—Air mail rates for Route No. 26, operated by 
Hanford Airlines, Inc. 
April 29—Washington, D. C.—Examiner Walsh: 
1. & S. 4477—Routing cotton goods via Baltimore Steam Packet Co. 


April 30—New York, N. Y.—Hotel New Yorker—Examiner Palmer: 
MC 86216—Philip Shansky, dba Try-Boro Distributors. 


May 2—Chicago, III.—Hotel Sherman—Examiner Esch: 
27719—Federal Container Co. vs. B. O. 


May 2—Houston, Tex.—Hotel Ben Milam—Joint Board 77: 
MC 88397—Application of A. A. Norris, Port Lavaca, Tex., for cer- 
tificate. 
MC 94213—Application of Wheeler Truck Line, Houston, Tex., for 
certificate. 


May 2—New York, N. Y.—Hotel New Yorker—Examiner Palmer: 
MC 94512—Application of John Albert Rogel, Livingston Manor, N. 
Y., for certificate. 


May 2—New York, N. Y.—Hotel New Yorker—Joint Board 3: 

* MC 94275—Application of Irving Edelson, Brooklyn, N. Y., for permit. 

* MC 94293—Application of Sam Starr, Brooklyn, N. Y., for permit. 

* MC 94295—Application of Max Lefkowitz, Brooklyn, N. Y., for permit. 

* MC 94297—Application of Sol Bershadsky, Brooklyn, N. Y., for permit. 

* MC 94298—Application of Alex A. Fabricant, Brooklyn, N. Y., for 
permit. 

MC 94300—Application of Michael Golden, Ellenville, N. Y., for permit. 

MC 94301—Application of Harry Farber, Brooklyn, N. Y., for permit. 

* MC 95127—Application of Leo Edelstein, New York, N. Y., for permit. 

MC 95246—Application of Jacob Goldberg, New York, N. Y., for 
permit. 


May 2—Omaha, Neb.—Hotel Fontenelle—Joint Board 138: 
MC 88163—Application of A. E. Peterson, Millard, Neb., for cer- 
tificate. 
MC 88755—Application of M. J. Proctor, Webster City, Ia., for cer- 
tificate. 


May 2—Omaha, Neb.—Hotel Fontenelle—Joint Board 138: 
MC 86834—Carl A. Anderson. 


May 2—Philadelphia, Pa.—Chamber of Commerce—Examiner Carter: 
17339—C. F. Simonin’s Sons vs. C. I. & W. et al. (further hearing). 
27986—Bisbee Linseed Co. vs. B. & O. et al. 


May 2—Providence, R. 1.—Dept. of Revenue and Regulation—Examiner 

Boss: 

MC 20808—Application of Winward Trucking Co., Fall River, Mass., 
for certificate. 

MC 80369—Application of Mil-Tex Transit Co., Providence, R. L., 
for certificate. 

MC 94574—Application of Andrew J. Schellhorn, Jr., Providence, R. 
I., for certificate. 


May 2—Salina, Kan.—City Hall—Joint Board 36: 
MC 957—Application of Don Ross, Bennington, Kan., for certificate 
or permit. 


May 2—New York, N. Y.—Hotel New Yorker—Joint Board 3: 

MC 86920—Application of Solomon Klinger, Mongaup Valley, N. Y., 
for certificate. 

MC 86950—Application of Meyer Friedman, New York, N. Y., for 
certificate. 

MC 88024—Application of Aaron Jacobs, Mountaindale, N. Y., for 
certificate. 

MC 88070—Application of Tavel Nochomofsky, Brooklyn, N. Y., for 
certificate. 

MC 88078—Application of Perez Gurwitz, Brooklyn, N. Y., for cer- 
tificate. 

MC 93942—Application of Abe and Dora Epstein, New York, N. Y.., 
for certificate. 

MC 94144—Application of Mollie Cohen, New York, N. Y., for cer- 
tificate. 
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MC 94145—Application of Joseph Cozoran, New York, N. Y., for cer- 
tificate. 

MC 94149—Application of Frosty’s Lincoln Service, Parksville, N. 
Y., for certificate. 

MC 94162—Application of Sam Casten, Brooklyn, N. Y., for certificate. 

MC 94176—Application of Francis W. Morris, Mountaindale, N. Y., 
for certificate. 

MC 94186—Application of Charles Peretz, Brooklyn, N. Y., for cer- 
tificate. 

MC 94208—Application of Hyman Rubin, New York, N. Y., for cer- 
tificate. 

MC 94209—Application of Abe Horowitz, Brooklyn, N. Y., for cer- 
tificate. 

MC 94210—Application of Harry Horowitz, Brooklyn, N. Y., for cer- 
tificate. 

MC 94212—Application of Abraham S. Danishefsky, Brooklyn, N. Y., 
for permit. 

MC 94214—Application of Bernard Chustckie, Brooklyn, N. Y., for 
permit. 

MC 94215—Application of Abe Schitzer, Brooklyn, N. Y., for permit. 

MC 94217—Application of Louis Kershner, Brooklyn, N. Y., for cer- 
tificate. 

MC 94221—Application of Harry Rothberg, New York, N. Y., for cer- 
tificate. 

MC 94233—Application of Max Novack, Brooklyn, N. Y., for permit. 

MC 94236—Application of Joe Shapiro, Brooklyn, N. Y., for permit. 

MC 94237—Application of Charles Rothberg, New York, N. Y., for 
certificate. 

MC 94239—Application of Samuel Rosenblatt, Brooklyn, N. Y., for 
permit. 

MC 94242—Application of Nathan Shapiro, Brooklyn, N. Y., for per- 
mit. 


MC 94247—Application of Hyman Feller, New York, N. Y., for cer- 
tificate. 


MC 94258—Application of Isidor Spar, Brooklyn, N. Y., for permit. 

MC 94259—Application of Max Goldstein, Brooklyn, N. Y., for permit. 

MC 94260—Application of Max Pincus, Brooklyn, N. Y., for permit. 

MC 94261—Application of Louis Klayman, Brooklyn, N. Y., for permit. 

MC 94262—Application of Easy Baim, Brooklyn, N. Y., for permit. 

MC 94263—Application of David Weintzweig, Mongaup, N. Y., for 
permit. 

MC 94264—Application of Harry Pincus, Brooklyn, N. Y., for permit. 

MC 94273—Application of Fred Fisher, Brooklyn, N. Y., for cer- 
tificate. 

MC 94274—Application of Leo Weiss, Brooklyn, N. Y., for permit. 


MC 94276—Application of Benjamin Rosen, Brooklyn, N. Y., for 
permit. 
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NEW YORK, 
BOSTON, 
NEW ORLEANS, 
SAN FRANCISCO ano ST. JOHN, N. B. 
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SUPERIOR 
SHIPPING 
SERVICE 


PORT HOUSTON 


We have placed the finest and most 
complete facilities at your disposal to 
build the Port of Houston above the 
average in order to handle your ship- 
ments more expeditiously and econom- 
ically. 


Railroads reach out to the vast trade 
territory tributary to Port Houston, and 


Ships from Houston carry your prod- 
ucts to all coasts of our own country 
and to every important maritime nation 


of the world. 


SATISFACTION ASSURED 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 
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and 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


New York........ Pier 3, North River New Orleans...... 321 -. Charles St. 
Chicago....... iif W. Washington St. St. John, N. B....H. E. Kane & _ 
San Francisce..... 1001 —— Street London, 'Eng.. . Caribbean 8's. * agone 

Ns cs vadaaedecsuseees Long Wharf Adelaide House, King William Street 


Also regular weekly passenger service (and “Guest Cruises’’) 
to the West Indies and Caribbean. 


Success for You 
—in Traffic Training! 


Slow, painfully-gotten experience going from job to job—while 
the years fly by faster than increases come—is not the best 
way to win the goal you want in the Traffic world! A far bet- 
ter one is thorough, scientific, low-cost training in Traffic Man- 
agement—training collaborated in by 175 of America’s fore- 
most transportation authorities, whose success-methods come 
to you in ‘‘Problem’”’ form that puts you on the Traffic Man- 
ager’s job during training, and qualifies you for such a job 
afterward. Scores of $3,000—$5,000-$7,500 and even higher- 
salaried traffic executives are today in positions earned through 
LaSalle training. Possibly you can do the same... if you will. 
Get our free 64-page booklet, ‘‘Opportunities in "Traffic Man- 
* agement’”’ as the first step toward success for you. No obligation 
—and it may be right in line with your life’s ambitions. Write 


for this book today. 
LA SALLE EXTENSION 


DEPT. 495-T, CHICAGO, ILL. 
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Guide to Motor Transport Lines 


(This Guide is published in the third issue of each calendar month) 


Purpose of Guide 
This Guide has been prepared to provide traffic managers 
with conveniently organized information about respon- 
sible motor transport lines. The dependability of each 
advertiser has been investigated. Each has been highly 
recommended by well known shippers and has provided 
satisfactory pt: Mt as to financial responsibility. 


Although THE TRAFFIC WORLD has taken every 
reasonable precaution to restrict this Guide to respon- 
sible, dependable and capable motor transport operators, 
it assumes no responsibility for i or service. It 
requests, however, that traffic managers report any unsatis- 
factory experiences or lings, s arise. The 
source of such reports will not be divulged even in cases 
that warrant the dropping of advertisers. 


Two Indexes Make Guide Easy to Use 
To simplify the finding of a service to fit a shipper's 
requirements, two i es have been pre 2 
Alphabetical Index: When a specific company is 
wanted, refer to the alphabetical ee. 


Index of Motor Transport Lines by Key Distribution 
Areas: This index enables the user to find the service or 
services available between any two points without resort 
to a complicated system of codes or cross references. 
Each motor transport line is listed under all of the rx 4 
cities it serves. et each listing is a symbol whi 
shows the direction of the company’s service into and 
out of the city. This system ft destional symbols 
is ee wae copy ot pena 
is indicates a local cartage company serving 
© Key City and Suburbs only. 
© This indicates that the intercity service offered 
by the company is entirely within the Key 
Distribution Area served by the Key City—See 
“Key Distribution Area” wall map. 
~ This indicates that four routes are operated to 
points beyond the Key <atys, ones, south, south- 
west, and northwest. e BOLD FACE 
signifies that the operations over these routes are 
intrastate in character. 


This indicates that three routes are operated to 
points beyond the Key City: south, west, and 
north. he LIGHT FACE indicates that 
operations over these routes are interstate in 
character. 


‘ 
=e. 


Cases in which the services from a Key City are 
both Interstate and Intrastate the predominant 
character of these services determines whether light 
or bold face symbols are used. 


Shipments originate, with few exceptions, from major 

distribution ints. The use these cities makes 

possible the following quick, simple procedures for the 
selection of motor transport services: 
utes from One Key City to Another: 

1. Look under both cities for the name or names of 
motor transport lines that serve both cities, then 
check maps in advertisements of these com- 
panies for details of the character of service offered. 

2. If no company offers a through service, check maps of 
those companies which are prefaced by directional 
symbols indicating that they offer a service going in 
the direction wanted and make the selection of the 
companies to be used on the basis of the most 
efficient connections. 


Routes to or from Key Cities to Other Points: 

Check directional symbols under the Key City for com- 
panies operating services in the direction of the other 
point, then refer to individual maps. 


Routes Between Points Other than Key Cities: 

Refer to the motor transport lines listed under the Key 
Cities nearest the points to be served. The direc- 
tional symbols provide the means of determining 
which companies offer services in the directions 
wanted. The recording of major highway numbers 
makes possible the selection of an assured service 
between any two points listed on a highway map 
even when those points are not shown on the 
advertiser's map. 


Arrangement of Advertisements 

Data for companies serving adjacent or overlapping 
ions are grouped. It is thus ible to plan a co- 

ordinated system of distribution by studying the avail- 

able services by regions. 

Data Regarding Advertisers: The facts listed for each 

motor line follows a uniform arrangement: 

1. General facts. 

2. Address, telephone and teletype numbers, and person 
with whom to communicate at general office, and, 
when space permits, this data is also shown for 
branch offices 


Equipment—character, number of units, ownership. 


Insurance—types and amounts carried. When 
amount is shown, it relates in all cases to unit cover- 
age per vehicle or whatever other standard unit is 
applicable. All insurance data is verified at time 
advertiser is accepted. Important—When a star ( *) 
is used it signifies that E TRAFFIC WORLD 
has established an arrangement with the under- 
writer or its agent by which it will be informed of 
any lapse in the insurance or bonds. 


5. Schedules of operations—number of runs daily, 
whether day or night runs, and average time of runs 
between major terminals, etc.—are shown when 
space permits. 


6. Special services and facilities—data regarding ac- 
ceptance of shipments, special terminal 
facilities, local services, etc. 


7. Association memberships are reported since some 
traffic managers use this as a measure of the standing 
of a company. 


Character of Highway Service Offered by Motor 
Transport Lines: The individual maps that accom- 
pany advertisements have been uniformly prepared. 
After once becoming familiar with the significance of the 
various types of route lines shown, one can tell at a 
glance the character of service offered via each route 
operated by each motor line. 


que Daily INTER- and INTRAstate service. 
see Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 








ems Service 2 or 3 times weekly. 
Irregular or special service routes. 





=eeeeas: Connecting lines. 


eeececece Ferries. 
© O B Terminal cities. 


Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate 
operators when their routes extend into other states. 


Principal points served. 


—_— Alphabetical Index to Companies That Provide the Best in Motor Transportation —__ 





COMPANY Page COMPANY Page COMPANY Page COMPANY Page 
Brashear Freight Lines......... 4 Decatur Cartage Co............ 3 Merchants Fast Freight Service.. 3 ema ng ne eg rrr 4 
t . oe 
Care’s Tramafer... .....c0scccces 3 Gateway City Transfer Co...... 5 The Norwalk Truck Line Co..... 4 wy, ee we es: egg ; oo wo’ 
Consolidated Freight Lines, Inc. 5 Inland Motor Freight.......... 5 Novick Transfer Company..... 3 York Motor Express Co......... 2 
es . 
Index of Motor Transport Lines by Key Distribution Areas 
CALIFORNIA DIST. OF COL. DANVILLE INDIANA KENTUCKY MICHIGAN MINNESOTA 
WASHINGTON gt. Decatur Cartage FORT WAYNE LOUISVILLE BAY CITY MINNEAPOLIS 
SAN FRANCISCO Carr’ ia.” RR Norwalk Truck 
oe Teonster.....3 OO Rs ice ¢2 + meen Fe, Norwalk Truck +, Consolidated Frt 
Tree Ss ' BRO wc cccess ines inc..... 
>!¢ Novick Transfer ; 
¢ Consolidated Frt. Company....3 DECATUR GARY-HAMMOND . Gateway City 
“" Lines Inc.....5 (See Chicago) LOUISIANA DETROIT +s Transfer..... 5 
.¢ Shirks cod ~ 2 te 74 Costeng 
Sie pe MENG aia ccueee r 
oats INDIANAPOLIS ALEXANDRIA ; ey oe. 
COLORADO die ei a or (See Minneapolis ) 
PEORIA , MEE csce acd 4 $ Merchants Fast FLINT 
_¢ York Motor Ex- Sa 3 WINONA 
DENVER press Co.....2 ost Pees j Comm 3. a ; Comp 1 Norwalk Truck 
IDAHO SHREVEPORT a Line......... 4 >! Cope City ; 
“ ranster..... 
.~ Brashear Frt- BOISE Quincy sou ee __ co Marchants Fast | JACKSON 
. Consolidated Frt. oe owe sir ida eas 
ota pe apes 5 °F a a9 Gutage , CUD skssvcnxe 4 ‘ : Meceetl . Tenet MISSOURI 
DELAWARE ILLINOIS TERRE HAUTE MARYLAND 
LANSING 
CHICAGO ROCKFORD >! Petes Cartage aieuiaens KANSAS CITY 
WILMINGTON Brashear Frt. , ee ar 2 Carr's -. Norwalk Truck 
° 1 =e oe 0s Gateway a ° Transfer..... 3 EMO. 65606 sax 4 ee Brashear Frt. 
Decatur Cartage KANSAS ee a a SRE ches ven 
2 oo Saenateg Pes are 3 SALINA Company....3 MUSKEGON 
“s mpany.... . ROCK ISLAND . 3 . 

*! Gateway City (See Davenport) _,. Brashear Fre, ,*° “Sim Mewr Es 1+ Wolverine |, ST- LOUIS 
isthe Motor Ex. a “ * : : Ms anbent 4 ai: a sia nical 
° posse w ruc « lewater Pp. +4 - : 

ee agin | * eibaan 4 SPRINGFIELD TOPEKA FP  Messs5e3 3 SAGINAW r ines........ 4 
».¢ York Motor Ex- ¢ Wolverine $$ Decatur Cartage _._ Brashear Frt. »'¢ York Motor Ex- Norwalk Truck w$q Decatur Cartage 
oe a es as Express, Inc. .5 33 Pc cusvadect Rs ceecce , press Co..... ae aay.” eae 4 RRs 
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Index of Motor Transport Lines by Key Distribution Areas (Continued) 





MONTANA ROCHESTER YOUNGSTOWN PENNSYLVANIA PHILADELPHIA VIRGINIA WALLA WALLA 
BILLINGS Shirks Motor ‘Ex : Inland Motor 
. —_ Shirks Motor Ex- t+ Novick Transfer 334 
Citi 8 ee. *. “En ee 2°” ~Company...3 LYNCHBURG Freight...... 5 
soni ines Inc.....5 . 
: Se >». Shirks Motor Ex- .!¢ Novick Transfer 
BUTTE NORTH DAKOTA OKLAHOMA > press Corp... .2 Company....3 WENATCHEE 
4 Consolidated Frt. ow Va Maw Se _. . Consolidated Frt. 
ines Inc....5 BISMARCK 1” press Co...... t gtr Vos Mew Oe none i= Lines Inc.....5 
TULSA press To...... 
_ Consolidated ™ 
GOAT FARAS Lines Inc.....5 =, Brashear Frt. ERIE of Math, Tommy westmes 
».« Consolidated ™, ‘ Se 4 mpany 
¢*S Lines Inc.. FARGO READING +, ~< Consolidated ia 
.¢ Shirke Motor Ex; vis Lines Ine... .5 
, ee ee 
NEVADA Consolidated Frt. OREGON ae ‘ WASHINGTON 
+38, "aes Tee 5 _.- Novick Transfer 
RENO Pao Company... .3 WISCONSIN 
.¢ Consolidated Frt. KLAMATH FALLS HARRISBURG SEATTLE 
, Lines Inc.....5 OHIO _. Shirks Motor Ex, LA CROSSE 
, “ %  press Corp.... Consolidated Frt. 
' _ Consolidated ~*~ k f i i 
NEW JERSEY AKRON ¢° "Lines ee.. e ea 6 Lines Ine.....5 32 - Gasowar City 
NEWARK ee ae oof ioe |. ee 
(See New York) 7° Tine... 64 s¢ Shirks Motor Ex- poets Ce... s  Freight...... 5 
coseceses PENDLETON press Corp... : 2 MADISON 
NEW YORK = CLEVELAND 3! Consolidated Frt. Tidewater Exp. SCRANTON SPOKANE 3a, Gateway City 
BUFFALO s Lines Inc.... .5 ' oe ee 3 s ransfer..... 
Norwalk Trash Consolidated Frt. 
3° oee e 
_¢ Shirks Motor Ex- MM a Scesica ne en Ex, . Novick Transfer a8 Lines Inc.....5 
7*s press Corp....2 _¢ Shirks Motor Ex- PORTLAND +s press Co...... i Company... .3 <$~ Inland Motor MILWAUKEE 
s press Corp... .2 + Freight ...... > pies Cit 
. ateway City 
gehen ences JOHNSTOWN WILLIAMSPORT Eo ere? 
> Novick Transfer ss ines Inc.. 
ai Company....3 TOLEDO TACOMA 
.. York Motor Ex- #4 Norwalk Fount ~ Inland Motor . Novick Transfer $ Shirks Motor Ex- ' Consolidated Frt. SUPERIOR 
, press Co.... Pw BM ssh ccan reight...... ' Company... .3 ' press Corp....2 ' Lines Inc.....5 (See Duluth) 


















77 Shirks Motor Express Corp. 62) 
cotet Tenet. fom, MANHEIM PIKE 
LANCASTER, PA. 





York Motor ee Company 


Established 1921 oof a RRIER an Incorporated (Penna.) 


Telephone 5591 “YORK, PENNA. Sherman & Hay Sts. 


J. F. Baird, Gen. Traf. Mgr. _L. S. Reidel, Pres. & Gen. Mgr. 
TARIFF AGENCY—Middle Atlantic States Motor Carrier Conf., Inc. 





ICC Certif. No. 1658 
EQUIPMENT: 7 Trac- 


tors, 7 trailers. 
Trucks, 12 van, |! 
open. All company 
own [f 
SERVICE FEATURES: | |ro wesyern row SS = 
Daily serv. all routes. aid ra A 
Pick-up and delivery =< a 
at all points. ge service at PR og 


BRANCH OFFICES 
Baltimore—Singer Transfer & Storage Co. 
Buffalo—Otander & Co. 
Cleveland—Shirks Motor Express. 
Philadelphia—General Express. 
Rochester—Keystone Carting Co. 
Wilmington—Wool leyhan Transport Co. 
Ce OO SOLER Lee $10,000. Pub. 
Liab.,$10,000-$20 Prop. Damage, 
$10,000-$20,000. a Wctienn's Comp. 






















A Dependable Service 


“We do not know of anyone or any organization that 
has a better set-up for assembling the data and informa- 
tion required to compile and publish a motor truck guide 
















: ‘ 
EQUIPMENT: Tractors, : i 
trailers, 72. Trucks, — Se haa 4. 
pipenent one compan: 

Cargo, $25, 000 00 (Alliance 


TERMINALS 

Baltimore—Hillen & East Sts. 
(Tel. Vernon 1234) All 

New York City—West & Morton Sts. INSU 


or directory than the organization you have, nor do we Jersey Gi ree at hay tl tne, Co. of Phila) ‘Tos. Co). Prop. 
know of any organization in whose publication we would Delaware 6-2717-2718) Dam.» $5,000 (Traveler's tne. Co.) 


Piitedel hia—Franklin & SpringGarden Workmen’s Com 
Sts. el. Market 6274) POOL CAR DIST! RIBUTION: York, 
Allentown—Rush & Early Sts. (Tel. 2-2626) Lancaster, Harrisburg, 
——e land Av. & Morgantown Rd. pana, ore Bp Boge 
(Tel. 4-2191) ns betw: ae wn on map. 
banon—S. 11th St. & Linden Ave. SPECIAL “SER CES: In addition to 
(Tel. 1058) meral cargo we specialize in the han- 
Oe cued mo Ave. (Tel. 2-5674) ing of silk and textiles. 
Harrisburg— eron St. (Tel. 4-3248) MEMBER: A.T.A.; Penna. State C. of 
ondcerie —— (Tel. 514) C.; Nat. Fed. of Textiles, Inc.; Certif’d 
York—11 E. Boundry. (Tel. 5591) lotor Carriers of Penna. 


place the reliance that we would in a publication of this 
kind compiled and published by the Traffic Service 


Corporation.” 


ight opera- 


(petroleum company) 


Tulsa, Oklahoma 
























The Traffic World 


Vol. LXI, No. 16 
Serial Page No. 926 









Tidewater Express Lines, Inc. 


COMMON CARRIER—ICC Docket No. 1034 204-30 Key Highway 
INCORPORATED (MD) Established 1933 BALTIMORE, MD. 


Telephone-SOuth 1551-2 
HARRISBURG & J. T. Bennett 
Lemoyne 2 Stechon Traffic Manager 
New Cumberland a co 44 | OFFICES 
- Aberdeen, ve. 
Ween 3 <2 LANCASTER Walter 8. Wilson (Tel. 21) 
AK \ Dallastown Frederick, Md., 300 East St. 
[7 penmsrwvawal Soha ia dere 
ee res H. Brown (Tel. 6122) 
t T Washinton, D. C., 2613 E. 8t., 


Ao. Eau Et 

\ Ggtions de Gace aor A, Ward, (Tel. MET. 9845) 
R gp 5 ed a os Pa., 517 N. Mulberry 
ee @ 


REDERICK RAVE 


Grihenbos f ae” “ey AK 


40 >» Kes ae ia 1 oe Exp. & Stge. Co. 
(Tel. 8248 


) 
Harrisburg, Pa., 1539 Walnut St. 
Hill Express (Tel. 3-6121) 


TARIFF AGENCIES 


ri 








ail V dente OS Individual: D. T. Waring, W. M 
[MARYLAND . Miller 
VIRGINIA Mp viyorvit 14 Through bills ait lndings and 
WASHINGTON) oe, saan ee Bay, 8. 
j_rme raarne Atlantic and Gulf ports. 
EQUIPMENT LOCAL FACILITIES 


2 tractors, 2 trailers. Trucks, 28 . abe 
vans (12 carry ice for refrigeration Terminals with rail sidings: 
when needed); 2 open bodies. Al] Baltimore, Frederick. 


eer SCHEDULES 
£Careo, 5000 sive $2,500 Daily common carrier service to 


(Northern Assur. Co. of London) #!! points with irregular service on 
.. » Public Liability, $10,000 & truck load lots. Operating over 


$50,000; Property Damage, highways in Maryland (intra- 
seep state and interstate); Pennsyl- 


men’s Compensation (Lumber- vania and District of Columbia 
man’s Mutual Casualty). (interstate), 








Merchants Fast Freight Service, Inc. 
Inc. (La.) COMMON CARRIER—I. C. C. Docket Nes. 19690 & 28801 Est. 1925 


219 Walnut St. 
Telephone—780 & 781; Teletype—5 
MONROE, LA. 


N. E. Dawson 
Vice-Pres. & Gen. Mgr. 

TARIFF BUREAU: S.W. Motor Freight Bur., Dallas. 
BRANCH OFFICES: on Tel. 584; Baton 
Rouge; Shreveport, Tel. 
EQUIPMENT: 12 wine 4 trailers. Trucks— 
4van, | open. | heavy duty. All company owned. 
INSURANCE: Cargo, $1,000-$5,000; *%Public 
Liability, $10,000-$20,000; Property Damage, 
$5,000; Workmen’s Compensation, self-insured. 
Cc. O. D. Shipments accepted. 
CONNECTIONS: With responsible lines at 

exandria, Shreveport, Monroe, Baton Rouge. 
ASSOCIATIONS: National Safety Council; 
Louisiana Motor Freight Bureau, Inc. 





























jis. | Decatur Cartage Co. 


bane COMMON & CONTRACT fe 
“1 | U.C.C. Doc. Nos. 68909 & 76099) 


| Established 1926 Inc. (Ul.) 


20th St. & Wentworth Ave. 


Telephone—Victory 6000 
CHICAGO, ILL. 


_— AGENCY — Central 
tates Motor Frt. Bur. 
EQUIPMENT _ Coney 
owned except as no 
20 Tractors (30 leased); 
74 trailers (30 leased); 
52 Trucks; 16 Refrig- 
erator orheated trailers; 
16 Armored trucks; 


SAV | aaa IGN ims 











7 | ————— 6 heavy duty trucks. 
oe Cam INSURANCE—4 Cargo, $15/100,000. * Pub. 
be Venda | Liab., $25/50, . Dam., —— 

cartage. 


* 
| SERVICE FEATURES Peat car dist.; 


WATCH DISPLAY ADVERTISEMENTS 
OPPOSITE THE INDEX PAGE 
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Carr’s Transfer 


COMMON CARRIER—J.C.C. Doc. No. 3799 
Established 1925 


2613 E St., N.W., Washington, D. C. 
Telephone—West 0767 
L. C. Carr, Owner 
ey og yy wt Liter 
ess Co., 2 
138i. 12): Union Feeintt Ternee 
-425 Sharp St. (Plaza 4116-17-18). 
EQUIPMENT. 7 Tractors, 5 trailers; 


trucks, 5 van, 2 open; 2 refrigerator 





Washington-Harrisburg (via Winches- 
trucks. All company owned. ter) 
INSURANCE: Cargo, $2,000 (Mass. Washington-Warrenton-Culpeper 
coon & Marine oo san. .); *% Pub. Liab., Washington-New York 

- $20 xProp. Damage, (via connecting ed 


$3000; # Work’ n’s Comp.., all opera- i Wash- 
tions (U.S. Fidelity & Guar. Co. of ey Sa8 ey Reten Hae 


re). 
- IRREGULAR ROUTES: Permits for use of 
seit oe yay ——_. ated all Ae ae in Virginia, Pennsylvania, 
Baltimore- Washington and, Delaware, . 
Washington-Leesburg amen American Trucking Assn. 





s ° 700 N. commen St. WINCHESTER, VA. 
ares 


Phones—430 & 78 
Transfer Company | <i Teletype—582 

po. 6 J Arai B. Belchic, Traf. Mgr. 
a EQUIPMENT: 26 


tractors, 26 trailers. 
Trucks, 14 vans. 


INSURANCE: 
Cargo, $25,000 
Pub. Liab. $25/ 
50,000. Prop. 
am., 


Workmen's Comp. 


CONNECTING LINES: New York City 

to New England & New York State 

points. Roanoke to weeny: North 

Carolina, Tennessee Virginia 
ints. Winchester to Pittsburgh & 
ichmond. 

SERVICE: Daily schedules. 

POOL CAR DISTRIBUTION: Winchester. 

MEMBER: Va. Highway Users Assn.; 

Highway Transport. we AF & YO 


Shippers Use the Guide 
Because They Find It— 


Accurate— 


“Because of the continual changes in motor transportation, the 
up-to-the-minute information . . . in the Guide is often referred to.” 


(mail order company) 


Denver, Colorado 
Reliable— 


“Reliable information—such as you furnish, is badly needed in 
view of conditions that exist today. The main information should be 
as to reliability. Your Guide as to responsibility is a great help.” 


(building supply company) 
Davenport, Iowa 


Time Saving— 


“The Guide saves us time in investigation of new contacts which 
are necessary in expanding business.” 


(pharmaceutical manufacturer) 
North Chicago, Illinois 


Economical— 


“Guide used because of the investigation made of advertisers. 
These are taken at face value, and thus eliminate much costly expense 
on our part.” 

(steel company) 
Chicago, Illinois 





ETN 
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° “Satisfy your Customerswith OHIO TERMINALS 
The Norwalk Truck Line Co. Norwalk Truck Line Service’’ Cena Seth Benton rtapan ot 


Cieveland, 33rd & Hamilton (Prospect 5350) 





































J. E. Ernsthausen COMMON CARRIER Established 1921 WH Elyria, 124 N. Maple St. (Phone eo 
; \/PSAGINAW BAY Fremont, 211 E. State St. (MAim 2825) 
President I.C.C. Docket No. 71096 36 Woedlaw ase Bey Giy NG Marti giith Bt. (Phone diss) i. 
C. W. Hoke NORW ALK, OHIO oodlawn Ave. ansfie anklia St. (Canal 
“a A Norwalk, 36 Woodlawn (Phone 244) 
Vice-President Telephone—71 or 244 Sandusky, 1000 Maple St. (Phone 1325) 
TARIFF AGENCIES Policy includes all standard Cargo Toledo, 145 S. St. Clair St. (Adams 4291) 
Central Motor Freight Assn., Inc. coverages and, in addition, Theft of an MICHIGAN TERMINALS 
Ohio Motor Frt. Tariff Bureau. entire shipping package, Tornado, Riot, Bay Gity, Foot of 1st St. (Phone 2622-R) 
EQUIPMENT Strike, etc. Detroit, 117 N. June. Ave. (VImewd 2-1435) 


Flint, 1220 Stever St. (Phone 3-5518) 
Jackson, 404 Water St. (Phone 4028) 
Lansing, 925 8. Grand Ave. (Phone 5-3449) 
Momwoe, 317 W. Front St. (Phone 1032-J) 
Pontiac, 675 8. Saginaw St. (Phone 2-0115) 
— 303 W. Genessee Ave. ope ~~ 
INDIANA TERMIN 
Auburn, 334 W. 9th 8t. rues 418) 
Elkhart: 1401 W. Beardsley Ave. (Phone 466) 
Fort Wayne, 805 High St. (ANthony 4363) 
Goshen, 9th & Nye St. (Phone 511) 
q Hammond, 1055 Ind. Blvd. (WHiting 783) 
Kendallville, 1018 Garden St. (Phone 378-J) 
Porte, 619 Washington St. (Phone 2354) 


115 Tractors (75 company owned), Shippers are ~~ complete i insurance 
127 trailers (125 company owned); pr os it policies are with large, 
30 truck bodies (all company owned). strong American stock companies. 


INSURANCE SERVICE & SCHEDULES 

* Cargo, $10/ 25,000 (The Connecticut Daily service over all lines—over night 

ire Ins. Co.). % Public Liability, delivery via our own lines. 
a Property Damage, * Work- 
men’s Compensation, and Liability MEMBER 
Insurance on All Terminals (The Service Member, A.T.A.; aon 
Travelers Insurance Co. & The Travelers Motor Taneameratoans Chicago 
Liability Co.). % Blanket Employees of Com.; and Chambers gaa in 
Bond (Mass. Bonding Co.). Also South Bend, Fort = Detroit, 
bonded by new A. T. A. bond. Cargo Toledo and Cleveland. 
















To Milceaben ‘aichigan City, 2nd & Pine Sts. (Phone 821) 
. V\ a f 7) ILLINOIS TERMINAL 
_ \\ Lake Michigan Y MICHIGAN \ Chicago, 2440 W. Cermak Rd. (CANal 1320) 
ttt a —4\ i 
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Brashear Freight Lines, Inc. 


COMMON Ferg! Docket No. 26876 







MICHIGAN 


Detroit Os 







J. A. Graf SENS CONES 527 S. Theresa Ave. 


Traffic Manager ST. LOUIS, MO. Tel.—NEwstead 2250 
Twenty-five Years Without Change of Management 












| NEBRASKA Leal Fon 
1Denver |____ | MISSOURI 
" {40} oo OSt. pisos 
i WS, (@ eee 
Conmrowts No j= ae w 
i gee 2 Rs 
coLorapo |; -ANSAS Selina __ 2 


Hutchinson O~-¢ 
b Wichita 



















KENTUCKY 


—_—_—-~" 


a © ee oo 


CL A Cho 


OKLAHOMA 























TARIFF PUBLISHING AGENCIES: WHEN LOOKING FOR RELIABLE, 
Mississippi Valley Motor Freight Bureau, YEAR-ROUND SERVICE, CALL OR 
St. Lents. i, a States Motor Freight ROUTE BRASHEAR FREIGHT 
Associati il LINES. Special circulars showing points 
EQUIPMENT: 6 (68 Tractors, 45 tr “10 served direct or through connecting lines 
Refrigerator units. 10 Heated units. ®vV@ilable upon request. 
All equipment, except |0 tractors, com- SPECIAL ST. LOUIS SERVICE— 
Pool Car Distribution—Local Cartage 
INSURANCE: Cargo, $10/20,000. : ‘ 
Public Liability, $50/ 06,000. Prop- Trucks available at all times for local 
erty Damage, $5,000. Wor en’s cartage and prices gladly furnished upon 
mpensation. Self insurer. request. 


rr t.. Daily Service Between ST. LOUIS and 
TEXAS | Tulsagt sudogee] KANSAS CITY TULSA CHICAGO 

! aa \| INDIANAPOLIS DENVER LOUISVILLE 

| Oklahoma City © F, 

: \ 
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Wolverine Express, Inc. 
COMMON CARRIER—ICC Certificate No. 2998 
Established 1928 Incorporated (Mich.) 1930 


659 W. Western Ave., Muskegon, Mich. 
Telephone—22-681 
B. F. Deyman, President 


George A. Johnson, General Manager 
TARIFF AGENCY, Central Mot. Frt. Assn., Chicago. 
BRANCH OFFICES—Grand Haven, Oscar 
Ehrmann (Tel.—526)., Chicago, 738 S. Clinton, 
Art Gerkie (Tel.—Wabash 4738). 
EQUIPMENT—31 Tractors, 22 Trailers. Trucks; 
17 open; 9 refrigerator. Total, 79 units—67 com- 
pany owned. 

INSURANCE—Cargo, $10,000 and $5,000. 
Public Liab. $50,000—$100,000. Property 
Dam., $50,000—$100,000 with additional $5,000— 
$10,000. Workingmen’s Comp. 
ASSOCIATIONS—Mich. Truck. Assn.; A.T.A. 


Guide to Motor Transport Lines 
CENTRAL AND WEST 


Gateway City Transfer Co. 


INCORPORATED (WIS.) COMMON CARRIER 
Established 1896 I.C.C. Docket—80430 


John F. McGrath LA CROSSE, WIS. 417-431 No. Third St. 
Vice-Pres. & Traf. Mgr. Teletype—28104 Telephone—179 & 199 


TARIFF AGENCIES: Northwest Tariff Bureau; Central States Bureau 
@ Pat Rapids 


To Grand Forks, Grafton, 
{io} 
» Stes 


Ada and Crookston 
\ . 
“SWaedene Brainerd 


‘0 Bemidji 


Intrastate Operations 


Between Milwaukee ond 
Chippewe Falls, including 
points north of Tomah on 12, 

with no intermediate (local) | /( 
service between Tomah and |7\\ 
Milwaukee. 

Between Milweukee and Coon | =e 
Valley, including points north | 77) 
of Richland Center on 14. y 
Between Le Crosse and Rich- | ///7 
land Center on Highway 14, if 
including intermediate points. 


WISCONSIN 


RRice Lake 


Montevid 


Ind. Mot. Frt.; Chicago A. of A. 


I Ah. ° 
Extabliched 1918 Inland Motor Freight 
Cecil Gray SPOKANE, WASH. 
Rate Agent Teletype—94 


TARIFF AGENCY: Inland Empire 
Mot. Frt. Bur., 337 Peyton Bidg., 
Spokane, Wash. 

BRANCH OFFICES 
Portland—1001 S. E. Water Ave. 
Seattle—1565 Sixth Ave. S. 
Walla Walla—339 S. Second St. 
Lewiston—739 F St. 
CouleeCenter(CouleeDam, Wash.) 
Coeur d’Alene—214 LakeSide Ave. 
EQUIPMENT: 6 tractors, 36 trail- 
ers. Trucks, 74 van, 5 open, 2 
heavy duty. All company owned. 
INSURANCE: * Cargo, $5,000-$10,000; 
*Pub. Liab., $25,000-$50,000; 
*Prop. Dam.,$5,000; *Emp.Liab. 
POINTS IN SPOKANE AREA not 
served by us are served by carriers 
operating from our terminal—one 
of best in U. S., all under one roof. 


Portland “OREGON 


TE TRAFFIC WORLD —CHICAGO 


Tenn Senet Go 


fae 


— 


\ 
u BAGH Bt ce.) l 


C.O.D. SERVICE: It is believed that Consolidated 
Freight Lines, Inc., again ranks first in procuring a $10,000 
C.O.D. bond for the protection of ALL INTERSTATE 
SHIPPERS. This special service feature furnishes com- 
plete assurance that C.0.D. shipments will be well taken 
care of if routed via CONSOLIDATED between the 
points in the eight states served from the Great Lakes to 
the Pacific Coast. 


EQUIPMENT: 248 straight trucks; 122 trailers; 17 semi- 
trailers; 26 tractors. 


S. 110 Sheridan St. 
Phone—Riverside 3194 


— 


a ‘ 
J) Grantavitig = 


S.D. 


i mat Ono 
| 2 . Nor ahek 
ogg 


| “island le a" 
j MINN. os 


Common Carrier 
ICC Doc. No. 59077 


BRANCH OFFICES: Chicago, 
2433-53 W. 18thSt. (Haymarket 
4411); Milwaukee, 1208 South 
Second St. (Mitchell 4949); St. 
Paul, 366 Ferdinand Ave. (Nes- 
tor 2806); Eau Claire, 429 
Gibson St. (Tel.—9833); Chip- 
pewa Falls, 818 High St. (Tel.— 
161); Winona, 76-78 E. 2nd St. 
(Tel.—3665); La Crosse, 417-431 N. 
3rd (Tel. 179). 

EQUIPMENT: 29 tractors, 26 trailers, 
32 straight trucks. All company owned. 
INSURANCE: Cargo, $10,000-$25- 
000 (Ins. Co. of No. Am.) ... *Public 
Liability, $25,000-$50,000, *Property 
— > $5,000 (Royal Indemnity Co.) 
...%Workingmen’s Comp., complete 
coverage ‘Employers Mutual of Wausau, 
Wis.) . . . Fidelity Bonds (Am. 
Bonding Co.). 


CANADA 


Kevin a O wank? oe 
Betton “Bong Sach Havre | Established 1929 


cord AL... |Fred C. Leibold =. 


V.-P. in charge of traffic 


NORTH DAKOTA 


OREGON: (1) South of Eugene; 
(2) East of Madras vie Wapinite Highway, 


2) 
DECORAH) 


COMMON CARRIER 


PORTLAND, ORE. 7°29: W Quimby St, 


Between Madison and Coon 
Valley, including points north 
of Richland Center on 14. 


) 2 
Rafewns, ss "* (4 = 
a MILWAUKE 


a 


9) 


Praise du Chien 


IOWA 


THE TRAFFIC WORLO—CHICAGO 


LOCAL SERVICES: La Crosse—Pool 
car dist.; cartage; rail siding; affiliated 
with Murphy Brothers arehouses. 
Winona—Pool car dist.; cartage. 
SPECIAL SERVICES: C.O.D. collec- 
tions. P. & D. included in rates. 
AGENTS FOR: Universal Carloading 
& Distributing Company. 

MEMBERS: A.T.A.; Assn. of Com.— 
Chicago, Milwaukee, St. Paul. 
REFERENCE: Dun & Bradstreet. 


_ |Consolidated Freight Lines, Inc. 


ICC Doc. Ne. 42487 


LAD Mi 


(3) East of Hood River via Old Oregon Trail Highway. 7 
____.| WASHINGTON: (1) Between Seattle ond Tecoma, 


(2) All points east of Easton from Seattle; 
(3) All points east of Lyle trom Portlend; 


(4) All points west of and south of Rite. | 
Se Ged cas stg tenetnad ba Usha ond 


~ ers 


ey \ 
: Springs ‘" 
‘ City 
Salt Lake City 
rs UTAH 
Fanaa 


INSURANCE: Cargo, $20,000 per truck or trailer, limit 
$50,000; $5,000 theft; Public Liability exceeding State & 
Federal Requirements; Property Damage, limit $50,000. 
POOL CAR DISTRIBUTION: Shipments may be con- 
signed for distribution to the Consolidated Freight Lines, 
Inc., at points on its own lines. When such shipments are 
billed to Consolidated Freight Lines, Inc., for distribution to 
points on its own lines or beyond, shippers shall furnish 
carrier with the distribution sheets at the time of tendering 
shipments. Deliveries will be made in accordance with the 
distribution sheets, for which service a chi will be made 
to cover cost of unloading, segregating and reloading. 
MEMBER: Pacific Inland Tariff Bureau; Inter- 
mountain-Coast Motor Freight Tariff Bureau. 


’ 
: 
‘ 
i © C Proctor, DFA. (Wessich 2699) 


hs. O. 140 Blunome & 
vik MINNEAPOLIS. 9600 
OTHER 
Longmont See termine! pomts shows on map 


Deaver of ne 


COLORADO om, 


PRINCIPAL BRANCH OFFICES 
CHICAGO, 2400 W Medion Se 

AH. Richards, DFA. (Hoymacket 8702) 
SALT LAKE CITY: 17134 W. Second Se 


S. 26th Ave 
G. J Heslew, Agi. (Drexel 5434) 


SAN FRANCIS 
JL. McConnell, ATM. (Extrook S291) 


nin 4 


KANSAS __... 


Save Time and Expense 


BY PLACING ONE PHONE CALL 
FOR ALL YOUR TRUCK SHIPMENTS 
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The Traffic World 


S TARRETT-] EHIGH 
BUILDING 


A $2.45 Traffic Library 


These manuals, published by THE TRAFFIC WORLD, 
cover almost every phase of traffic management both as 
to the fundamental and technical aspects of the work, 
and to its relationship with general business and com- 
merce. Written by recognized authorities in the field, 
they should be read and kept for handy reference by 
every traffic man. 


Railroad Organization, Operation and Traffic 


by G. Lloyd Wilson, Professor of Commerce and 
Transportation, University of Pennsylvania.......... 
Shane DSR mR emis ONT eas wee Ce Mae aerate Price 50 cents 


Industrial Traffic Management 
(Two Volumes) 


et GR; SA Ns ino oeseseciasccesss Price 75 cents 
Principles of Freight Traffic 
a ae ee Price 50 cents O tst di g 
P P ° UCSTAMNAGUNE as its dominance over New York's West Side 
Motor Freight Transportation and Regulation midtown skyline, the STARRETT-LEHIGH BUILDING offers the 
ee eee Price 50 cents manufacturer and distributor superior advantages: 


Fourteen Articles on 
Current Transportation Subjects 
ee Ea Price 25 cents 


Prices for the following: 50 cents each; two for 75 cents. 
three or more, 35 cents each. 


Selling Railroad Transportation.............. by Charles E. Parks 
MY cco lace cae ne ne benches ee 6 48-¥6 6a-si0 by G. Lloyd Wilson 


Complete Set of All Booklets Listed Above 
$2.45 Postage Prepaid 
Send remittance with order to 
THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 


elehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e@ Truck elevators to all floors, affording street floor facilities 
throughout 


e@ Floor areas, 52,000 to 124,000 sq. feet. Smaller units may 
be leased 


eHigh safety standards—low insurance rates 
elLive steam for manufacturing purposes 


e@Fast passenger elevators; restaurant; barber shop 


INVESTIGATE — learn what satisfied, nationally-known occupants are 


doing at the 


Starrett-Lehigh Building 


West 26th—West 27th Sts.—11th to 13th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 













MOOREMACK GULF LINES 


Weekly Sailings 





Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Penna. and 
Houston, Texas 


SAILINGS: 


From Philadelphia . . . . . Wednesdays and Saturdays 


. ee 










Between 
BOSTON, PHILADELPHIA, BALTIMORE, NEW ORLEANS, HOUSTON, 
CORPUS CHRISTI, BROWNSVILLE 


Between 
PHILADELPHIA, NEW ORLEANS and MIAMI 
PHILADELPHIA end TAMPA 
NEW ORLEANS, HOUSTON, CORPUS CHRISTI and BROWNSVILLE 
MOORE and McCORMACK, Inc., Agents 































NEW YORK, 5 Broadway MEMPHIS, Cotton Exchange Bidg. 
From Houston to Philadelphia . Mondays and Thursdays See ee ae NEW ORLEANS, Whitvey Bids. 
BROWNSVILLE, First National Bank PHILADELPHIA, Bourse Bldg. 
Low Rates Quick Dispatch — Thru Package Cars | | cas chins Monispa cls ROCHESTER 1206 emo 
GENERAL OFFICES: ausceneaenes | SN AuClae seeps me 


1360 Broad Street Station Bldg., PHILADELPHIA, PA. HOUSTON, Municipal Dock No. 13 TAMPA, 309 Morgan St. 





MOST DIRECT CONNECTION between 
SEAPORTS and POINTS IN CENTRAL 


GERMAN and SOUTHEASTERN EUROPE..... 


For all information as to freight rates apply to 


W AYS FREIGHT INFORMATION OFFICE 
11 BROADWAY - - #£=NEW YORK CITY 

Telephones: Digby 4-1883 and 1895 
A Map of Germany or Europe Free Upon Request 


SHIP VIA RAIL... FAST, DEPENDABLE AT ECONOMICAL FREIGHT RATES 


ECONOMIZE 


ODERNIZE YO 


ages UR TRUCK EQ 
AS YO 


ANY savings in your haulage 

or delivery costs may be made 

by modernizing now with 1938 
Chevrolet trucks. Save by taking 
advantage of Chevrolet’s low truck 
prices. Save on gas and oil, on 
daily maintenance expense—and 
on month-after-month upkeep costs. 
Chevrolet trucks lead in economy— 
in durability and dependability. But 
first, get the facts that will convince 
you that, regardless of the job to be 
done, ruggedly-built new 1938 Chev- 
rolet trucks are the trucks for your 


C H EV RO LET TR UC KS job. Call yourChevrolet dealer today. 


General Motors Instalment Plan— Convenient, Economical 


give the power and performance Monthly Payments. A General Motors Value. 
you need... and with low operating CHEVROLET MOTOR DIVISION 


General Motors Sales Corporation 


and maintenance costs DETROIT, MICHIGAN 


| 


/EMEVROLET/ “THE THRIFT-CARRIERS FOR THE NATION” 


Six Chassis Models—Light Delivery, 2, %, 1, 1% Tons (131'%- and 157-inch wheelbases) « Five Wheelbase Lengths— 
112-inch to 157-inch e« Famous Valve-in-Head Truck Engine « Perfected Hydraulic Truck Brakes « *Full-Floating 
Rear Axle ¢ Extra-Strength Frame « *Four-Speed Transmission « Modern Styling ¢ *On 1'4-Ton Models. 








eo 


